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CINC LANT FLT FILe UNITED STATES ATLANTIC FLEET 
a9/( ()5 ) 
0 a 29 Carf F.P.o0., New Yore, N.Y.. 


eae 14 JUL 1947 


¥ 68 conf. ltr CTP 68/ 
a9/rak Serial 0184 of 


10 June 1947 
Fron: Comsandor in Chief, United States Atlantic Fleet. 
Tos Chief of Naval Operations. 
Vias Offioer-in-Caarge, Antarotio Devolopaentsa Project, 1947. 
Subjects Report of Antarctic Developments Project, 1947, (Operation 
HIGHIUMP) . 
1. Forwarded, 
2e The Coumapdur in Chief, U.S. Atlantic Fleet considers that 


reasonable maagures were taken, in the relatively abort period available, to 


adequately prepare the unite assigned to the Task Foros for the subject 
operation. 


3. It is paved that all major objectives were accomplished except 
the construction, =* little America, of a natted (marston mat) airstrip. 
The construction of such an airstrip wes intended to provide the seans for 
detormining the feasibility of maintaining and operating whee! type aircraft 
thereon, The existing umwually severe ioe conditiors precluded eccomplish- 
ing this project. Hever, considerable experimental work was conducted and 
the iask Force Commanler believes that an acceptable technique was developed 
for censtructing such «. alratrip on suow (neve) covered glacial ice per 
mitting the operation thereon of airereft using conventioual whsel typs 
landing gear. 


4 Due to the assignrant of such a relatively large tesk force, 
the Navy now has available a lirge reservoir of polar-conditioned personnel. 
In view of the increasing strategio importence of the Arctic, this compara- 
tively large number of cold-veathor-trained officers and men might, at sone 
future date, prove most valuable to the naval service. 


56 The Commander in Chief, U.S. Atlantic Fleet concure with the 
Task Fores Commander in the conviction tnat very real and definite advantages 
have accrued to the United States and to tas naval service as a result of the 
conduct of mubjeet operation, It is rocommeried that a definite prograz of 
naval operations be carried out annually in either the Arctic or the Antarotic 
segions. The Arctic region would be preferable in view of the mich shorter 
distance from U.S. ports. 
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Navy DepasrtMENt 


Wasaincton 25, D.C. 
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SECOND ENDORSEMENT on 
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0} 
a9/rdk Serial 0184 of 


10 June 1947, 
Fron: 
To : 


Subject: 


le 


Re 


Officerein-Charge, Antarotio Developments Project, 
1947. 
Chief of Naval Operations. 


Report of Anterctio Developments Project, 1947, 
(Operation HIGHJUMP). 


Forwarded. 


It is thought that the next large Antarotic Expedition 


should be a joint Army and Navy Project, and it is so recommonded. 
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10 June 1947 
From: Commander in Chief, United States Atlantic Fleet. 
Tos Chief of Naval Operations. 
Vias Officer-in-Charge, Antarctic Developments Project, 1947. 
Subjects Report of Antarctic Developments Project, 1947, (Operation 
HIGHJUMP). 
i. Forwarded, 
2e The Commander in Chief, U.S. Atlantic Fleet considers that all 


reasonable measures were taken, in the relatively short period available, to 
aiequately prepare the unite assigned to the Task Force for the subject 
operation. 


3. It is noted that all major objectives were accomplished except 
the construction, at Little America, of a matted (marston sat) airstrip. 
The construction of such an airstrip wes intended to provide the means for 
determining the feasibility of maintaining and opsrating wheel type aircraft 
thereon. The existing unusually severe ice conditions precluded accomplish- 
ing this project. However, considerable experimental work was conducted and 
tho Task Force Commanmier believes that an acceptable technique was developed 
for constructing such an airstrip on snow (neve) covered glesial ice per 
mtting the cperation thereon of alreraft using conventional wheel typs 
landing gear. : 


Ae Due to the assignzent of such a relatively large tusk force, 
tho Navy now has available a large reservoir of polar-conditioned persomel. 
In view of the increasing strategic importance of the Arctic, this compara- 
tively large mmber of cold-weathor-trained officers and men might, at some 
fuatare date, prove nost valuable to the naval service. 


5e The Commander in Chief, U.S. Atlantic Fleet concure with the 
Taak Foree Comnandor in the conviction that very real and definite advantages 
have accrued to the United States and to the naval service as a result of the 
conduct of subject operation, It is recommenied that a definite progras of 
navel cvorations be carried out anmally in either tho Arctic or the Antarctic 
regions, The Arctic region would be preferable in view of the much shorter 
distance from U.S. porte. 
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OFFICE OF THE CHIEF OF NAVAL OPERATIONS 

A9/BYRD/rdk Wasainc:.on 25, D.C. 
4 August 1947 
CONFIDENTIAL 
SECOND ae on 
o ser 68/ 

a9/rdk Serial 0184 of 
10 June 1947. 
Pron: Officer-in-Charge, Antarotic Developments Project, 

1947. 
To : Chief of Naval Operetions. 
Subjeot; Report of Antarctio Developments Project, 1947, 


(Operation HIGHJUMP). 
le Porwarded. 


26 It is thought that the next large Antarctic Expedition 
should be a joint Army and Navy Project, and it is so recommended. 
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Lite) Sree, On 
TF 68 conf. ltr CTF 68/ 
A9/rdk Serial 018, of 
10 June 1947 
From Commander in Chief, United States Atlantic Fleet. 
To Chief of Naval Operations. 
Viaszs Officer-in-Charge, Antarctic Devwlopusents Project, 1947. 
Subjects Report of Antarctic Developments Project, 1947, (Operation 
HIGHJUMP) . 
1. Forwarded. 
2. The Commander ir Chief, U.S. Atiantio Fleet considers that ali 


reasonable measures were taken, in the relatively short period available, to 
edequately prepare the wits assigned to the Task Force for the subject 
operation. 


3. It is noted that all major objectives were accomplished except 
the construction, at Little Amorica, of a uatted (marston mat) airstrip. 
The construction of such an airstrip was intended to provide the means for 
deteruining the feasibility of maintaining and operating wheel type aircraft 
thereon, The existing musually severe ice conditions precluded accompliah- 
ing this project. However, considerable experimental work was conducted and 
the Task Force Commander believes that an acceptable technique was developed 
for constructing such an airstrip on enow (neve) covered glacial ice per 
mitting the operation thereon of aircraft using conventional wheel type 
landing gear. 


he Due to the assignment of such a relatively large task force, 
the Heavy now hes available a large reservoir of polar=-conditioned personnel, 
In view of the increasing strategic importance of the Arctic, this oompera- 
tively large nusber of cold-weather-trained officers and men night, at sone 
future date, prove most valuable to the naval service. 


56 The Commander in Chief, U.S. Atlantic Fleet concurs with the 
Task Fores Comaander in the conviction that very real and definite advantages 
have accrued to the United States and to the naval service as a result of the 
conduct of subject operation. It is recommeniied that a definite program of 
naval operations be carried out anmally in either the Arctic or the Antarvtic 
regions. The Arctic region would be preferable in view of the mech shorter 


distance from U.S. ports. 


Copy to 
OPY wee 68 W. H. P. BLANDY 
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Navy DEePpagTMEXT 
OFFICE OF THE CHIEF OF NAY \I. OPERATIONS 
A9/BYRD/rdk Wasaincton 25, 9. C, 
4 August 1947 
CONFIDENTIAL 
SECOND ENDORSEMENT on 
@ Conf. Ltr 68/ 
a9/rdk Serial 0184 of 
10 June 1947. 
From: officer-in-Charge, Autarotic Developments Project, 
1947. 
To : Chief of Naval Operations. 
Subject: Report of Antarctic Developments Project, 1947, 
(Operation HIGHJUMP). 
le Forwarded, 
26 It ia thought that the next large Antarotio Expedition 


should be a joint Army and Havy Project, and it is so recomended. 


R. E. BYRD. 


aa 9 FP 9 2998 999 99 9 Se PII IDI 8 


Oe ee ee ee ee ee ee ee ee ee ee ee ee ee ee ee ee 


owie 


ew 


CmCLAnt Fit Fe UNITED STATES ATLANTIC FLEET 


A9/( 0525 ) CaRE F.P.O.. NEW YORK N.Y.. 


CONFIDENTIAL 14 JUL 1947 


HLiGT EADS on 
be J conf. ltr CTF 68/ 
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10 June 1947 
Proms Comander in Chief, United States Atlantic Fleet, 
Tos Chief of Naval Operations. 
Vias Offiocer-in-Charge, Antarctic Developaente Project, 1947. 
Subjacts Report of Antarctic Developrents Project, 1947, (Operation 
HICHIUMP). 
i. Forwarded. 
2e The Commander in Chief, U.S. Atlantic Fleet considers that al] 


reasonable measures were taken, in the rolatively short period available, to 
adequately prepare the units assigned to the Task Foros for the subject 
operation. 


36 It de noted that all major objectives were accomplished 
the construction, at Little America, of a matted (marston mat) airstrip. 
The construction of such an airstrip was intended to provide the means for 
determining the feasibility of mainteining and operating wheel type airoraft 
thereon, The oxisting unusually severe ice conditions precluded accompliah- 
ing this project. However, considerable experimental work was conducted and 
the Task Force Commander believes that an acceptable technique was developed 
for constructing such en airstrip on snow (neve) covered glacial ice per~ 
mitting the operation thereon of airoraft using conventional wheel type 
landing gear. 


Ae Due to the assignment of such a relatively large task foree, 
the Navy now has available a large reservoir of polar-conditioned personnel. 
In view of the increasing strategic importance of the Arctic, this compara- 
tively large mimber of cold-woather-trained officers and men might, at some 
future date, prove most valuable to the naval service, 


56 The Commander in Chief, U.S. Atlantic Fleet concure with the 
Task Foree Commander in the conviction thet very real and definite odvantages 
have accrued to the United States and to the naval service as a result of the 
conduct of subjeet opsration. It is recomenied that « definite program of 
naval operations be carried out annually in either the Arotic or the Antarctic 
regions, The Arctic region would be preferable in view of the much shorter 
distance from U.S. porte. 
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A9/rdk Serial 0184 of 
10 June 1947. ben 
Prom: Officer-in-Charge, Antarctic Developments Project, bony 
1947. bon 
To 1 Chief of Naval Operations. mr 
Subject: Report of Antarctic Developments Project, 1947, Jon 
(Operation HIGHJUMP). Ly 
le Forwarded. hen 
26 It 48 thought that the next large Antarotico Expedition bony 


should be a joint Army and Navy Project, and it ie so recommended. 
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TASK FORCE SILTY EIGHT 


CTF68/A9/rdk U. S. Atlantic Floet 

Serial OR) 1¢ June 1947 

CONFIOSITIAL 

From: Commander Task Force SIXTY EIGHT. 

To : Chief of Naval Operations. 

Via : Commander-in-Chief, U. S. Atlantic Fleet. 


Officer-in-Charge, Antarctic Developments Project, 1947. 


Subject: Report of Antarctic Developments Project, 1947, (Opera- 
tion HIGHJUMP). 


Reference: (a) C.T.F. 68 Op-plan 2-6 dated 20 Nov. 1946. 


Enclosure: (A) CNO conf. serial 065P33 dated 26 August 1946. 
(B) CinCLantFlt conf. serial 0566 dated 15 October 1946 . 


l. The Antarctic Developments Project, 1947, identified by 
the codeword *''(JHJUMP*, was established by the Chief of Naval Operations 
by Enclosure (a) dated 26 August 196. This directive charged the 
Comnander-in-Chier, U. S. Atlantic Fleet with the operational and 
administrative control of the project. Technical control was retained 
by the Chief of Naval Operations and was exercised with the assistance 
of Rear Admiral Richard E. Byrd, U.S.N. (Retired), who was designated 
as Officer-in-Charge of the Project and who locally exercised technical 
control while present in the Antarctic. 


2. Operational and administrative instructions for the 
conduct of the Project were issued to the Task Force Commander by the 
Commander in Chief, U. S. Atlantic Fleet in a letter of instructions 
dated 15 October, 1946, Enclosure (B). 


Prior to the departure of Task Force SIXTY EIOQHT for the 
seaacee of "Operation NANOOK® in the Arctic, July-September 1946, the 
Task Force Commander was informed that preliminary discussions were 
being held regarding an operation to be held in the Antarctic during 
the forthcoming winter. As a result some preliminary planning was 
done by the staff during the operational period of "NANOOK" and, during 
the latter part of the operation some of the key wembers of the staff 
ware returned by air to augment the planning staff which was being 
assembled with the Rear Echelon at the Navy Department. However, full 
scale planning did not begin until the latter part of September, upon 
the return of the Task Force from the Arctic. 


he As eventually organized the Task Force consisted of 13 
ships; 7 ships from the Atlantic Fleet plus the U.S. Coast Guard ice 
breaker NORTHWIND on loar. from the Coast Guard, and 5 ships from the 
Pacific Fleet. Aircraft assigned were: ~- 6 PRM, 6 RAD, 2 J2F, 2 SOC, 


ale 


CTF68/a9/rdk 
Serial 018); 


CONFIDENTIAJ, 


Subject: Report of Antarctic Developments Project, 19/7, (Opera- 
tion HIGHJUMP). 


1 JA plus 4 4O3S-1 and 2 HOS helicopters. Total naval and marine 
personnel participating was slightly in excess of 4700 officers and 
mene In addition 8 U.S.Army observers, 25 civilian observers fron 
various agencies of the U. S. Government and 11 radio and presa corre- 
spondenta participated in the operation. 


5. The short period available for planning and preparaticn 
required strenuous work on the part of all. Many of the ships were in 
an inactive status and all were below peace time complements. All air 
craft required winterization and some alterations. Little tine was 
available for the training and indoctrination of the hastily assembled 
crews of the sidps and aircraft. Nuch specialised equipment had to be 
assembled and modified for the special conditions to be encountered, 
especially that for the base at Little America. The departure date of 
2 December 1916 could not have been met except for the splendid coopera- 
tien of the various Bureaus and agencies of the Navy Department and of 
numerous commands afloat and ashore. 


6. The objectives of the operation as specified by the 
Commander~in-Chief, U. S. Atlantic Fleet were: 


(a) Training personnel and testing equipment in frigid 
SCNGS. 


(b) Consolidating and extending United States sovereignty 
over the largest practicable area of the Antarctic 
continent. 


(c) Determining the feasibility of establishing, maintaining 
and utilizing bases in the Antarctic and investigating 
possible base sites. 


(d) Developing techniques for establishing, maintaining 
and utilizing air bases on ice, with particular atten- 
tion to later applicability of such techniques to 
operations in interior Greenland where conditions are 
comparable to those in the Antarctic, 


(e) amplifying existing stores of knowledge of hydrographic, 
gocgraphic, geological, meteorological and electro-mag- 
netic propagation conditions in the area. 


(f) Supplementary objectives of the 1916 NANOOK Operation. 
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Serial 016) 
CONFIDENTIAL 
Subjact: Report of Antarctic Developments Project, 19h7, 
(Cperation HIGHJUMP). 
7. To accomplish these objectives the Task Force wag 


organized and tasks assigned as follows: 


(a) TG 68.1 Central Group, Rear Admiral Cruzen. 
bs iS ( 


TIF) 1 Aor 
NORTHWIND (USCO) 1 WAG 
BURTON ISLAND 1 AG 
YANCEY, MERRICK 2 AKA 
SENNET 1 ss 


TaSK: To establish a temporary base and airstrip 
in the vicinity of Little 4dmerica, Antarctaca, 
transporting and landing required material and 
personnel, To conduct systematic long range air 
exploration and associated operations, and to 
carry cut assigned projects for training naval 


personnel, testing materials and amplifying 
existing scientific kmowledge of the Antarctic. 


(b>) TG 68.2 Western Grou oe Bond. 
CURRITOCE Cie 1 
CACAPON 1 
HENDERSON 1 


36% 


TaSX: ‘fo conduct systematic air erploration of 
assigned areas of Antarctica, stressing delinea- 
tion of unknown or improperly charted portions of 
the coast line, with shipa remaining outside of 

the main continental ice pack. To initiate opera- 
tions in the vicinity of the Balleny Islands, and 
to continue operations to westward along the conti- 
nental perineter. 


(c) TG 68.3 Bastern Grou Captain Dufek. 
FIRE ISTaND tror) 1 Ay 
CANISTED 2 ao 
10D 


=) 


TASK: Same as for the Eastern Group, except to 
initiate operations in the vicinity of Peter I 
Taland and to continue operations to eastward 
along the continental perimeter. 
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CONFIDENTIAL 


Subject: Report of Antarctic Developments Project, 1947, 
(Operation HIGHJUMP). 


(d) TG 63.4 Carrier Groups Captain Cornwell. 
PHILIFPINE SEA 1 Cc 


TASK: To transport 6 24D airplanes to a position 
north of Little America and to northward of the 
main continental ice pack and to launch these air- 
craft for flight to Little Amorica. 


(e) TG 68.5 Base Group, Commander Campbell. 
Air Unit, Commander Hawkes 
Temporary Construction Jait, Commander Reinhardt 
Emergency Base Unit, Lieutenant Wagner. 


TASK: To establish and maintain during the Antarctic 
sumer a temporary base for approximately 00 person- 
nel, and an airstrip on the Ross Shelf Ice in the 
vicinity of Little America. To conduct systematic 
outward radial air exploration of assigned areas 

° of the Antarctic.con‘inent. To establish an amer- 
gency winter camp to accommodate 35 persomnel for 
a period of fifteen months, for the conduct of res= 
cue operations for aviation personnel forced down 
in the interior of the continent after evacuation 
of the temporary base and withdrawal of all ships. 
(Note:= This emergency camp was constructed and 
equipped, but not activated) 


3. The operational phase began on 2 December 1946, with 
the departure of the majority of the ships from ports on the East 
and West coasts of the United States, and was considered terminated 
with the return of the Task Force flagship to ifashington, D. C. on 
1, April 1947, Details of oserations are contained in the narratives 
of the Task Group Commanders and of the Commanding Officers of the 
ships participating, annexed hereto. 


9. Had circumstances permitted, a departure date approxi- 
mately two weeks earlier would have been écvar.tare:us, particularly 
for the Eastern and Western Groups. This would havo permitted then 
to profit by the comparatively favorable flying conditions that pre- 
vail in the Antarctic during the latter half of December, Under the 
unusually severe ice conditions existing this year in the Ross Sea 
it is doubtful if the ships of the Central Group could have reacned 
Little Anerica at a materially earlier date. However, nad the icebreaker 
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Subject: Report of Artarctic Developments Frojact, 1947, 
(Cpsration HIGHJUMP). 


started a reconnaissance of the passage into the Ross Sea some two 
woeks earlier it ig quite probable that the passage of the unprotected 
ships through the pack ice to the Bay of Whales would have been facili- 
tated. 


10. Operations of the Eastern and Western Groung in the 
Antarctic were contimed as long as practicable. They were terni- 
nated at ancroximately the date anticipated by the approach of the 
winter season, with accompanying bad weather and shorter periods of 
daylight. The Central Group was forced to withdraw from the base 
at Little America two to three weeks earlier than anticipated, due to 
the unusually heavy pack ice in the Ross Sea, with the consequent 
danger of the ships being beset by consolidation of the ice floes 
during an early freeze of the Ross Sea. 


11. All ships of the Central Group suffered damage of 
varying degree to hulls and propellers, none of which was serious 
except for the loss of the MERRICK's rudder. This accident occurred 
while the MERRICK was sanoeuvering in heavy pack ice with a wind of 
approximately 40 knots and while withdrawing from the Ross Sea. The 
PINE ISLAND's propeller was damaged by ice and was replaced by an on- 
board spare upon return to Panama. One PBM Seaplane and two HO3S-1 
helicopters crashed and were lost. In addition one PEM seaplane 
was lost overboard from the flight deck of the CURRITUCK during heavy 
woather. 


22. There were seven deaths during the operation. Three 
members of the crew of the PSM seaplane which crashed ard burned on 
EIGHT's Peninsula were kilied. In addition one of the survivors of 
this accident had both legs amputated below the knee as the result 
of injuries during the crash and subsequent frostbite. One man fron 
the YANCEY was killed as the result of an unloading accident at the 
Bay of Whales. Two men from the Western Croup were killed in an 
automobile accident while on liberty in Sydney, Australia, and one 
man from the MOUNT OLYMPUS was drowned in Pacama. This latter man 
was overleave and was attempting to avoid detection by swimming 
back to the ship. : 


13. With one exception, the major objectives of the opera- 
tion were accomplished. Initial plans contemplated construction, at 
Little America, of « matted air strip (marston mat) for use by air- 
craft on wheels. This project was not initiated due to the delay in 
reaching Little America and early realization that tha severe ice 
conditions encountered in the Ross Sea would require evacuation of all 
personnel and ships from Little America at a considerably earlier date 
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Subject: Report of Antarctic Developments Project, 1947, 
(Operation MIGHJUMr). 


than originally hoped. However, considerable experimental work was 
done along this lino and it is believed that an acceptable technique 
has been developed for the construction of an airatrip on snow (nevé) 
covered glacial ice, for the use of aircraft on wheels. 


ly. Much information of value to the naval service and of 
scientific interest was obtained. Details of observations and results 
are contained in various annexes to this report and in separate reports 
made directly to the various Bureaus and agencies of the Navy Depart— 
mant and coumands afloat. All data relative to geographical discoveries 
and mapping, together with certain scientific data, have been turned 
over to the Hydrographic Office, Washington, D. C., for evaluation 
and processing. It is estimated two years will be required to complete 
this wock and until this is done it is not possible tc assess accurately 
the results or extent of this work. It ia presently estimated that 
1,500,000 square miles of the Antarctic continent were sighted, about 
700,000 square miles of which were previously unexplored. Much of 
this area was covered by aerial photographs, These figures are approxi- 
mate only and are subject to revision upon ccmpletion of the work now 
in progress in the Hydrographic Office. Shins' track charts and flight 
tracks of aircraft from the various Task Groups are contained in annems 
to this report and give the general location of the areas covered. 


15. Strictly speaking this was not a cold weather operation 
for severe temperatures were not encountered. The lowest temperature 
recorded aboard ship was minus 2 degrees Fahrenheit; at the base at 
Little America minus 23 degrees Fahrenheit; and by aircraft in flight 
minus LO degrees Fahrenheit. However the ability of naval forces, 
with only limited special preparation, to operate in the polar regions 
was deaonstrated, and mch information was obtained and recorded regard- 
ing that type of operations, The soientific program was curtailed due 
to the short period available in the Antarctic plus the fact that, of 
necessity, priority had to be given to operational requiremants, How- 
ever, this was recognized prior to departure and the scientific programs 
were adjusted accordingly. : 


16. The Task Force Commander is convinced that very real and 
definite edvantages have accrued to the United States and to the naval 
service from this operation. lowever many of these advantages will be 
lost if there is no followup. It is recommended that a definite pro- 
gram of ::aval operations be carried out yearly in the Antarctic, 
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The size of the force employed and the scope of operations, of necessity, 


wust depend upon many factors, both naval and national. <A saall opera- 
tion next year employing only the available ice breaker and possibly 
utilising some by the facilities which wore left at the base at little 
Azerica would be profitable and relatively inexpennive,. 


17. The strategic importance of the Arctic is today generally 
recognized, and naval forces mst be prepared to operate in the Arctic. 
The capabilities and limitations of operations in the Arctic,of farces, 
ashore and afloat,mst be determined by actual operations in polar 
areas. The Antarctic is not now, and probably will not be in the 
near future, strategically isportant. However, it does provide a 
valuably testing ground where naval operations may be carried out 
with a minicom of international complications. 


16. The Task Force Commander wishes to express his apprecisa- 
tion of the outstanding work of the U. S. Coast Guard Cutter NORTHWIND, 
and the fine service and loyal cooperation of the U. S. Marine Corps 
flight crews and other Marine Corps personnel participating in the 
operation. It is also desired to thank the observers from the U. 5S. 
Arny, u. S. Geological Survey, U. S. Weather Bureau, U. S. Fish and 
Wildlife Service and the U. S. Coast and Geodetic Service for their 
splendid cooperation and help. 


19. The recommended distribution list for this report is 
attached. A 
R. H. CRUZEN 
-> 7 = 


L_ 


“wregty refer ta Initiate 
and No 


Navy DEPARTMENT 
OFFICE. OF THE CHIEF OF NAVAL OPERATIONS 
Op33/hee Wasuincron 25, D.C. 


Serial No: 065P33 


CONFIDENTIAL 26 August 1946 
Fron: Chief of Naval Operations. 
To : Commander-in-Chief, U. S. Atlantic Fleet. 


Comnander~-in-Chief, U. S. Pacific Fleet. 
Subject: Antarctic Developments Project, 1947. 


An Antarctic Developments Project, to be carried out 
ie the Antarctic summer (January to March) of 1917 is hereby 
established. This project will be identified by the code rord, 
®HIGHJUMP", 


2. The Antarctic continent covers an estimated area of 
6,000,000 square miles. Geological opinion is that this area com 
prises a vast reservoir of natural resources. 


Purposes of the Antarctic Developments Project, 1947, 
peeneeae those of the 1946 Arctic Project, and include: 
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(a) Training personnel and testing material in the frigid 
20nese 

(b) Consolidating and extending United States sovereignty 
over the largest practicable area of the Antarctic 
continent. 

(c) Determining feasibility of establishing, maintaining 
and utilizing bases in the Antarctic, and investi- 
gating possible base sites. 

(d) Developing techniques for establishing, maintaining 
and utilising air bases on ice, with particular atten- 
tion to later applicability of such techniques to opera~ 
tions in interior Greenland where conditions are con- 
parable to those in the Antarctic. 

(e) amplifying existing stores of knowledge of hydrographic, 
geographic, geological, meteorological and electro- 
magnetic propagation conditions in the area. 


Le Tentative plans for tha project contemplate the establish- 
ment of a base on the Ross Sea Shelf ice in the vicinity of Little 
America earliest practicable after navigation opens, the systematic 
outward radial expansion of air exploration from this base, and in- 
ward radial air exploration by ship based aircraft from ships opera~- 
ting around the continental porimeter. Preliminary estimates indi- 
cate that three task groups will te required, one composed of 1 AG 
(Ice Breaker ,"Wind" class), 2 AK or AKA, 1 A and two groups of 1 AV 
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| 
(with rBM winterized aircraft) 1 DD and 1 AG. It will be necessary | 
that a part of the above be supplied by each the Atlantic and Fac‘ fic 

Fleet. For planning purposes consider that tne AG and AN will be 

provided by the Atlantic Fleet, one half remainder by each fleet. The 

first group will be required in position on 160th mezidian at the 

Antarctic Circle by about 1 January, 1917; other two groups about 

two weeks later. Coordination with cold weather operations of other 

fleet units is also a possibility. 


Se Technical control of this project will be retained by 
the Chief of Naval Gperations and will be exercised with the assistance 
of Rear Admiral Richard E. Byrd, U.S.N. (Retired), who will be designated 
as officer-in-charge of the Project. The actual expedition will comprise 
a task force of the U.S. Atlantic Fleet under the command of Captain 
Richard H. Cruzen, now commanding Task Force 68 ir the Arctic, The 
Offiser-in-Charge of the Froject may participate in the actual expedi- 
tion and locally exercise technical control, but tactical command will 
continue to ve vested in the Task Force Commander, 


6. Comnanders-in-Chie?S, Atlantic and Facific Fleet are re- 
quested to submit earliest practicable comment and specific recommenda- 
tions for any coordination desired with fleet cold weather operations. 


Te Commands addressed in the distribution list submit by 
15 September 196, list of technical and scientific projects desired 
to be undertaken, giving: 


a) Character and scope of project. 

b) Personnel to be accommodated on board shin and at base. 

c) Weight and space requirements for soecial equipment to 
be instailed on board ship. 

d) Weight and space requirenants of material to be trans- 
ported to base. 

(e) Priority. 


3. Action addressees and distribution list are directed to 
inplement detailed plans as later promulgated. 


9. The enaee. of Naval Operations only will deat with tiner 
governnental agencies. irect dealing between substrdiasve waval con. 
nents is authorized. No diplomatic negotiations are required. os 


foreign observers will be accepted. 
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CONFIDENTIAL 
Subject: Antarctic Developments Project, 1947. 
10. Available information indicates that one U.S.SR. 


government sponsored expedition is being organized for work in the 
sub-Antarctic during the 197 season and that one or more civilian 
sponsored expeditions ef other nationalities may also be present. 


lu. This project as a whole is classified CONFIDENTIAL, 
but sub-projects will be mre highly classified if substance warrants. 
Special precautions are enjoined to the end that kmowledge of purpose, 
scope and destination is limited to naval distribution end within 
naval jurisdiction to those who need to imow, 


/e/ De Ce RAMSEY 
Vice Chief of Naval Operations 
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UNITED STATES ATLANTIC FLEET 


CinCLant File 

Al/A2-12/( 0568 ) Care F.F.0., New York, Ne Ye 
15 October 1946 

CONFIDENTIAL 

From: Commander-in-Chief, United States Atlantic Fleet. 

To : Captain R. H. CRUZEN, U.S.N., Commander HIGHJUMP 


Force (CTF-68). 
Subject: Instructions for Operation HIGHJUMP. 


Reference: (a) CNO conf, ltr. serial 065P33 of 26 August 19h6. 
(b) CHO restr. ltr. serial 4)jP33 of 2h April 1916. 


1. Under tho tachnical control of CNO, plan and conduct 
operations of Antarctic Development Project, 1947, identified by the 
codeword "HIGHJUMP™, 

2. The objectives of Operation HIGHJUMP are: 

(a) Training personnel and testing equipment in frigid zones. 


(b 


— 


Consolidating and extending United States sovereignty 
over the largest practicable area of the Antarctic 
continent. 


(c) Determining the feasibility of establishing, maintaining 
and utilising bases in the Antarctic and investigating 
possible base sites. 


(d) Developing techniques for establishing, maintaining and 
utilizing air bases on ice, with particular attention 
to later applicability of such techniques to operations 
in interior Greenland where conditions are comparable 
to those in the Antarctic. 


(e) Amplifying existing stores of knowledge of hydrographic, 
geographic, geological, meteorological and electro~mag- 
netic propagation conditions in the area. 


(f) Supplementing objectives of the 19,6 NANOOK operation. 


3. Upon activation of the HIGHJUMP Task Force or at an 
appropriate time, ships designated to participate will be ordered to 
report to you for operational control. Release Pacific Fleet ships 
to CinCPac and Atlantic Fleet ships to appropriate Atlantic Fleet 
Type Comsanders when no longer required or when directed by ne. You 
are authorized to deal directly with CinCPac regarding matters con- 
cerning ships from the Facific Fleet designated to participate in the 
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operations; keeping CinCLant informed. 


Le Make dates of departure and return such as to take maxi- 
mum advantage of the navigable season in the Antarctic. Operations are 
to be terminated when weather and ice conditions render further opera- 
tions unprofitable. It is not intended that any ship or aircraft re- 
main in the Antarctic during the winter months. 


5. Utilise personnel, vessels, aircraft and equipment 
Placed at rour disposal to best advantage and as directed by CinCLant 
or CHO. 


6. Consistent with facilities available and the general 
conduct of operations, it is desired that you afford the maximun 
opportunity to Naval, and other government agencies as may be approved 
by CNO, for carrying out approved projects which will be of immediate 
or potential value to the naval operating forces. 


be puraved aggressively, having due regard for the safety of personnel. 


8. Logistic support as required will be furnished primarily 
by ComServLant. Additional support may be requested from ComServrac. 


e No diplomatic arrangements are required. No foreign 
observera will be accepted. 


10. Xeep CinCLant informed of the general progresa of opera- 
tions and of any unusual conditions encountered. Submit your final 
report to CNO via CinCLant, together with a recommended distribution. 


i. This project as a whole is classified CONFIDENTIAL, but 
subjects will be more highly classified as substance warzents. Special 
precautions are enjoined to the end that knowledge of the purpose, 
scope and destination is limited to Naval distribution and within 
Naval jurisdiction to those who need to know. 


MARC A. MITSCHER 


Copy to: 
CNO ComServLant ConMinLant 
ComAirLant ComOpDevFor ComTraComdLant 
ComServ Pac ComDesLant ComPhibLant 
ComBatCruLant ComSubLant CinCPac 
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OPERATION HIGHJUMP 


ANNEX ONE - NARRATIVES 
(a) Task Group 63,1 
(b) Task Group 68.2 
(c) Task Group 68.3 
(d) Task Group 68. (USS PHILIPPINE SEA) 
(e) Task Group 68.5 
(f) U.S.S. MOUNT OLYMPUS 
(g) U.S.S. MERRICK 
(h) U.S.S. YANCEY 
(1) U.S.C.G.C. NORTHWIND 
(4) U.S.S. BURTON ISLAND 
(k) U.S.S. SENNET 
(1) U.S.S. CURRITUCK 
(m) U.S.S. CACAPON 
(n) U.S.S. HENDERSON 
(o) U.S.S. PINE ISLAND 
{p) U.S.S. CANISTEO 
(q) U.S.S, BROWNSON 


ANNEY. TWO = PHOTOGRAPHY 
(a) Task Group 68.1 
(b) Task Group 68.2 
(c) Task Group 68.3 


ANNEX THREE =~ PHOTOGRAMMETRY 


ANNEX FOUR — AVIATION 
{a) Seaplane Operations and 
Maintenance 
(b) Landplane Operations 
and Maintenance 
(c) Utdlity Operations 


ANNEX FIVE - SHIP OPERATIONS 


SNNEX SIX -— COMMUNICATIONS AND ELECTRONICS 
(a) Generel Sumary 
(b) Communications 


i 


JIJGIIIIIIIZIIIIIIITTFFFTFI FFT SPF FI2 FF FF33933333333 


(c) Communication Electronica 
(ad) Airborne Electronics 
(e) Radar 
(f) Sonar 
ANNEX SEVEN = AEROLOGY 
ANNEX BIGHT = SURFACE NAVIGATION 
ANNEX NIN® — AMPHIBIOUS AND ICE OPERATIONS 
ANNEX TEN ~ CAMP CONSTRUCTION 
ANNEX ELEVEN ~- CARGO HANDLING 
ANNEX TWELVE = CLOTHING 
ANNEX THIRTEEN ~ SURVIVAL EQUIPMENT 


ANNEX FOURTEEN ~ DEMOLITION OPERATIONS IN 
ICE FIELDS, 


ANNEX FIFTEEN ~ LOGISTICS 
ANINEX SIXTEEN = PUBLIC RELATIONS 


ANNEX SEVENTEEN —- TRANSPORTATION AND COH- 
STRUCTION EQUIPMENT 


alNEX EIGHTEEN - TESTS OF STANDARD NAVY 
SHIPROARD FQUIPYENT 


ANNEX NINTEEN -- MEDICAL 

ANNEX TWENTY - DSATAL 

ANNEX TWENTY-ONE - NAVY RATIONS 

ANNEX TWERTY=TWO - EXPERIMENTAL AIR STRIP 
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ANNEX TWENTI=-FOUR ~- SUMMARY OF SCIENTIFIC 
AND TEQENICAL PROJECTS 


yee 
etre 


ia 


ECLELLE 
EF EEEEELE LE 
EELELELEELELLLEEELE E EE & & 6 
ECLELELELELCELLELEELEEL 
. & E EE & E E | 


MINEX OME - (a) 
COMMAMIER TASK GROUP 68.1 
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Elements of the Central and Eastern Groups of Task Force Sixty- 
Eight departed Norfolk, Virginia in company on the afternocn of the 2nd 
of December 1946. This force consisted of the following ships: 


CENTRAL GROUP 
USS MOUNT OLYMPUS (AGC-8) = Task Force Flag (Rear Admiral RF. H. Cruzen, 
USCGC NORTHWIND (WAG-282) - U. S. Coast ure Breaxer 

EASTERN GROUP 


USS PIXE ISLAND (AV-12) - T.0, 68.3 Flag (Captain G. J. Dufek, USN) 
USS BROWNSON (DD-868) 


The trip to Panama was uneventful except for an unusually high 
rmupber of breakdowns enroute, nearly all of which were due to inexperi- 
enced engineering personnel. Upon reaching Colon, Canal Zone, on 7 


December 1946, the ships passed through the Canal and remained in Balboa, 
Canal Zone for two days in order to provide a laet liberty for all hands, 


At Balboa the USS CANISTEO (40-99) and the USS SENNET (SS-1,08) joined 
the Kastern and Central Groups, respectively. 


All ships departed Balboa 10 December 191,6, and course wes set 
for Antarctica. The following day the ships were deployed in line, 
distance 50 miles, in order to obtain soundings along the maximum 
number of tracks, 


Upon arrival at the 100th meridian west longitude on the 17th 
of December both groups, with the exception of the NORTHWIND, fueled 
from the CANISTEO. After fueling, the Eastern Group was detached and 
directed to proceed to the vicinity of Peter I Island to commence 
operations in accordance with the operation plan, The CANISTEO, 
although part of the Eastern Group, remained with the Central Croup 
and continued with this group to Scott Island. The same afternoon 
that the Eastern Group left for Peter I Island, the SENNET and the 
NORTHWIND discovered and developed a previously unreported bank 
a least depth of approximately 167 fathoms, This dank was centered 
in position Latitude 25° 10' S., Longitude 100° 50’ W, 


The Central Group continued on to Scott Island, fueling from 
the CANISTEO once again while enroute. The first iceberg was sighted 
the day after Chriotmas in position Latitude 62° 15' 8., Longitude 142° 
22' W., and for the next two days the group passed through an area of 
many icebergs. Scott Island was sighted on the 30th of December and 
a was made with the YANCEY and the MERRICK. These two ships 
had departed from tha weet coast of the United States in company with 
the Western Group. They had been detached by CTG 68.2 two weeks 
previously and ted to proceed to Soott Island independently to 
rendesvous with the Central Group. Enroute they passed throagh the 
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reported position of the Nimrod Islands (Latitude 56° 30' S., Longituds 
158° 30' W.) in excellent weather. There was no svidence that these 
dalands existed in or near their reported position. 


After the rendesvous on the 30th, both the YANCEY and the 
MEERICK were fueled from the CANISTBO. While the fueling was in 
progress, the NORTHWIND proceeded southward independently to recun- 
noiter the ice pack. The NORTHWIND, ballasted down, stood south 
along the 160th meridian, passed through approximately 100 miles 
of moderate, broken ice pack and then scouted 30 additional miles 
by halicopter. Two well defined leads to the southward were dis- 
covered. These extended as far to the southward as the eye could sce. 


As a result of this reconnaissance and due to the fact that 
evidence from all previous successful passages through the pack — 
indicated the most advantageous position to enter the peck was along 
the 160th meridian or a little to the weatward, it was decided to 
follow the route indicated by the NORTHWIND's reconnaissance. 


Upon completion of fueling, the Task Force Commander trans~ 
ferred to the NORTHWIND, and the Central Group headed south into the 
ice pack. The CANISTEO was ordered to join the Eastern Group, About 
20 miles south of Scott Island, the first pack ice was encountered on 
the 3lst of Decezber 2946, in position, Latitude 67° 49" S., Longitude 
180°, At that time the formation was in colum in the following 
orders NORTHWIND, MERRICK, YANCE/, MOUNT OLYMPUS, and SEXNET. All 
that "night® and the following day this group continued its paseage 
southward with the pack ice getting steadily heavier. The ics changed 
from loose, acattered pack about two feet thick and free of bergs to 
close, heavy pack ranging fron six to ten feet thick and containing 
large picces of shelf ice; through all this a winding, twisting course 
had to be chosen. Large tabular iceberge were passed with increasing 
frequency. The speed of the group was reduced to about three imots 
and the unprotected ships suffered some damage, The MOUNT OLYMPUS 
bent 10 frames (forward, on the starboard side), sprang a leek in the 
bow, and bent two blades of her propeller. The leak was soon stopped 
and the frames shored. The MERRICK opened a seam which let in 120 


gallons of water per mimute but the leak was soon brought under control. 


The YANCEY sustained minor damage. 


The second of Jamuary, 191:7 found the NORTHWIND, MERRICK, 
YANCEY, MOUNT OLYMPUS and SENNET lying to in « pool of water formed 
by surrounding ice in position, Latitude 69° 18' S., Longitude 179° 
L9' W. & conference of all Commanding Officers was called aboard 
the NORTHWIND. It was decided to push ahead into the pack rataer 
than wait for a possible lead to open in the ice ahead, as the posi- 
tion of the ships was precarious due to the presence of large bergs 
in the immediate vicinity. As scon as the conference ras terminated, 
the ships got underway on a scutherly course and headed into the ice 
pack. It was izpossible to steer a steady course; only a gencral 
direction could be maintained, Finally, about midnight, s small pool 
was reached where the ships remained until the next morning, when a 
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generally southerly course was resumed, 


Progrese during the morning of the 3rd of January was diffi- 
cult, the ships frequently became stuck in the pack and had to be 
broken out by the NORTHWIND. Ice began drifting up on the deck of 
the SENIJET and it became apparent that to continue further south- 
ward with her, would seriously handicap progress of the large siijs. 
It was therefore decided to return her to the north of the pack. The 
NORTHWIND took the SENNET in tow, returned her to the pool of open 
water that had harbored the formation the previous day, and proceeded 
to rejoin the remainder of the ships to escort them to a safe position 
where they could be left while the NORTHWIND was escorting the SEINET 
northward clear of the pack. 


Upon joining the large ships it was found that thoy were fast 
in the ice. Considerable time was required to break them out and 
reform the colum. The formation had not proceeded far southward 
when word was received from the SENNET that the pool in which she 
was lying was closing rapidly and that she required assistance. 

The NORTHHIND left the formation and rejoined the SENNET. After 
extricating her from the ice, the SENNET was taken in tow and course 
set to northward. 


4s the rest of the ships esemed to be in a comparatively good 
position with some open water and no icebergs in their immediate 
vicinity, it was decided to continue northward with the SENNET to 
open water. 


Some twelve hours later, on the moming of | January, word 
was received from the administrative staff aboard the MOUNT OLYMPIS 
that the wind had increased to twenty knota, that the opm water was 
closing, and that tro icebergs had drifted into the immediate vicinity 
of the ships. However, there was no open water in which the SENNET 
could be safely left, s0 the NORTHWIND continued northward with the 
SENNET in tow. Messages concerning the seriousness of the situation 
of the other ships contimued to arrive. By 1000 a pool of open water 
was reached which would afford at least temporary shelter for the 
SENNET. She was cast loose and the NORTHWIND set course to rejoin 
the other ships at best speed. 


NORTHWIND made contact with the ships late on the afternoon of 
lk, Jamary. Al) ships wore fast in the ice and unmanouverable, with 
the YANCEY and MERRICK in an uncomfortable and potentially dangerous 
position. Congiderable difficulty was encountered in extricating the 
three ships and reforming the column, but by midnight ali ships were 
enroute southward and escorted to an area free of icebergs and heary 
ice floes in Latitude 69° 04!’ S., Longitude 179° lé' W. 


The NORTHWIND again headed north to rejoin the submarine SENHET. 
Short2y before noon, the SENNET was aighted and again taken in tow, 
Soon thereafter the pack beceme loose enough for her to proceed inde- 
pendently astara of the icebresker. ani she was cast loose. The NORTHWIND 
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escorted the SENNET as far north as 67° 30’ S. where the SENNET was 
detached, that area being clear of all pack. Upon being detached, 
the SENNET was ordered to remain in the vicinity of Scott Island to 
carry out her tests and await further orders, The NORTHWIND then 
headed south at best speed to rejoin the other ships. 


On the 6th of Janmary 1947, at 0200 (XRAY) the NORTHWIND 
rajoined the other three ships and an hour later the formation got 
underway and headed southwest. At 0600 a clear area or pool (Lati- 
tude 70° 11! S,, Longitude, 178° 23' W.) was reached and it was 
decided that the NORTHWIND would proceed southward for futher recon- 
naiseance. The NORTHWIXD departed alone, leaving the other ships in 
the pool. She made her way to the southeast through heavy pack at 
best speed, 6 knots. During the remainder of the day and following 
night, six reconnaissance flights were made by helicopter. Later that 
night, the NORTHWIND rejoined the other three shipa and the formation 
headed southward. 


The NORTHWIND continued steaming south with MERRICK, MOUNT 
OLYMPUS and YANCEY. At 005 on the 7th the pack became quite heavy 
with evidance of considerable pressure building up between the flces, 
ao course was reversed to the rorth. Shortly thereafter the MERRICK 
became stuck in the ice. Th: NORTHWIND soon broke her out and the 
force continued northward. At 0620 the MOUNT OLYMPUS was stopped by 
the heavy ico and again the NORTHWIND came to the rescue. Finally, 
at 0801 the large lako (70-11S, 178-23 W) that the formation had 
left the previous day was reached and it was decided to wait there 
until further air reconnaissance could be undertaken. 


That afterncon the J2F, a single engine Gruman Amphibian, 
was hoisted out and a reconnaissance flight was made to the south 
east with Captain Thomas, Conmanding Officer of the USCOC NORTHWIND, 
as obeerver. 


At this point, Task Group 63.2 was ordered to steam eastward 
and make long range reconnaissance flighte in order to find out the 
best possible way for Task Group 68.) to contdme southward. 


The next morning, two more flighte were made with the J2F, one 
to the southeast and one to the southwest. Both of these flights 
extended over one hundred miles to the southward and failed to dis- 
close any leads, 


The NORTHWIND headed southward independently, to test ice 
conditions, After proceeding 17 miles and making one helicopter 
reconnaissance flight it was obvious that the formation could not 
proceed southward, and the NORTHWIND returned to the lake arriving 
there about 1130, January 9, 1947. 


In the meantime, CTG 68.2 wus having little or no luck in 
getting off a reconnaissance flight. His position was to the north- 
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west of Scott Island and the weather had been unfavorable for flying. 
Since the NORTHWIND had found the weather around Scott Island to be 
good a few days before, CTC 68.2 was ordered to close Scott Island and 
try to get his flights off from there. The SENNET waa ordered to take 
station 200 miles east of Scott Island and act as a weather station 
and alternate airdrome for the PBM'’s of TG 68.2. 


Later that afternoon, the pool in which the formation was lying 
to, atarted to close in. It was necessary to find a new pool so the 
NORTHWIND got underway about 1600 and steamed five miles to the south 
where a new pool was found. It was intended to move the formaticn to 
the new pool but the MOUNT OLYMPUS was unable to get underway. She 
still had two leaks to repair and this could not be accomplished in 
less than 12 hours. As a result of this, the formation remained in 
the old pool until the following morning. 


At 0900 on the 10th of January 1947, the USCGC NORTHWIND 
got underway. During the night tha ica had closed in around the 
formation to such an extent that it was necessary to break the ships 
out. By 0930 this had been accomplished and course was set for the 
south to the pool that the NORTHWIND had found the day before. The 
going was difficult and it was not until 1300 that all ships wore 
safely in the new pool = an average spead of less than 14 knote had 
been made. 


That afternoon, the NORTHWIND made another reconnaissance trip 
to the soutinrard, leaving the rest of the formation in the pool. The 
going was very difficult and by the time the NORTHWIND had proceeded 
10 miles to the south the weather had taken a turn for the worse so 
course was roversed to head back for the formation. When the NORTHWIND 
rejoined the formation there were two PBM aircraft from Task Group 68.2 


circling overhead. The weather grew steadily worse. The ceiling closed 


in to about 00 feet and it started to snow. Both planes reported 
icing and were dispatched for home, the USS CURRITUCK, At 2030 word 
was received of their safe arrival. 


On 9 Jamary, tha USS PHILIPPINE SEA flying the flag of Rear 
Admiral R. E. Byrd, USN (Retired) Officer-in-Charge, Antarctic Develop- 
pent Project, daparted from Balboa and reported to the Commander Task 
Force 65 for duty. 


At 0600, Jamary lith, the NORTHWIND go+ underway and headed 
south leaving the other ships in the formation in order to find the 
best route southward. The going had improved since the previous day 
and by 0930 a distance of 18 miles had been made good. It was then 
decided to return to the other ships and bring them south. 


Task Group 68.1 continued steaming southward until the lijth. 
Each succeeding day found the going a little easier. By the morning 
of the llth there were large strips of open water in which a fairly 
good speed could be made. Unfortunately, the speed had to be kept 
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below 13 knots due to the MOUNT OLYMPUS' bent propeller. 


At 1300 on the lth of January 1947, the Task Force Comsander 
shifted his flag from the NORTHWIND to the MOUNT OLYMPUS. The NORTHVDID 
remained guide but the order of the column was changed to NORTHWIND, 
MOUNT OLYMPUS, MERRICK and YANCEY. The course of the formation was 
changed from due south to 10° T, heading for the Bay of Whales. 
Occasional patches of ice were encountered and also an occasional 
iceberg. That evening, about 2200, Captain Thomas, USCOC NORTHWIND, 
mede a helicopter flight and sighted the barrier ice bearing 10° T, 
distance 20 miles from the formation. 


Shortly after midnight, the NORTHWIND and the MOUNT OLYMPUS 
were off Discovery Inlet; the YANCEY and ths MERRICK were ordered 
to remain where they wore and await the return of the cther two ships. 
After a brief reconnaissance of Discovery Inlet, the NORTHWIND and 
MOUNT OLYMPUS returned and the formation steamed eastward along the 
northern edge of the Barrier. At 0615 Lindbergh Inlet was passed 
abeam to starboard and shortly thereafter the entrance to the Bay of 
Whales was reached. The entrance to the Bay of Whales had changed 
from 14 miles wide, as found ty the last expedition, to about 300 
yerds. From the outside it seemed to be clogged with unbroken bay 
ice. At 1000, the Task Force Comaander shifted his flag to the NORTH 
WIND and proceeded into the Bay of Whales itself, the rest of the ships 
remaining outside. Once insids, it was found that the Bay of Whales 
itself had grown considerably smaller and that ice conditions there 
ware bad. In its present state, the AXA's would not be able to enter 
and unload. It was necessary to heve the NORTHWIND break the bay ice 
in the bay. The force would have to wait for a southerly wind to 
eapty the loose broken ice into the Ross Sea. A conference was called 
of all Commanding Officers and they were informed as to the conditions 
in the Bay of Whales. 


While all this was taking placa, back in San Diego the USS 
BURTON ISLAND was getting underway for Antarctica. Construction had 
been speeded up so she was ready about two weeks ahead of schedule. 
As she was urgently needed, it was necessary that she forego her 
shakedown cruise and depart at once for Little America. It was ax- 
pected that she would join Task Group 68.1 in the Bay of Zhales 
about 9 February. 


On the 16to of Jamuary, the Comaanders of Task Groups 63.2 
and 68.3 were ordered to direct the destroyer BROWNSON and the 
tanker CACAPON to proceed in time to reudesvous with the PXILIPPINE 
SEA prior to 1300 (XRAY) on the 25th. Upon arrival they were to 
report for duty, transfer mail and supplies and the CACAPON was to 
fuel the ships at the rendeavous. All day the 16th and the 17th, 
the NORTHWIND proceeded to break ice in the Bay of Whales, At 0145 
on the 1dth of January the YANCEY proceeded inside the Bay of whales 
and tied up to the ice. By 0345, she was secured and had comsnced 
to unload her cergo. 


Annex I-(a) -6- 


es ie ee ee ee ee ee ee ee ee ee 


93 


The entrance to the Ray of Whales in January 1947 was & narrow 
opening in the barrier ice about 300 yards wide. The barrier ice on 
either side of the opening varied between approximately 70 and 100 feet 
high. About two hundred yards inside the entrance, the western shore 
line of the barrier receded sharply for a distance of about a mile. the 
eastern shore line contimied in almost a straight line to the very south- 
orn extremity of the Bay. after receding about a aile, the barrier ice 
gave way to the bay ice which commenced to close the eastern shore line 
in a gentle curve, giving the entire Bay the form of a lopsided ellipse 
about a mile wide and 5 mile and a half long. Ships were moored at the 
southern end of the bay. This ice continued southward for about 2 miles 
where it gave way to barrier ice, which to the layman resembled rolling 
foothille of snow. Between this shalf ice and the barrier were a series 
of pressure ridges that had to be crossed before getting onto the barrier. 
The party that had gone ashore on the 16th of January had laid out the 
site of the new camp and the route that would have to be followed to got 
to it. The new caap aite was on the barrier ice, about 14 miles froa 
the water and to the southeast of the bay. The route to it had been 
chosen over that part of the pressure ridges that was easlest to cross. 
In order to cross the main pressure ridge, it was necessary for the sea- 
bees to build a bridge capable of bearing the weight of the heavy equip— 
ment of the expedition. Thia bridge was completed by the morning of the 
17th and by the time it was completed, the YANCEY had most of its trans- 
portation equipment on the shelf ice. 


At 1930 on the 19th of Jamary, the MERRICK headed into the Bay 
of Whales, and by 2200 was moored alongside the ice, astern of the 
YANCEY. Unloading operations were started immediately. The following 
day, the 20th, the NORTHWIND departed from the Bay of Whalos anroute to 
rendezvous with the carrier PHILIPPINE SEA in the vicinity of scott 
Island. The PHILIPPINE SEA which had left Panama on the Jth ui January 
was due at the rendezvous point on the 26th. 


While the YANCEY and MERRICK were wloadiig and the MOUNT OLYMPUS 
was lying to outside, the construction detail under Commander Reinhardt 
(CEC), USN, was busy laying cut the temporary tent camp and surveying 
for the airstrip. 


On 22 January the MOUNT OLYMPUS entered the Bay of Whales and 
moored. The Norseman sirplane was unloaded onto the bay ice and towed 
to the Base Camp. That day and the next, all three ships continued to 
unload as quickly as possinle. The morning of the 22nd, Vance Woodall, 
S2, of Louisville, Kentucky, age 17, was killed while engaged in the 
unloading supplies for the air strip. He was riding on the yoke by 
which a sheepsfoot roller was pulled, when the roller lurched due to the 
rough surface and threw his hand against one of the teeth. He was pull- 
ed in between the roller and yoke and crushed. Memorial services were 
held at 1,00 on Thursday the 23rd. 


To the northward, both the NORTHWIND and SENNET were steadily 
steaming toward the rendezvous position in Latitude 67S, Longitude 175wW. 
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About the time that the MERRICK was tying up in the Bay of Whales, the 
NORTHWIND and the SENNET arrived at the rendezvous. Three hours later, 
the destroyer BROWNSON which had been proceeding from the Eastern Group, 
joined them and at two o'clock in the morning the CACAPON from the West~- 
em Group, came ower the horizon. As soon as the CACAPON joined the other 
ships, ashe commenced fueling tie SENNET. While in the midst of fueling 
operations, the carrier PHILIPPINE SEA, flying the flag of Rear Admiral 
R. B. Byrd (Ret.) USN, arrived. All ships were now at the rendezvous 
position as plennad. The weather which had forced the PHILIPPINE SEA 

to slow from her previous 20 imots t..1 daye prior to the rendezvous, had 
not improved and it was impossible to szaunch the six RUD aircraft that 
day. While waiting for the weather to iprove, all ships with the ex- 
ception of the PHILIPPINE SEA were fueled from the CACAPON. The SENNET 
was dispatched to scout the northern limits of the ica pack between 165° 
W. and 175° W., and provisions and mail were transferred between ships. 


Suddenly, during the morning watch on the 27th of January, the 
ice in the Bay of Whales started to crack. During the night the wind 
had increased to 20 knots from the east south east. By 0700 there were 
occasional gusts up to 5 mots and snow started to fall. The recall 
signal was sounded and once again the ships put out to sea. While 
getting underway, the wind forced the MOUNT OLYMPUS against the bay ice 
with such force that she sheered two rivets and opened a seam, star- 
board side frame #86, letting in about 200 gallons of water per minute. 
This was soon brought under control. (nce outside they steamed slowly 
into the driving snow, maintaining pesition off the entrance to the Bay 
of Thales. 


Qn the 26th of Jamary the weather abated somewhat, enough so 
that the YANCEY was able to stand into the Bay of Whales. Once inside, 
the YANCEY found that conditions were not favorable so she hove te in 
the bay to transfer men and supplies to the Base Camp. As soon as this 
was done, she again stood out to sea. The following day, weather 
conditions improved still more and the MERRICK was ordered into the bay, 
to moor to the ice, which she did at midnight. Moeammhile, the Command- 
ing Officer of the Base Camp reported that conditicns on the airstrip 
were suitable for landing aircraft. To the north, the PHILIPPINE SEA 
had been lying to in the vicinity of Scott Island waiting for favor- 
able conditions to launch the RUuD's. Ai 2330 (XRAY) on 29 January 1917, 
the first two RLD's took off from the carrier bound for Little America. 
Not only was it the first time that a plane as large as an R4D had taken 
off from a carrier but it was the first time that any airplane had ever 
taken off from a carrier with a combination wheel-sii arrangement. In 
the first plane, the Officer-in-Charge of the Antarctic Development 
Project, Rear Admiral R. E. Byrd, USN (Ret.) was flying as observer. 
The take-offs of the first two planes were successful and for five and 
a half hours they camtinued their way southward. They passed over the 
ice breaker NORTHWIND which had been stationed at the midpoint of the 
flight. Strong head winds were encountered all the way down. Finally 
at 0500 on January 30th, they were sighted from Little America and at 
0528 the first plane landed. 
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As soon as the news of the success of the first flight was 
received aboard the carrier, preparations were made to launch the 
remaining four planes. The first plane of this group took off at 
O8U0 and shortly thereafter all the remaining three were airborne. 

The same strong headwinds were encountered enroute. About 200 miles 
from little America, the last plane ran into trouble. First its 

gyro failed and it had to rely on its magnetic compass. The weather 
had started to close in and the sun was no longer visible so the astre 
compass was of no use. A short while later its radio stopped function- 
ing and many anxious moments were spent by those listening both at 
Little America and in the PHILIPPINE SEA. At ahout 1332, the firs 
three planes of this group landed on the snow strip at Little America. 
The fourth plane still had not been heard from. It was a great relief 
when a few minutes after the second plane had landed, radio contact 
with the fourth plane was made. They had been set to the west, and 
the radar in the MOUNT OLYMPUS picked them up to the westward, and at 
1:06 they landed. 


While the planes rere enroute to Little America, the MOUNT 
OLYMPUS stood into the Bay of Whaleoa and moored to the ice. As the 
last plane landed, the barometer was dropping rapidly. By 1600 the 
visibility had changed from unlimited, an hour before, to a thousand 
yards with intermittent snow. At 1650 the MOUNT OLYMFUS sounded the 
recall and an hour later once more put to sea. It was necessary to 
leave the MERRICK inside to weather out the storm as best she could 
as she was in the midet of unloading. By the time the MOUNT OLYMPUS 
Sorte the entrance to the Bay of Whales, the barometer had dropped 
to 28930. 


The storm died down almost as quickly as it came up. Later 
that evening the YANCEY was ordered to re-enter the bay, moor and 
continue unloading. The next day, the 3lst of Jamary, the MOUNT 
OLYMPUS entered the Bay of Whales to transfer personnel, and stood 
out again. All that day and the next, she lay to outside and finally 
about noon on the 2nd of February she re-entered and moored along 
the portside of the MiRRICK, From the 2nd of February until the 6th 
the ships of the Central Group stayed moored to the ice in the Bay 
of Whales. 


On the 6th of February it was agreed that the time had 
arrived for the ships of the Central Group to start their way back 
through the ice pack. If the departure were delayed longer, it 
might mean that the entire Central Group would be caught in the 
ice and have to winter over, which they were not prepared to dh, 

All day on the 6th, last minute transfers of personnel and material 
were nade. At 1700 the Task Force Commander shifted his flag to the 
NORTHWIND and shortly thereafter, Admiral Byrd left the MOUNT OLYMPUS 
and took up his quarters at the Base Camp at Little America. There 
he stayed, taking part in the exploration flights and assuming active 
charge of base operations. At 1930 the ships of the Central Group, 
NORTHWIND (Flag), MOUNT OLYMPUS, YANCEY and MERRICK got underway and 
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stood out cf the Bay of Whales. After clearing the entrance, the 
formation headed for Scott Islanc. 


To the north, the USS BURTON ISLAND was steaming steadily 
southward to join the Central Group. The evening of the 6th in 
Latitude 63° 35' S., Longitude 175° 30' W., she had her first baptism 
of ice. There she continued to the southwest encountering loose pack. 
The pack did not change mich on the following day but on the uth in 
Latitude 69° 4b' S., Longitude 178° 17' E., she encountered solid pack 
ice, From there until clear of the pack to the south the going was 
difficult. 


The Central Group, steaming northward, found conditions in the 
Ross Sea considerably improved, but with much new ice forming. Frogress, 
however, was not difficult. Rendezvous with the BURTON ISLAND was made 
at 0005 (XRAY) on the 10th, in Latitude 70° 1h' S., Longitude 179° o2t 
E. after the BURTON ISLAND joined, the Central Group entered heavy 
pack, still on a northerly course with the two iccbreakers in the lead 
clearing the way. For the next three days, Task Group 68.1 made steady 
progress through close but well broken heavy pack. There were occasional 
pools of open water but very few open leads. The weather during this 
period was generally bad, with frequent snow fall and low to very low 
visibility. : 


On 12th of February, when almost within sight of open water, 
Task Group 68.1 suffered its worst ship casualty. That morning found 
the group lying to in a small pool of open water, while the NORTHWIND 
and BURTON ISLAND scouted for leads. By late afternoon, both ice 
breakers had returned and all ships proceeded through a well defined 
lead, first to southwest and then to northwest. The wind increased 
to about 30 knotw with gusts up to 45 knots. hile proceeding throvgh 
the pack, the MERRICK was forced to shear out of column to avoid some 
heavy ice in the channel. By this maneuver the ships astern were also 
forced out of colwan and became stuck in the ice. While manoeuvering 
to frea the ships from this position, a strong gust forced the MERRICK's 
stern down upon a heavy floe, brenking her rudder stock. She was 
taken in tow by the NORTEWIND. ith no steering control in the ice 
and high wind, she became unmanageable and was cast off. During the 
night the MERRICK drifted northward with the wind, while the NORTHWIND, 
operating to leeward, cleared the ice from her path. In the morning 
the wind abated and she was agein taken in tow. The MOUNT OLYMPUS and 
YANCEY after being extricated from the ice, continued northward with 
the BURTON ISLAND in the lead. These three vessels arrived in clear 
water on the morning of the 12th, at which time the BURTON ISLAND 
reversed course to rejoin the NORTHWIND and MERRICK. 


By 1100 the following morning, all ships of the Cental Group 
were clear of the pack. 


Annex I-(a) -10- 


PIIIIIIIIIIIIVIIIIIIIIF FFF FFF 99UF9799977379I78 


wo 


As soon as the Chief of Naval dperations received the report 
of the loss of the MERRICK's rudder, the fleet tug CHOWANOC was ordered 
to proceed from Pago Pago, Somoa to the Antarctic and report to CIF 6. 
By 20 February, it was apparent tnat this vessel could not intercept 
tia NORTHWIND and MERRICK before these ships would arrive in New Zealand. 
Consequently, the CHOWANDC was ordered by CTr 68 to return to Pago Pago. 


From this time on, the Central Group ceased to act as a con- 
certed group. The NORTHWIND towed the MERRICK to Port Chalmers, New 
Zealand, accompanied by the YANCEY. Enroute, a storm with winds of 70 
knot velocity and very heavy seas was encountered. Further damage and 
possible disaster was averted only by the superior seamanship of the 
Commanding Officers of the NORTHWIND and MERRICK. Finally on the 22nd 
of February 1947, the three vessels arrived at Port Chalmers, where 
installation of a temporary rudder on the MERRICK's old rudder stock 
was undertaken. Repairs were completed on the 2lst of March, 197, 
at which tine she departed for San Diego, California, The MERRICK 
arrived in San Diego and reported to her type commander on 12 April 
Lk7. 


The MOUNT GLYMPUS remained in the vicinity of Scott Island 
while the BURTON ISLAND, with the Commander Task Force 68 on board, 
steaned southward to McMurdo Sound. Drygalski Ice Tongue was reached 
the morning of the 16th of February and Mciturdo Sound entered that 
night. Once in the Sound, the weather became unfavorable and the ice- 
broaker was forced to lie to for two days until it moderated. On the 
2Cth, the BURTON ISLAND's helicopter made a flight to Cape Armitage 
and landed near the hut thet Scott had built there in 1901. The hut 
was in remarkably good condition and after spending a short time there, 
the helicopter returned to the BURTON ISLAND. That afternoon, a second 
fLlight was made to photograph Scott's camp site. @hile making a landing 
near the but, the tail rotor of the helicopter was damaged and the plme 
was unable to take off again. The crew of the helicopter found in the 
hut a sledge that Scott had used some 45 years before. The sledge was 
etill in good condition. Using it, the crew returned to the BURTON 
ISLAND over ten miles of ice, obtained the parts necessary +o repair 
the tail rotor, and returned. Once back at the hut, the repairs were 
made, and the helicopter flown back to the BURTON ISLAND. That sane 
afternoon, the J2F aircraft took off and an ice recomaigsance flight 
of approximately 100 uiles was made. ‘The BURTON ISLAND departed 
McMurdo Sound for Little America on 20 February. 


The morning of 22 February 197 the KURTON ISLAND arrived at 
the Bay of Whales and commenced evacuating personnel of the base 
camp. The evacuation was completed and departure taken for Scott 
Island on 23 February 1947. The pack was cleared on the 25th, and 
on the 26th rendesvous was made with the MOUNT OLYMPUS which had 
reaained in the immediate area since clearing the pack on the 13th 
of Fobruary. The Officer-in-Charge, Antarctic Developments Project, 
the Task Force Commander and the majority of base camp personnel, 
transferred to the MOUNT OLYMPUS. The BURTON ISLAND then headed for 
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Wellington via Port Chalmers, New Zealand, and the KOUNT OLYMPUS for 
Wellington direct. 


On the 5th of March, the MOUNT OLYMPUS was joined by the 
NORTHWIND. This vessel had been engaged in the collection of 
oceanographic data since her departure from Port Chalmers. As 
many stations as possible were occupied and a survey of the Antipodes 
Islands was made. Later on the Sth, the BURTON ISLAND got under- 
way at Port Chalmers and joined the formation the next day. The 
three ships arrived in Wellington on the 7th of March, 197. 


The KOUNT OLYMPUS, NORTHWIND, and BURTON ISLAND departed 
Wellington, New Zealand, on 1) March, 1947. The MOUNT OLYMPUS sailed 
direct to Panama and then to Washington, D.C. She arrived in Washington 
eo the lyth of April. The NORTHWIND and BURTON ISLAND proceeded in 
company as fax as Pago Pago, Samoa. From there, the NORTHWIND sailed 
to Seattle, Washington, by way of Pearl Harbor, arriving in Seattle 
on 6 April. The BURTON ISLAND sailed direct to San Pedro and reported 
to her type commander on 3] March. 


Tne YANCEY left Port Chalmers, New Zealand on 5 March, 19);7 
and arrived at Pago Pago, Samoa on the llth of March, where she picked 
up cargo and a tow. She departed Pago Pago towing the YTL-153 on the 
27th and arrived in Pearl Harbor on li April. At Pearl Harbor, she 
discharged her tow and her cargo and sailed for fort Hueneme, Calif., 
ee there 2 May, 1947 and reporting to her type commander on 15 
May 1947. 
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INTRODUCTION: 


This narrative is quite long. It is taken from a davailed 
diary which tried to cover every form of operation as it afrected 
the command. It is intended especially to snow the importance of 
weather in such operations -- in any naval operation, and periaps aid 
the reader to understand a little more clearly, some of the intricacies 
involved in carrying out tnis most interesting assignment. 


Task Group 68.2 started to take shape in late November 1946 
on the West Coast, when U.S.S. CURRITUCK (AV 7) and U.S.S. HENDERSON 
(DD 785) reported for duty in San Viego, and the U.S.S. CACAPON (AO 52) 
reported in San Fedro, all on the 20th. I reported on board CURRITUCK 
on 27 November. The ships were busy over a holiday period getting gear 
on board and trying until the last moment to fill the ships complement. 
Personnel were obtained much in the fashion of more ancient sailing ship 
days, although the crews were not recruited from grog shops and jails, 
but on bended Imee in staff personnel offices. The only incident occur- 
red when the HO}S helicopter almost cracked up when landing on board. 
The pilot slid the plane off the edge of the platform. Fortunately 
the wheel caught in the netting. The netting paid 200; dividend in 330 
seconds. 


We all cleared harbor independently on 2 December, between fog 
banks. Our group also included U.S.S. YANCEY (AKA 93) which sailed 
from Port Hueneme. The U.S.S. HERRICK (AKA 97) was delayed until 5 
December to load more pierced plank matting for tne air strip. All 
vessela proceeded expeditiously to their assigned tracks, 50 miles 
apart on the great circle course to the Marquesas Islands and did not 
sight each other until that rendezvous. Enroute all vessels were to 
sound the ocean bottom to increase our hydrographic Inowlecge of little 
known areas. The MERRICK and YANCEY could sound only to a depth of 250 
fathoms. This was a definite limitation and emphasizes the necessity 
for equipping such ships properly and sailing thes on separate routes 
if we are ever to properly chart unfrequented water areas and elimin- 
ate many "existence or position aoubtrul” notes now on hyarogi‘aphic 
charts. 


On 3 December received a dispatch from VX-3, advising against 
installing skis on helicopters. The ski was prompted py imagining 
what would happen if a 2$ ton helicopter were to sit dow, with its 
gndall wheels, on a bit of inaccessible shelf ice and have a wheel go 
through, cant the plane, ana wreck a rotor blade. ‘e decided to make 
plywood boards to place under the wheels if a landing was attempted 
on the shelf ice. The rotors would be kept swinging until these 
boards were placed by one of the crew. 
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When opportunity presented we flew the HO3S; the pilots’ skill 
improved with each landing. When we went through the TUAMOTUS, 1t flew 
for four hours, the pilot watching for coral reefs in the relatively 
unknown area. This scouting gave a comfortable feeling to the navi- 
gators and was of great aid. 


On 4 December CACAPON wiped a main shaft bearing and slowed to 
knots, but was able to regain position by the time we reached the 
Marquesas. Worked out an operation plan for this group. The bathyther- 
mographs in CACAPON and HENDERSON were doing well. On 8 December the 
CURRITUCKS' starboard main circulator bearing wiped, and slowed the 
ship to 94 knots for several hours until it was repaired. Also Davy 
Jones came up the port hawse pipe and initiated crossing-the-line 
ceremonies, and goings-on commenced. Crossed the equator at 0810, 

9 December. Straightened out commmnication problems with the flagship. 
On 11 December HENDERSON fueled from CACAPON. 


The advent of electronics has changed atoll navigation consider~ 
ably. Four ships all equipped with radars, a helicopter pilot talking 
reassuringly, fathometers and sound gear, made it look easy. We picked 
up the Marquesas' high mountains many ailes at sea. The flat atolls of 
the Tuamotus were a little closer before the radara bounced their waves 
off the coconuts. It took the sonar equipment of the DD to pick up reefs 
and beaches which were visually indicated only by green water when 
unconfortably close. With electronic gear these islands are navigable 
at night or in thick weather. The minimm depth through the Tuanotus 
was 630 fathoms. Entering the Marquesas we raised a sea-mountain 
“hogback" heretofore undiscovered, whose soundings rose from 1800 to 
360 fathoms in a balf hour and then gradually went dom to 1800 fathoms, 


On 12 December all four ships rendesvoused and passed through 
the Tuamotus in fine weather. We noted an obvious seven mile error in 
local charts and passed the information to MERRICK now 2 days behind 
us. That afternoon we held tactical drills. The results were nct too 
impressive, but not bad considering green crews and different type ships. 
Detached YANCEY to join MERRICK, and TO 68.2 fanned out once more on 
separate tracks to continue soundings. CURRITUCK and CACAPON remained 
together during the night and fueled in driving rain and rough seas 
next morning. 


On 14 December picked up Tubuai Island 26 miles away on radar. 
Somewhat to the navigators surprise he was right in position even aftor 
no sights for two days. On 1S December our barometer readings of 30.15 
indicated that we ware in the south Pacific high. Temperatures started 
to drop, the days got longer, and we started to prepare for the roaring 
forties. Received dispatches from TFC advising that more survival gear 
(including skis) was coming to us, and establishing limiting ranges of 
operations for our utility aircraft. 
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By 17 December we were at 10° south,sunrise was at 0l10, the 
barometer 30.40, and temperature 61°F, The tender and destroyer fueled 
from the tanker. The tanker was then released to fuel MERRICK and 
YANCEY. The CURRITUCK and HENDERSON once more fanned out cn assigned 
tracks and bravely entered the fearsome forties. The weather, however, 
continued most agreeable. The barometer gradually dropped; there was 
rain and fog; the wind shifted to west; all temperatures continued 
dowmard, We began to realize tnat the Australian and South African 
waather reports would mean a lot more ta us than had believed probable. 
Data were quite good and very extensive. We regretted we couldn't 
help then with our weather reports (orders from CNO). Incidentally, we 
had good weather maps all the way across the Pacific. 


On 19 December CACAFPON was released by MERRICK to us. Task 
Force Commander directed that all operational reports were to be 
classified. When his attention was invited to the fact that if this 
included aircraft it would hamper their operations considerably, he 
later altered his original despatch to allow faster communications 
and yet preserve security. 


On 20 December CURRITUCK's steering compass took off, going 
on & rampage for one hour, then settled down again. This was the first 
sign of magnetic pole 100 miles southwest. We crossed the date line 
and skipped 21 December. The barometer was 29.55, temperature 17°F, 
more fog occurred but no gales. The next day (the 22nd) the glass 
dropped from 29.50 to 29.00 and we covldn't help steeling ourselves 
for a heavy blow, The weather continued nice, and the serologists were 
tearing their hair out. Apparently we went through a front that moved 
at 5 knots, This isn’t aerological cricket where we come from. They 
shortly developed into 5 knot serologists and the relative motion was 
zero, ie., thay licked the weather, 


On the 23rd, more strange weather - and here in the Antarctic, 
weather is everything - weather and ice. The wind suddenly whipped 
around from 16 knots out of the West to 40 kmots from SSE, and as 
suddenly died down. The barometer rose from 29 to 29.70 but with 
hardly any other climatic changes. Meanwhile the temperature hit 
freezing and the injection dropped from 0° to 30°F. The magnetic 
compasses were now almost useless. They were not calibrated properly 
in the first place and wouldn't help too much anyway JOO miles from 
the pole. The HENDERSON rendervoused and the tender checked her RDF - 
and found it almost useless. (Several days later we learned an old 
lesson all over again; our scientists had rigged a wire closed-loop 
hoisting arrangement from the foreyard to the upper deck; when this 
was replaced with lanyard, tne ROF behaved once core ~ and became 
dinvaluatle.) At 1330 we sighted our first iceserg. From then until 
early March, they were our constant companions. I don’t believe the 
radar screen was ever perfectly free of these "silent sentinels of 
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of the snomy south®. They were as mich a part of the scenery as sky 
and water. Held a TBS conversation with CO of DD before parting to 
take up stations; talked on the subject of good operating arvas; how 
to scout the pack; fuel, etc. (I wish we could have mace a wire 
recoraing of that conversation between a couple of Antarctic tender- 
feet, just before meeting the pack. Not a person in the entire task 
group had ever been in the Antarctic before, and very few of us had 
ever seen an iceberg or pack ice - and then only from a distance.) 
It no longer became dark at "night". The sun set at 22)1] and stayea 
just under the horizon. That meant no more star sights for many a 
moon. Meanwhile the CACAPUN had to slow cow in joining us because 
of a blown boiler gasket. 


The sun rose soon after midnight. Not much sleep this night; 
it was all toointeresting and spectacular - actually I believe this 
was the mst interesting period on the entire trip. It was calm and 
clear. ‘the red sunlight striking the chalk-like tabular icebergs, 
with their green ana blue caves ana wateriines, made a color display 
that was beyond description. ffe were to learn that this weather was 
the exception and not the rule; we had beginner's Luck. At 0100 we 
"met the pack”; the situation looked like duck soup. We were hardly 
rolling. We could throw the barometer over the side as any reh tion 
between it and weather was a coincidence. No roaring of the rorties, 
nor screaming of the fifties and sixties, and now sunlight all day, 
and perfect calmi It was too good to be true. We detached the 
destroyer to proceed to station 300 miles west and scout the pack 
enroute. Then we headed west ourselves, as we were still far from the 
Balleny Islands, and the pack was further north than we'd been led to 
believe it would be. 


At 0730 the day before Christmas we commenced our first opera~ 
tion. It was like taking candy from a baby; but we had no weather 
stations to our westwara yet and so we made no grandiose plans. It 
wos a pretty rusty job ~ getting that first plane over the side. A 
little practice on the way south would have helped considerably. It 
took until 1215 to get our first plane into the air. By this time it 
was getting overcast ano we sent tne plane to the Northwest to investi- 
gate this weather. In an hour he ran into icing, snow and low ceiling, 
and returned to the ship. On the way he photographed an iceberg with 
a laxe on top, in which floated some "little"® icebergs. The ship 
rolled 2° while hoisting in the plane which was almost catastrophic 
to a beginner. By March this condition would be considered almost 
ideal. Our pilot tested his equipment and we learned that the Sperry 
electric gyro, upon which we depended so heavily for our navigation, 
was precessing badly. In the afternoon, to our surprise, along cane 
the HENDERSO! from the east. She had been caught in a cul-do-sac- and 
we had passed her during the morning. She now, almst sheepishly, 
continued westward. We also flew our HO3S this first day. As the over- 
cast moved in we got our first view of the iceblink over the pack 
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(without low cloud layer there is no iceblink). By supper time, ail 
hands were somewhat exhausted; 1t had been a long and exciting day. 
Now it was Christmas Eve, and we rigged trees, arranged presents, and 
the Chaplain held divine services in a very cold hangar. At 223k the 
sun set; there was a low overcast; whales spouted all about us; there 
were many silent snowy petrels flying about. Thus ended our first day 
in the Antarctic. 


On Christmas Day the barometer dropped from 29.50 to 29.10. 
Snow, fog, and low ceilings closed in. We epoke a Jap whalechaser, 
FUMI MARU #3, who came silently out of the fog from the west. This 
was our first contact, for quite a while. She waa about 400 tons, 
wooden, and flying the "MacArthur flag", something new on the high 
seas. Shortly thereafter we intercepted a weather report on 500 Kes, 
and learned it was from the Jap whale factory; from then on we inter- 
cepted and forwarded these reporte to the Task Force. They proved to be 
quite accurate and invaluable aids to us. The fog formed clear ice on 
our rigging. The destroyer 1s getting a little worried about her fuel - 
she is down to 112000 gallons. JI believ= she feels rather lonesons. 


The CACAPO! reported her vort pinion gear bearing wiped, and is 
making 6 mots. We had a bit of a scare with our HO3S today when we 
were shruuded by a heavy fog bank shortly after he had taken off. We 
recovered him, but we learned (1) you can't spot a helicopter over the 
icepeck on radar, (therefore we decided to install I:F in it) (2) It 
is not an instrument flyer (3) It should have an astral. compass (l) It 
cannot land on these ice floes - they aren't large enough; (an iceberg 
might be used, but none were in sight just then). Therefore, the 
"aggbeater® should be used only in contact weather. 


We put the other PB over for test flight in 26 December; rendea- 
voused with the CACAPON, and started to repair her radar which was 
broken down. The PEM rehearsed the controlled approach system. fhe 
hoisting operations wore greatly improved. ext day, continued fog 
and low overcist. “he tanker's radar and bearings were repaired. 
Meanwhite I had called the cestroyer in, and had a bad time finally 
making the rendezvous. The RDF had to be used and soon became most 
endeared to us. Navigation, with a moving ice pack, unknown currents, 
low overcasts and fog, is a guessing game. We atarted using bubble 
octents with some siccess. We learned that in case of a rendezvous, 
eatublishing it at the edge of ths ice pack elimmnated mich guess- 
work, We used the PSM RIF's on the rantail to check the ship's RDF - 
and they were quite accurate. At this time we discovered the afore- 
mentioned closed loop on the foreyard, and ite removal restored normal 
RDF operations. To make sure, the AV compensated her ANF on the LD 
ag it cane over the horizon, through the solid fog, checking against 
the radar. The OD finally arrived in our vicinity in the late after- 
acon with whistles blowing. She was ordered by TBS to fuel from the 40, 
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This was done entirely by electconics, as she did not sight the tanker 
until she was several hundred ver?c cray. Fueling was accomplished by 
the alongside method. We tracked this entire display of electronic 
seasanshio by radar. The only trick ig to be able to distinguish a 
tanker from ar, iceberg. I ordered the DD to lend an ETM to the AO for 
& month, and a good thing it was. 


On 28 December lod the CACAPON in toward the pack for fueling. 
Abeut this time we calculated our needs for fuel. Informed TFC that 
it would be a close call as our oiler would hava to fuel the PHILI: PINE 
SEA later. Qur radar can now pick up the pack at 4000 yaras, and 
improving. By this time we realized the tremendous importance of radar - 
ALL radars - and sufficient expert men to keep them running. We were 
beginning to learn all manners of things about our planes. I wrote up 
a new air annex to my Op Plan, to agree with TFC's instructions on 
operating PBM's over the continent. Our weather ships (the DD and AQ) 
were sending in nice weathur reports every 3 hours; things were shaping 
UpPe 


We learned that the pack was receding, and that it changes its 
outline continually while moving westward because of SE prevailing wind 
and current. 


One question puzzled us; how mich light is necessary for 
photography? In other words, how low aay the sun get before we must 
turn off the cameras. [his governs the time of planes taking off and 
staying on station. At present wa weren't worried at the ship, for 
we could operate 2), hours a day. 


Sent a dispatch to my group with pointers on “boating in the 
&Sntarctic’: how to equip boat if a danger exists of separation in fog 
or storm; course to steer to reach ice pack; recall signals; radio; 
duties of the boat officer, etc. 


The fog persisted from the first beautiful day of uur arrival 
for the rest of 1946. At first we thought this was general weather 
for that area; later we learned that we were located al). this time in 
a very large ice bay - we were surrounded on three sides by ice pack, 
and the fog was advected over the water after being formed by cooling 
of the air over the icepack. Had we moved north, east, or west some 
20 miles we'd have found much better weather and probably been able to 
fly. 


By this sime we had learned that our operations were Linited 
by: (a) icebergs and pack ice (b) brash ice (c) swells (d) wind shop 
(e) visibility (f) ice-forming precipitation. Our means of getting a 
plene home from a flizht were (a) RDF bearings (b) ADF in the planes 
(c) radar (d) YE/YG (e) visual sighting of edge of pack and following 
east orf west until meeting ship. lf there is a high overcast, the sun 
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{or astral) compass is useless; if there is a very Low undercast or 
fog, drift cannot be taken and the ice pack may be missed, unless 
spotted by plane's radar. with our Sperry gyro conpasses precessing 
badly and the marnetic compasses useless the situation was none too 
good. Ourplara cried to anticipate every emergency, and as a last 
resort, in case planes returnea in bad weather, they could (a) land 
by GCA (controlled approach) (b)land in the clear near to ship as 
possible and stip steam toward plane (c) land at alternate airdromes 
(destroyer or tanker, both of which were equipped to fuel, care for, 
and tow PBii's). If the water became very rough, it was play, ed that 
the plme (a) land in Lee of ice pack or large berg (b) land ina 
slick prepared by tne tender steaming at 16 knots (c) use alternate 
airdrome. 


Other questions to aecide were: wnether tne PBM's snould fly 
above or below the overcast, and what to do about icing on the planes. 
Ye learned quickly that it was best to go right up through the clouds, 
which are usually relatively thin layers, accept the icing ~- for which 
the plane is equipped - and get on top where the accwmlated ice 
evaporates and the astral compass can be used. 


The ship is covered with ice, all over the rigging, lines and 
antenna, It has to be broken off the helicopter rotor blades and the 
PBK's, As the old year closed out we got news that the Eastern Group 
had lost George One. 


The new year found us in latitude 64-175, 161-LKE. Here we 
really got our first operational flight into the air. Our first "wedge" 
of cold air moved in on us, between lows. At 1100 decided to move 
east, where it Looked better. ‘The ceiling liftea. We sounded flight 
quarters, and at 1317 hove to and began launching operations. The 
first plane got oft but the second plane was remmed by boat anda nad 
to be hoisted back on board. We then again moved east. This was our 
first lesson on how to find good weather = move east with it when it 
comese The communications with the plane were very poor - it was 
still required to encode weather roports and positions. The plane 
was tracked out 120 miles on SK radar. Also our RDF trackea to with- 
in 1°, At about 1945 we met snow flurries, then light scud at 300'- 
400°. Since tne sun was getting too low for good photography, the plane 
was recalled. At 2030 hove to and received plane. The plane reported 
heavy precessing of all directional gyros. Found the Balleny's half 
exposed and photographed them and zclmost reached the cc-ntinent before 
it was recalled. This flight helped restore pilots' confidence, which 
had been shaken by the loss of George One. 


A new angle to weather reporting; the aerologists reported that 
the New Zealand and almost all Australian stations shut dom weather 
reports apparently as a result - or in anticipation of New Year's 
celebration. They simpiy said "We'ce shutting down" and that was all. 
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Launched the HO3S for a flight of several hours to investigate 
the pack. He reported great difficulty seeing us from 900' while we 
saw him plainly at al* times. 


CACAPON sent in a careless weather report and omitted another 
report. This threw our aerologists into a spin. We informed him of 
the necessity for accurate reports. From then on they were fine. 


We flew the next day. Both planes got into the air. The 
first one tried to go in under the overcast, and had to return. He was 
going to land, but I ordered him through the overcast. Once both planes 
finally went up through, (after some coaching) the situation straighten- 
ed out, and everyone feit much happier. Both planes flew to the Ballenys 
and from there they proceeded to the coastline. The coast was souped 
over and no photos of value were taken. The instruments are still not 
doing too well; so no flying was done inland. Many new mocntains were 
seen and the boys are beginning to get the spirit of exploration. I 
sent a dispatch to HENDERSON to reduce fuel expenditures as far aa 
possible without discomfort. He answered that he would cut out another 
boiler and steam on just one at three mots when not too near the ice 
pack. 


When the pilots saw the photos they got over the Ballenys, their 
entimsicem picked up still more, and they took a great deal more interest 
in their job. 


On the 3rd, HENDERSON reported an acute appendicitis case and 
etarted for the CACAPON which also started toward the DD. Esch ship 
was ignorant of the other's position and had to do a little commnicea- 
ting to find this out. Hereafter all’ posits were made info of the 
rest of the task group. The two ships met during the night in foggy 
calm apd transferred the patient. Then the DD refueled from the 
tanker, and returned to her station. 


We noticed some strange light effects about us. Under certain 
conditions icebergs look exactly like land. This occurs not only when 
the berg is silhouetted but also under certain conditions of overcast 
and directicn of the light. The caves look precisely like earth. Time 
and again whale spouts were reported by lookouts as black smoke. 


We decided to keep the time on minus twelve zone; thus as we 
move west this should keep sunrise just about right for hoisting out 
aircraft. 


At various times we were surprised to find penguins many miles 
from the ice pack. Several times we saw them on bergs apparently 
floating to the northward, and our hearts bled for the little beasts 
which, we figurea, would eventually be reduced to fighting for parking 
area on a piece of ice the size of an orange crate somewhere well to 
the north. ie learnea later that these remarxable creatures can exist 
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happily hundreds of miles from the closest piece of "dry" ice, or land. 
Tey are truly more fish than fowl. 


The electric gyros are even more disturbing. On a bench test 
one precessed 32° in one hour. Examination revealed that the leads — 
were apparently reversed. A check with the game gyros on the SOC's 
wiring disclosed that they functicned perfectly. The leads were 
corrected on the bench tests end the gyros ran properly. this handy 
bit of information was sent to the Eastern Group, all our leads were 
corrected, and our troubles ended. BuAer was informed of this mistake 
which was apparently made at ALR Norfolk. 


Another bubble of polar air overtook us on the afternoon of the 
lth, and we launched planes. Another lesson was learned at this time ~ 
if there is a chance of flying the planes should be kept warmed up. 
When we finally decided to fly, it took two hours after rlight quarters 
were sounded to get the first plane warmed up and over the side. This 
time it was souped up over the Ballenys and the planes went directly 
to the continent, and started mapping in earnest. On this trip we 
started the reference point system of position reporting. A point was 
selected on the map as point "Y" or "Z® and the plane simply sent in his 
bearing and distance from this point along with his course and speed. 
‘This was very aimple and rapid, was easy to plot and convert to lati- 
tude and longitude, and transmit in code to the rest of the Task Force. 


The planes reported some new troubles on this flight. For one 
thing the altitude was giving them trouble. Even with oxygen, flying 
at 13000' is very uncomfortable. The Photi's are all thumbs in changing 
magazines. The pilots seemed to be more than ordinarily fatigued. 
Communications were poor-apparently the assignea frequencies are not 
geod. The frequent posits and weather reports seem to take all the 
attention of one pilot. The navigators are unhappy about the gyros 
which are still uncorrected and give them trouble thus requiring 
frequent astral sights to compensate for the Sperry. But we're dom 
here partly to find out these very things. 


On the 5th I decided to make the flight with Lt. Comdr. Bunger. 
Every item I carried on that trip, fron flying boots to parka and hood, 
was government issue - even including bridge work. Everything wes good 
stuff. The flight was.a routine affair outwardly, but it was hari to 
forget the tremendous strides between the Wilkes Expedition of a 
hundred. years ago and this comfortable flight with all the enjoyments 
of home. The acme of the experience came when I bit off a piece of 
nicely cooked steak, looked over the sids, and discoverea a brand new 
glacier, never before signted by man. 


Along the Continent we noticed an "inland waterway" extending 


as far as the eye could see. Sometimes it was « few hundred feet 
wide, sometimes several miles wide. This suggested an easy looking 
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means of surveying the coast by icebreaker. It was most difficult to 
tell where land began and sea ice endead. Sonetimes a tidal crack 
would show up some distance inside of where the coast was thought 

to run. The radar altimeter was not able to differentiate the rise 
of terrain under us too well, due to 1ts small scale reading and 
because of change of barometer affecting the pressure altimeter, as 
we get away from the ship. I'm afraid it will be a difficult task 
to determine the position of this coast line with any accuracy less 
than several miles it best. A megnetometer survey may eventually, be 
necessary, as well as close-in coastal survey by ship. 


The charte furnished on this trip were practically useless 
for navigation. They were used only as plotting charts. All flights 
were plotted only by positions determined by dead reckoning from the 
ship and by occasional celestial lines of position in flight. In 
some cases when the ship was close to the coastline, the ship's radar 
tracked planes over the coastline a limited distance and thus deter— 
mined their positions somewhat more accurately. Benchmarks along the 
coast of Antarctica are very few and far vetween. 


The visibility here ig phenomenal. It was usual to see one 
hundred miles of "coast'' in each direction, and with glasses we 
could see mountain ranges 200 or 300 miles away. Yet as a whole, the 
terrain was featureless; to seaward was the loose pack, water and ice, 
with occasional large in-ice lakea; the amount or ice thickened as it 
approached the continent, untit it reached the "inland waterway"; then 
large fields of solid ice occurred; then perhaps some tidal cracks; 
old icebergs asvattered over the sea area, surrounded by various types 
of pack ice; then the doubtful area where the surface rose gradually. 
Not until a nunatak or mountain was aighted ware you sure it was actually 
land. The ice cap rose gradually, and we never were able to determine 
where or if it stopned rising. We penetrated to places where the 
altitude of the icecap was 9500' and still rising. 


With such a landscape, it was difficult to determine where one 
had flown on the reverse track along the coast; we were suppesed to fly 
on tracks 20 siles apart, but it was virtually impossible to tell when 
one was 20 miles from either the coast or the previous track. In fact, 
it was hard to tell where we first started our coastal mapping flight. 
On this flight, it was merely a matter of dead reckoning navigation 
and noting a certain distinctive grounded iceberg obstructing part of 
the inland waterway, noticed several hotfrs previously, near the 
coumencement. 


The wind shifts were not apparent and were somenhat unexpected; 
these threw off our navigation a bit. The effects of katabatic winds 
ware noticed on the surface as rolling puffs of snow, and soon the 
surface began to become quite indistinct as the wind built up, and gnow 
began to fly far below us. Then it got a little turbulent aloft, and 
a drift sight indicated a biz change in drift. 
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All hands were very busy in tne plane; no place for duds ia 
this business. There was hardly time to eat or sook. To add to the 
excitement, tne relief tube froze up for one crew number, in the very 
middle of its use. This was not funny. 


Upon return the Ballenys seemed pretty clear. Although the 
sun's elevation was only 3 degrees we decided to photograph the 
islands. By the time we'd completed the last island (we shot only 
half of the group) the sun was a bit lower, and some of the shots 
were directly into the sun. The pictures all cane out beautifully, 
with plenty good long shadows. The moon was just above the horizon 
to the north at this tine. 


At the ship tHe plane descended through a layer of icing cloud 
and landed in the relative darkness beneath, at 25 minutes past mid~ 
night. fe had now mapped the coast from Smith Inlet to within sight 
of Maxson's explorations near INNIS glacier. 


The communications ;roblems are approaching solution, especially 
Since CTF 68 in a dispatch, allowed us to use some better frequencies. 


Here TFC ordered us not to proceed westward, ag we had planned, 
as he might require us to scout the ice pack for nis group, which was 
locked in the Ross Sea ice pack. Also he told us to conduct operations 
with greater fuel economy. ife had recently instituted these measures, 
and fuel expenditures henceforth dropped rapidly. ie lay to, awaiting 
further instructions, 


At 0330 6 January we headed eastward at 10 mots to te avail- 
able incase TFC needs us. At this time we started giving thought 
to the possibility of a FB losing an engine while over the icecap 
well inland. This was discussed with pilots, and it was decided that 
the best, procedure would be: (1) to keep plane's chart marked with 
mountain passes, glaciers and other low areas, so as to be able to 
avoid flying over mountains on return; (2) note open water near coast 
for emergency landings; then if in trouble, pilots can head for nearest 
water; (3) keep high altitude over the ice cap, to give plenty time jor 
jettisoning, feathering, dumping gas, and thus get over ccastal mountain 
ranges; (4) dump just enough gas to reach cvast, if necessary, and land 
in open water; (5) use radar to locate water, if there is an undercast; 
(6) if landing in coastal waters taxy up to large solid floe, facing 
east to got lee from prevailing winds, pad tne bow well, get lines out 
to dead nen on ice; drain oil and keep warm; watch out for drifting 
ice; rig engine warmers (if available); locate engine trouble and radio 
base so as to effect repairs; set up antenna on ice for communications. 
A rescue plane could land and secure to same floe; repair engine if 
possible; load JATO's; transfer gasoline by hand7-billy; bring a boat 
if necessary for work, and bring elso engine heaters. 
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Each plane carried sinsle engine performance curves, and a 
jettison bill was made up and kept postea, so crew would know what 
te dump, and in what order, 


Pilots were instructed to study glaciers as they flew over 
them to ascertain if their crevasses would indicate the direction 
of flow - in case plane had to follow the glacier dom to the sea in 
low visibility. 


As our aircraft radarmen pick up proficiency, they get some 
fine results with their sets. They are able t. pick up not oily land 
as distinguished from ice pack, but open water lakes and large leads. 
Later they were able to discern the edge of the ice pack, and finally 
to distinguish ships from icebergs. They were also able, to a certain 
degree, to teil if a water area were freo from growlers. 


At 1355 on 7 January we crossed the Antarctic circle at 17°E 
steaming southeast at 10 knots, still awaiting orders to assist central 
group, Made all preparations for this work. Both tanker and destroyer 
were left on their previous stations, well to westward, to conserve 
fuel. Just when it was tou Late to fly that day we received a dispatch 
from TFC tc launch planes to determine depth of ise pack along 160th 
meridian, make summary of ice conditions, locate open leads, and if 
possible look at Bay of Whales. Upon receipt of this measage we raised 
speed to 15 lmots. The aerologist estimated a cold front to lie to 
southward of us, and advised that we cross this front before launching. 
Requested weather from MOUNT OLYMPUS and SENIET, and statea "We will 
launch earliest". IFC stated no urgency for recco, be sure conditions 
were favorable. We stayed to westward of SENNET so as to spread our 
weather stations apart and have an alternate seadrome. The SENNET's 
weather reports wee initially unsatisfactory. Their importance to 
us was pointed out and from then on their reports were perfect, mich 
better than wo expected a submarine could do. 


By now we had learned that best aircraft communications were 
obtained by using hhh kes out to 350 miles, then shifting to 6430. 
After this system was adopted we rarely lost touch with planes. 


We received a dispatch from BudAer which corroborated our find- 
ings that the Sperry gyro ieads were reversed. The gyros had been turn- 
ing backward all this time. A very heartening “well done* was received 
from Admiral Byrd, for surveying coastline. This was passed on to 
Task Group. No sunset tonight. 


Comments on requirements for future meteorological aids to 
flying here: (a) complete waather service from Australia, New Zealand, 
etc. to track incoming lows and fronts (b) local ships' weather reports 
used to maximum including whalers (c) In-flight weather reports from 
aircraft (d) Steaming toward good, or sway rrom bad,weather - usually 
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eastward (e) Weather recco plane in direction of oncoming weather - 
usually to the northwest. 


About 1500 & January, things looked up. Good weather was 
reported over centralgroup. It was decided to launch planes. The 
first plane made a recco flight to NW. ke very quickly ran into 
Lowering ceilings and scud. The wind shiftea to north. B-1l remained 
in the vicinity for a further look at the weather. Meanwhile B-3 
popped an oi] seat as a result of starting up too cold. and threw oil 
over everything. It took # hour to replace this oil seal. This caused 
a sevision in our warming up process which resulted in smoother work 
in the future. The SOC was launched to act as weather recco plane in 
case PBu's were sent ove the ice pack. All equipment including gyros 
is now worlcing well and pilot confidence mounting. 


The CURRITUCK was able to talk with MOUNT OLYMPUS at times on 
3265 voice, over 200 miles of ice pack. The decision to keep the PRY 
near the ship was fortunate. Hoisted him on board at 2015 and very 
shortly the ceiling was almost on the water. The pilot reparted that 
the magnetic compass was behaving qiite normally since we had moved 
away trom the magnetic pole a few hundred miles. 


The weather continued foul all day Thursday with a solid soup 
from 200 feet to 10000 and plenty of ice therein. The front is hanging 
right over or near us. We received a dispatch from TFC aggressively 
to reconnoitre the ice pack, as prudence dictates, between 170 E and 
170 W, to establish North and South limits of the pack, and to investi- 
gate a possible route for his group. Plans to comply with these 
instructions required one flight of 1085 miles and another of 1150 
miles. Equipped planes to take high altitude trinetrogon pictures 
with very little overlap and to use radar photography in case of fog 
or very low undercast. 


Meanmmhile the HENDERSON had her weekly medical case and started 
a dash ror the CACAPO!. He was ordered to fuel once more, and return 
at most economical speed, 


We received a dispatch from Bu0rd that our JATO's are not to 
be used for cold weather operation. Since this would simply mean no 
more operetions, I sent back a dispatch explaining our position, our 
care in mounting JATO's and requested permission to contime their 
uge = and meanwhile continued using then. 


It was noted that boats in the water cause some interference 
with radio. They need spark suppressors. Radio sonde is also on the 
game frequency as TBS and causes interference. Incidentally, we used 
radio scnae to determine the thickness of cloud layers sbove us 30 ag 
to know how much icing our aviators could expect in climbing through. 
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Lt. Comdr. Clarke, the bull aerologist, mentioned a Jap device that 
measures light intensity. Cloud layers and thickness are thus deter- 
mined more accurately than they can be by using radio sonde. Several 
of our radio sondes froze up on us, reaching a Low maximum altatude. 
The boats also interfered with radio sonde,. 


TFC advised that we sove over to Scott Island, some 150 miles 
to eastward if we were having weather difficulties. This we did. It 
now became apparent that the situation tor his group was becoming 
urgent. The weather is still bad - fog, rain, low visibility and 
ceilings. The SENNET was in the clear, more or less. I requestea TFC 
to move SENNET 200 miles eastward for weather reporting and to serve as 
an alternate seadrome. This was done. All arrangements were made for 
weather reports by MOUNT OLYMPUS, for manning CIC, and for a local 
emergency landing in a large lake near TG 65.1, etc. The weather 
continued bad all day of 10 January. 


At OL0O of the llth sounded flight quarters. Patchy fog sur- 
rounded the CURRITUCK,and SENNET was clear. Locally it looked worse 
than on the three previous days but now we were ready to use the 
slightest excuse to fly. At 0602 the first plane was off. The only 
JATO failure of entire trip occurred on this take off. Next plane 
took off at 0707 between fogbanks. At O85 TFC ordered the planes to 
return to bese. The CURRITUCK headed north in low visibility and light 
enew, Both planes were aboard by 1230. It had been quite a thrilling 
show. 5-3 came in over the flagship, on top, but got bad waather dope, 
and found bad icing and low ceilings over the pack. The MOUNT OLYMPUS 
gave out an erroneous ship's heading, which put our planes some 15° off 
course when returning to base. Communications were good, and the planes 
were on ship's radar from beginning to and. 


We had on board with us Ensign HURD, USNR, who has been trained 
to get accurate positions ashore, as well as take magnetic observations. 
The problem was, how to uge his capacities. We certainly needed some 
ground control along that coast to anchor our aerial surveys. It was 
decided to use the H03S to lad him on ice tongues or shore when — and 
if - we got close enough. (We never did$). I had him drill in embark- 
ing in HO3S with all eqripment, and then practice, for speed, in dis- 
enbarking and setting up equipment, while HO3S kept rotors turning or 
even returned to the ship. We astimated the weight and planned the 
storage of survival gear he shoukd have with him. He would also have 
to train an assistant. Another projected method for establishing 
ground control was to land a PBM in the inland waterway and take reason- 
ably good sights with sextant while sitting on the water. If there 
were large inland bays this method would be fine. They were rather 
scarce however, and there was also the thought ‘what to do if the PB 
couldn't take off again? is it worth taking the chance?* Not knowing 
what the future held we planned for all eventualities. 
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In a talk with the aerologists I learned they are simply fore- 
casting "contact" or "Closed" conditions - no "instrument". I pointed 
out that we can start flying under instrument conditions, as our planes 
and pilots are now well qualified for it. ‘We had to learn tw combat 
icing and low ceilings, use alternate airdromes, etc. The pilots, I 
learned, are still reeling the effects of the PINE ISLAND lost plane, 
and it affects their work directly, even though they may not notice it 
themselves. 


BuOrd concurred in our request for continued use of JATD and 
recommended continuance of present method of use. 


TFC sent dispatch requiring data after each flight to be sent 
him in a prescribed form for uniformity, record, and photogrammetry. 
This standardization was sorely needed and is a great improvenent. 


I requested MOUNT OLYMPUS to manufacture for us some asrological 
maps of greater scope than the present ones since those issued to us 
did not extend far enough north. 


Baker 3 used one roll of tri-met film in scouting the ice pack 
ahead of KOUNT OLYMPUS. However, it was from very low altitudes, some- 
times 00', and was primarily interesting in showing that this method 
of scouting is possible, as there was very little blurring. The pilot 
intended to drop the exposed film on MOUNT OLYMPUS by parachute, but 
they (wisely) wouldn't let him as it might foul their complicated 
rigging or necessitate sending men off over the pack ice - and the 
ships were then underway. 


TFC answered my dispatch on low fuel situation. He ordered us 
to use diesel, of which there were some 16,000 barrels in CACArON. I 
hadn't realazed this coula be done. TFC assumed we'd remain on station 
until 15 March and that the ships would arrive in Sydney with reserve 
fuel on board, and that CURRITUCK would burn diesel. The present 
average daily fuel consumption is: CACAPON 5260 gallons; CURRITUCK 
10,000 gallons; HENDERSON 6700 gallons; total 22,060 gallons. The 
CACAPON has a total of 66,000 bbls. cargo on board. 


On Sunday, 12 January, sounded flight quarters at 0900, At 
the same time we received the wonderful news of the finding of George 
One and 6 survivors. After weather report from NGUNT OLYWIPUS showed 
improving weather we put the planes over tne side. Both were in air 
at 12)0 after a small engine casualty. Fotlowed planes for 90 miles 
on radar. Flew 403S for 1} hours to obtain low altitude tenpera- 
tures and humidity readings for our two scientists. Also flew SOC to 
scout ice pack and weather to westward. 


The planes returned by 1837, with another slightly wild tale. 
The ceiling over MOUNT OLYMPUS was supposed to be 2000'; it turned 
out to be 500". They flew south ten miles apart to 73° S, ran into 
loose ice and practically open sea, out overcast rorced them almost 
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to water and heavy icing began. They turned back and asked TFC if they 
were to also scout east and west. He ordered them to return to base. 
TG 63.1 nad 60 mites of tough pack to traverse yet. The Sperry gyros 
are now almost perfect. The SOC Sperry precesses somewhat, as it was 
never calibrated for extreme southern latitudes. 


At O410 on the 13th TFC radioed "No further need for ice recco, 
return to station and carry out primary mission." We immediately start- 
ed to westward somewhat slowed up by bad visibility, a course clear of 
ice pack to make greater speed and avoid fog area and growlers. Radioed 
DD and AO to take new stations at most economical speed and advised them 
that we ware heading west to commence operations. They were instructed 
to start burning diesel oit instead or black. In the afternoon the sun 
came out for the first time in a tong while, and we saw many whales 
spouting. That night we had our first sunset since 6 January. 


In the evening of 15 January we passed a huge dead whale. It 
was green and soooth. The seas breaking over it made it look precisely 
like a mass of rocks, If it hadn't bean for the fathometer we'd have 
gotten the jitters; pasaed it 500 yarda abeam. 


We received a dispatch from Admiral Byrd that the following 
cold weather trail items were in the PHILIPPINE SEA, for us: skis 
(complete with gear), 15 sleds, 30 sleeping bags and covers, mittens, 
mikluks, insoles, socks, crampons, parkas, pants, tents, and a quantity 
of Byrd cloth. He recommsnaed using rubberized tents. We began to 
realise we had inadequately outfittea our ple crews. 


We received s negative from MOUNT OLYMPUS on our request to make 
new asrological charts so requested them from PHILIPPINE SEA. They in 
turn said their press was too small and euggested that we try the MOUNT 
OLYMPUS. We replied that we had already been turned down and requested 
them to make us the map in two pieces. This was done, and proved 


most beneficial to us. 


Some pertinent notes on operating off the ice pack: (a) a souther— 
ly, or straight-off ice pack wind gives best weather and calmest sea 
(o) operations too close to ice pack may give danger of brash ice (c) 

a high wind orf the ice pack seems to pack the brash ice close to pack 
and gives a sharper edge, although the reason for this ia not clear 
(d) when winds leaves pack at a small angle fog is frequently found 

2 to 5 miles from ice, then the cailing lifts and possible snow showers 
occur beyond ten miles (e) large icebergs don't give mch lee unless 
ona is dangerously close to them,if then (f) ico bays aay calm the seas 
dom somewhat, but large ones are liable to produce fog or snow (g) 
weather ships should remain 5 to 10 miles off the pack and not in an 
ice bay, 1n order to give more representative weather reports. 
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We reached our new operating area on the morning of 16 January. 
Bad weather continued all day - with fog, drizzle, snow, heavy swell. 
and low ceilings. The magnetic compasses are all AWOL as the south 
magnetic pole is only a short distance to the southwest. Our noon 
position was 64°-S4'S, 148°~34'E. 


CACAPON had another engineering casualty. This time it is 
apparently to the steering engine, as she is ateering with her main 
engines. 


I wrote a letter to the Naval Attache, Molhourne, Australia, 
regarding our prospective visit to that country, and gave some facts 
on our Task Group to help us both in our planning. 


A radio blackout existed all day due to ionospheric disturbance. 
We can only hear the Japs and our Task Group, but are able to copy NSS 
continuously on 18 Kes. 


We are only 88 miles from MERTZ Glacier. 


While lying to in fog and broadside to wind, we noted that the 
ship's heat dried the fog and left an outline of the ship in the fog 
to leeward for as much as a mile. An albatross landed on our fantail 
for a blow, 


Next day was a heartbreaker. The fog broke up about 0600, for 
no reason at all. Then it became evident that a wedge that had broken 
out from the continent hac become a "babble® or small high. It became 
a beautiful day, but bad swells from NW made operations too risky. We 
noticed a heavy concentration of shrimps about the ship. We'd drifted 
down upon a great meses of them, They turned the water reddish brom, 
and were packed almost solidly. They averaged 14° long,were reddish 
and transparent,with 2 beady black little eyes. ‘This apparently is 
the staple whale food. We noticed great schouls of shrimp all over 
the surface. 


Instructions issued to the oiler on fueling the Group, collecting 
mail, etc., preparatory to rendezvousing with the PHILIPFINE SEA. 


TFC ordered us to increase PBM crew rations from the 30 days we 
are now carrying to 2 months’ supply. He also directed planes to 
return to the ship when low visibility over the target area obviated 
the possibility of a successful mission. 


By 2100 17 January, cocmnications were returning to normal, 
and traffic was getting cleared. 


We scouted the pack to eastward in search of an ice bay, but 
none was sighted. 
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At this time sunset was at 0026 next morning, and sunrise 036, 


The weather continued bad all of the 18th and 19th. Our current 
ie setting us 240° at 1.4 knots, ag determined by radar fixes on ice- 
bergs inside the ice pack, However, we don't know what the icebergs 
are doing. They are apparently affected by a different force tian the 
one that sets ice floes and ships. The weather reports gave the faint- 
est indication of a wedge" (of good weather) forming to westward. 


TG 68.3 lost their helicopter. We shall be even more careful 
to. fly only in contact weather, and cay lots of attention to carburetor 
air heat, which may have been the cause of their accident. 


CACAPON started toward DD on first leg to Scott Island. 


TFC suggested we move west to break weather jinx. We believed 
this area to be the best area for hundreds of miles in either direction, 
both from pas+ performance (there were perfect days just before we 
arrived here, as determined by destroyer and Jap weather) and because 
it is the nearest point to a large stretch of uncharted coast. I'd 
hate to miss this piece of coastline. Also, there is no reason why 
this should be a contimally bad area; it is not one of those "catch- 
basins® for the lows, such as the Ross and Bellingshausen Sea areas. 
However, we moved west at 13 knots to find that wedge which was 
definitely taking shape, and then we planned to move east with it, 

The swells were still bad here, although both the other ships reported 
calm seas. The ship was covered with ice and icicles, and this caused 
our anemometers to read 10 knots low. Already our course was 30 to 

4O miles inside of the position of the pack as reported by the DD a 
week ago. Either someone's navigation is way out, or the pack is 
melting very rapidly. The planes were heated and $" of ice was removed. 
At 1700 the swell was still prohibitive and a strony SE wind was kicking 
up,30 flying was cancelled for the day. The “wedge” arrived, and it 
was merely a question of whether the swell would die down so that wa 
could use the good weather. 


On 21 January the destroyer fueled 300 miles to westward, and 
the tanker headea toward us. ‘fe made al) preparations for early hoist- 
ing. There was some swell but it was not too bad. Things looked good. 
Then, after getting a boat in the water preparatory to hoisting out, 
the port crme broke down. ‘Ve couldn't hoist out any more 30 we hoist- 
ed in the other boat. We started eastward to stay with the good 
weather. Instead of one hour, it took three hours to repair the crane, 
By tnat time s strong wind from ESE had sprung up and in adaition, the 
Swell began to build up again. As the wind was almost parallel to. 
the edge of the pack, we had to tuck in close to the ice to get a lee, 
but there we found bad brash ice. 4e couldn't outguess the weather 
again. At 11]2 we headed north to see if the wind would abate; it 
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got worse. Meanwhile, when we came about at 1225 to head south, and 
bucked a 0 mot relative wind, a rotor-tip boot and securing line 
chafed through and allowed one helicopter blade to flip up to a 
position past vertical. This broke a couple of brackets, bent some 
other parts, and caused possible unseen damage to the internal gear 
box. Our #1 eggbeater was out of commission for a long while. 


The wind kept up strong all afternoon and at 1600 we finally 
gave up all thought of flying. Apparently the pack was breaking up 
rapidly for we were far south of the edge of the pack reported by the 
HENDERSON 10 days ago and there was brash ice for several miles from 
the main pack. The storm must have broken up the pack pretty mich, 
and the wind blown it north for rapid melting. 


The HENDERSON was instructed to relocate herself 300 miles 
bearing 300° from us while the CACAPON was gone, instead of remaining 
west of us, along the pack; and to be prepared to make 15 knots on 
4 hours' notice during flight operations, 


TFC told us to get the CACAPON to rendesvous 2l hours early 
if practicable as PHILIPPINE SEA was arriving early. We issued orders 
to CACAPUN information of interested parties, for proceeding to this 
most important of rendesvouses - for it brings us mail} 


Next morning TFC sent us a very encouraging dispatch, that it 
was a good thing that the crane busted down yesterday. We hadn't 
looked at it that way, and just then r alized what a blessing it was 
that we were preventea from rlying, ‘a. it would have been a bloody 
ness if we'd have tried to recover a plane in that rough open sea. 
What a lot of good a well~worded dispatch can do ~- especially when 
one was trying hard to deliver the goods, as our boys were doing. 


Things looked up today, light winds from ESE, smooth sea, 
rice flying weather; we even saw some blue sky once. Flight quarters 
were sounded at 0519. All planes were in the air at 0815. The first 
plane took off with 1600 gallons of gasoline in a fairly rough sea. 
This take off was so rapid and smooth that the next plane took 1800 
gallons and took off in an incredioly short run. The CACAPON came 
into sight at 0530 and transfers of mail and passengers were effected. 
At 0930 with all boats on board, CURRITUCK got underway due north at 
8 knots and fueled from the CACAPON, taking 145,000 gallons of diesel 
oil. At 100S,changed course to due west while fueling. Then, as with 


other fuelings from this ship, the weather turned bad and we experienced 


heavy snowfall. ‘We recalled the planes, as the weather seemed to be 
generally deteriorating. By 1300 fueling had been completed and 
CACAPON proceeded eastwards at 15 knots for rendezvous. In a conversa- 
tion with C.0., I asked him to see if he could swipe sone fresh vege- 
tables from the PHILIPrINe SEA (he got one stalk of celery, and ate 
that himself). He said ne'd been blown 80 miles ofr station without 
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Knowing it, due to nis light draft, heavy winds and no sights. This 
accounted for several strange weather revorts from her that seemed 
inexplicable to our meteorologists. 


By 1330 we were again lying to off the pack, and by 2600 all 
planes were aboard. One plae was slightly damaged when one of the 
crew dropped a wing line which allowed the plane to swing into the 
ship. It was touch and go, as a northerly swell had set in $ hour 
before hoisting and the wind had picked up from the east. There was 
also some brash ice. 


I noted that all operations between tender and tanker were 
slow, but safe. At this distance from the nearest friendly navy yara, 
it was very probably the smartest way to handle things. 


Many penguins were sighted swimming around the ship, and the 
first seal was sighted. 


Our planes had encountered icing going through cloud layers, 
and were forced up to 11000'. There were also severe and unknown wind 
shifts. Baker 3 had headed due south from the ship. The radar tracked 
him out on a course 160°T, thus showing the value of CIC's radar acting 
as a dritt sight. Several hundred miles or coast were mapved by this 
plane, but it was most difficult to tell where the coastline was, as 

it was flat with no mountains and only ice cliffs and some water. The 
gas consumption rose as the temperature dropped and the interior of 

the plane was coated with frost (the heater didn't work in this plane; 
it will if I have to ride in it!). The otner plane flew 380 miles in- 
land through much cloud. His radar altimeter was out, and he was too 
low over the ice cap for both safety and photography (9500' by the low 
radio altimeter). I issued orders that no planes snould hereafter go 
inland more than 50 miles over an undercast. One plane took a sunsight 
and got an intercept of 120 miles but didn't believe it. Later it was 
found to be right on. Planes were set well to westward, 


We removed a lot of extra gear from planes, includinc bomb 
bay tanks - which we'll reinstall later when they are needed for 
really long flights. ihe gear removed from the plane more tnan 
compensated for the 534 pounds of added survival food we were ordered 
to carry. 


CACAPON reported to CTS 68.4 (PHILI?rINE BEA) for duty. TFC 
ordered quick releasing safety belts for helicopters. I sent a dis- 
patch to BuAer describing our 403S mishap and asked for advice on hor 
to handle it, as our helicopter unit was relatively inexperienced, 


On the morning of the 23rd we were engaged in trying to find 


a lee so that it would be possible to shift planes, thus repairing the 
damaged wing tip on H=-3, About 1150 it shoaled raoidly to 45 fathoms ~ 
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and we discovered "CUhiLIUCK shoal", ‘he Captain stopped quickly; 
ordered the nand lead to verify the fathometer and get a Lotton 

sanple. This was quite a surprise after our long time at sea with 
average soundings over 1000 fathors. It took some time to man the 
chains. By that time the leadsman found 55 fathom and recovered a 
small bottom sample of mud and sand. It was strange that there were 

no grounded icebergs in the vicinity. It took a little time to ao 
recover from the surprise as we had just core to assume that the last 
thing to worry about off the ice pack 1s running aground. We followed 
the 100 fathom curve at 5 knots w eastward, for some time, looking for 
alee. The icepack was certainly breaking up rapidly now. The wind 
stayed pretty nigh all day, east 18 to 29 knots. 


At 0900 on the 2th we passed a small Jap whaler, perhaps 85! 
long, 150 tons, harpoon gun and all, with MacArthur flag flying. At 
0955 we passed two Jap whale factories. Had I known then that there 
were several Unitea Nations representatives on board keeping the Japs 
in line (they were notoriously rotten whalers) I'd have sent a cheery 
message - which they'd probably have needed. As it was I maintained 
a properly stand-offish silence. The factory ship had a stern ramp 
and twin stacks = an ugly affair. The other seamed to be a ‘leet 
oiler type, and was probebly the oiler for the proup as well as the 
whale oil storage ship. 
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rawins fren Central Group as only 7 observations were received out of 
the <0 raquired. 


The weather lept alowly building up. By night the wind was 
33 “nots from ESE and the barometer was down to 29.10, the sea was 
getting pretty rough. At 2015 we turned west once more. Xe are still 
crippled by that one plane naving a crushed wingtip and torn-up deicer 
boot. The plagued wingtip sticks 20 feet or so over the side where 
we can't work on it, although we tried many rigs. 


Learned that tre PHILIPPINE SEA lost her HO3S. 


The Captain of the CURRITUCK offered a prize to the enlisted 
man giving information leading to the taking of the best photograph 
of the cruise. He set a continuous daylight photographer's mate watch 
to be sure wa didn't miss anything. 


Cn the 25th, being well fed up with this weather (the wind 
was now 41 knots from ESE) I decidea to move westward to 130°E, and 
abandon plans for magnetic and navigational surveys near the magnetic 
pole. We would try to complete mapping the coast from 138 to 151 East 
from the new locatior. 
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I requested information from the PHILIFFINE SEA as to the 
cause of her HO3S crash and data on the rescue, I also requested all 
helicopter spares she brought down which were not needed by other units. 


CACAPCti made her rendezvous on time. 


We received anothsr congratulatory dispatch from Admiral Byrd 
on our last two flights. 


The rough weather continues all day. We headed toward the ice 
pack to be sure we don't miss any large ice bays while moving west. 
Our track took ua as far south as any ship has ever sailed without 
entering the ice pack itself. That afternoon at 2215 we located a 
likely looking bay, in which the swells decreased remarkably after 
going through a mile of pack ice. The remaining swell came around the 
corner. It looked so nice we decided to stay there in case things 
looked better in the morning. Our position was 65°-09'N 137°-O5E. 
There was a great collection of large and weuther beaten bergs just 
south of us. Ths wind was now 16 knots from ESE, and the sea was 
considerably smoother, 


Next day, Sunday, things looked good and we put out our boats 
and made all ready to fly. We steamed into our bay (we'd laid to off 
the entrance during night) to find it had largely broken up, and filled 
with brash, and the swell was again too high. Here we noticed a strange 
thing. The ship lay broadside to a 17 knot breeze a little ways west 
of the edge of the pack-but instead of drifting sway from the pack, the 
pack caught up with us. In other words, the pack was drifting before 
the wind faster than we were. Last night at sundown a peculiarly 
shaped berg was located several miles west of us, outside the pack; 
by breakfast time this morning it had smacked through our ice bay and 
was now buried in the pack a mile south of us. The large concentration 
of bergs which were south of us last night had moved to the southeast. 
In other words, we were rapidly drifting westward, as sights later 
proved. This explains the straight clean-cut edge of pack on the west- 
ward edge. ere we had noticed a seal sleeping on an ice floe a 
hundred yards from the edge, and several killer whales cruising slowly 
around looking for breakfast. 


At O715 we headed west once mre. The wind died dow consider= 
ably. We touched the 100 fathom curve several times. The sea botton 
shelves from 100 to 700 fathom very sharply. 


Our mistake of the preceeding night was in not staying inside 
the bay, or observing its breakup on radar, s0 as to be able to make 
westing as scon as the breakup was apparent. However, we didn't know 
these bays broke up so rapidly. 
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Water eky well inside the pack indicated the presence cf 
large inland, or "in-ice", lakes that would make wonderful operating 
areas ~ if we had an icebreaker to get us in and out. These lakes 
were later confirmed by cur planes flying over them. The water sky 
versus ice blink also indicated, in certain instances, the presence 
of ice bays, 10 or 12 mites away. ‘hile I was still pondering this 
interpretation, we ran right into an excellent ice bay, at 1600, and 
sounded flight quarters. Saker one was in the air by 1758 and we 
quickly relocated our other plane to work on tnat blasted wingtip. 
(I've never realized one man dropping a line could cause so mich 
trouble). 


Baker one made a fairly good flight clear to Commonwealth Bay, 
where he got some excellent shots of high winds (katabatic) blowing 
snow well out to seaward over Nawson's old camp site. The plane was 
back on board by 0021. 


What was supposed to be a minor repaizr job on Baker One's 
wingtip took us until 0500 Monday morning. This indicates how repair 
work drags out in cold weather. Cold weather slows everything dom 
except optimism. A jury rig hangar of wood and canvas along with good 
hot air would have speeded up the work. 


Monday morning found our old ice bay breaking up and a new 
one forming slightly to eaetwara. We got some interesting radar 
pictures of this. Flight quarters were sounded at 0500, all planes 
were airborne at 0U26 (delay caused by having to respot one plane 
after repairs). 


Upon viewing planes! radar-scope ohotogrephs, I learned that 
they haa not been handling the scope for oest hydrographic purposes. 
I directed planes to change range scale, log picture times, etc; in 
this way we hoped to fill in missing sections of coast when the trimats 
are shooting through clouds. They may also help to distinguish land, 
water, and ice, even when photographed. I also saw some radar pictures 
taken of a PB scope while the plane was sitting on the water, The 
picture showed icebergs 5 miles away. 


By 1630 our ice bay had so filled with brash that we had to 
move into the open sea to recover Saker One in a two degree roll. One 
plane had scouted 100 miles westward looking for a suitable lee, but 
found none, at 1730 decided to move west anyway as there was no lee 
locally. As a low was moving in on ug from the west and the local area 
was pretty well mapped, we'd have to forego connecting our recco to 
Comnonmmealth Bay with Cook Bay which was our furthest westward flight 
from near the Ballenys. 


After investigating "single engine performance on inland flizhts" 


we decided to send pilots in at hich altitudes to a position where they 
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could clear a 7500' ice cap, (this would allow a 500! clearance for wives 
and children) while on single engine, after jettisoning all gear men- 
tioned previously. In other words, I provosed sending planes in at 
12000'=-15000' and have them proceed 50 miles or so beyond the 750v! 
contour. This will get them back to open water, After arriving at 

the coast, they would have to decide whether to lana in a lake or 

inland waterway, or jettison more food,.etc, and make a run for the 

ship. I requested approval (in condensed form) of this policy by 

TFC. 


Baker three's flight iniand was a little disappointing. The 
pilot took a literal interpretation of my instructions and turned back 
at the 7500' contour, which was only 110 miles from the coast. When 
he arrived at the coast again - after going 60 miles westward, he 
attempted to photograph west of Porpoise Bay but encountered a dense 
haze, our first one. Hea could see the zround -(or what passes for 
"ground" in these parts) in a narrow cone directly under him. This 
was much like our typical southern California hazes, but he couldn't 
see a mile ahead, and went completely on instruments. Since it was 
no use trying to photograph, he flew out to seaward and scouted the 
ice pack 100 miles to westward of the ship. He saw occasional large 
collections of icebergs, which were probably grounded, and lakes in 
the pack, about 3 X 15 miles in sise. The pack was 60 miles wide. 
The plane was back on board at 1330. 


Baker One's flight was not much more successful. This flight 
got to 68°-18'S, at which position the elevation of the ice cap was 
8500', He came out to the coast near Commonwealth Bay. Since it was 
CAVU, he started taking pictures to eastward. While he was getting 
the cameras set, it closed in completely within 10 minutes. He did 
photograph the coast to Merts glacier, which showed up dimly in his 
radar pictures. Pilot stated that it was hard to see the horizon 
although tne weather was CAVU. Baker One was hoisted on board at 
1730 in a 2° roll. Underway soon to westward, looking for a better 
operating area. 


Celestial sights indicated that we, ice bay and all, had been 
drifting on course 290 at .8 mot. We were not sure what the icebergs 
were doing. 


Admiral Byrd asked us how we navigated in the vicinity of the 
magnetic pole on flight 9. I used this as an opportunity to elaborate 
on all lessons we hac learned so far, for the benefit of pilots just 
arriving in Central Group. The main points discussed were: magnetic 
compasses were not used; usad Sperry electrical directional gyro with 
Mark II astral compass for navizgation and vacuum directional gyro for 
auto pilots; utilized ship's radar and rarely RDF near ship; computed 
frequent sun lines and occasional moon sight. We expected the flux- 
gate compass to behave soon. #e stressed over - the ~ top flying so 
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ag to use the sun, determining drift occasionally by dropping under the 
clouds. The clouds were never too high but icing could be expected in 
then. We emphasized the saporvanes of checking the course carefully 
before leaving the ship. 


The nights are getting lenger. Sunset tonight is 0055 and 
sunrise is 0628 on Tuesday 28 January. Our noon position was Oh P=53'S 
124°-51'E that date. Temperature dropped a little more to 27° F, The 
weather was beautiful all day although overcast at 2000'. This is 
apparently another polar wedge which is strangely meving westward. The 
sun is shining from rare blue skies and there's a cold 15 to 20 knot 
breeze from off tha pack. We ratsed our speed to find an icebay as it 
was too rough to operate in the open sea. And at 1400 we fcund a fair 
lee, but with mch brash. Both planes were airborne at 1631, each with 
1800 gallons gas. The SOC was launched at 1745 to scout the ice pack 
to westward. 


Both helicopters are now out of commission. The HOS starter 
troke, meshing teeth with engine. This requires an engine change. I 
ordered all speed to repair the HO3S. 


This morning we sighted the “appearance of land® as stated in 
BA Chart 3172. Our plane, in flying over this area yesterday, found 
a dense collection of apparently grounded and domed icebergs, and the 
ship's radar corroborated this. It surely did look like land and was 
a perfect deception. 


The aerologists explanation of "haze" seen yesterday by Baker 
3 is that it was actually haze, thought to be formed by condensation 
or sublimation, on salt particles, at relative humidity of 60-70% 
which caused scattering of light when one looked toward the sun (west, 
in this case). It could have been penetrated somewhat by using amber 
filters in cameras and polaroid or amber glasses for the pilot. The 
visibility was much better, looking away from the sun. 


Tracked the planes today by ship's radar while they flew along 
coastline. We were thus able to plot in the coastline to an accuracy 
of 3 miles, The aircraft radar pictures of Kertz glacier, taken 
yesterday, show the outlines of ice tongue only where an ice tongue 
cliff or barrier faced the plane, as the ice tongue is completely 
surrounded by heavy sea-ice and old icebergs. Apparently our airborne 
rader pictures discem. the coastline, distinguishing ground from 
water, although this is indistinguishable from plane. This can only 
be definitely confirmed after a rather painful and thanklcss study 
by the photogrametrists, 


The SOC landed and was hoisted on board at 2009. This plane 


has received practically a complete overhaul since being received on 
board, and is now fairly safe. But nobody loves it any more. In 
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heavy winter flying clothes only smallish people can be shoe-hormed 
into its cockpit. 


The navigator got his first star sight today since 7 January. 
Our drift was 2h0°%at 1.1 mot. The sunset was beautiful tonight; a 
solid overcast left a few degrees of open sky to southward over the 
ice pack and the sun, very red, turned everything else red along with 
it. 


By now we are getting used to have the sun to the nath at 
noon, and having the lows and highs circulating in the "wrong" direc- 
tions. 


Both PBM's landed and were aboard by 0005. Baker 3 covered 
the coast from 122° t© 130° E and got an inland segment to 68°-25'S 
where he turned back as his gas was getting low. He experienced our 
first camera trouble of consequence, which caused mich useless circling 
for repair. The Gremlin camera (which photographs pressure altitude, 
time, and turn and bank for each exposure of tri-met) had to be repair 
ed. One tri-met camera had to be replared. The radar camera didn't 
work all day. Ice cap maximum altitude was 6500' when the p? ane was 
only a moderate distance inland. (68-25S at 125°E.) The plane exper- 
fenced a "white out"; although the weather was CAVU there was no 
horizon and the ice cap under the plane was absolutely featureless. 
It seems like a terrible waste of film photographing featureless sections 
of this ice cap, however, I suppose one day someone may want to know 
what this surface looked like. It was hard to distinguish the coast, 
No mountains were sightea; just some ice cliff. 


Baker One's flight was excellent; it covered the coast from 
112° to 125°E. This flight observed radical changes in this coast, 
2 new glaciers and a deep new bay never before seen by man. Budd Coast 
was open for 15 mtles to seaward, which was as far as the pilot could 
gee. The magnetic compasses settled down somewhat on this trip. Part 
of engine cowling was lost after takeoff but he contimued his flight 
anyway. Our pilots are getting enthusiastic. This plane now goes 
into check. That sounds as though we're flying. 


The lovely weather continued on the ¢9th, but the winds 
continued too high for operations, ESE 17 to 21 knots, finally dying 
down to 12 knots. There was brash ice everywhere. We lay to, awaiting 
more favorable conditions. 


I viewed some photos taken over the ice cap by the tri-mets 
using an amber filter. These pictures show the surface jn great detail 
although the pilots reported seeing absolutely nothing, even with 
poleroid and all other types of Navy glasses. Since the surface must 
be seen in case of forced landing, this phenomenon would bear a little 
research. 
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By 1600, secured from flight condition III - planes had been 
warned up by heaters enough to considerably shorten the warm up period . 
This has been our finest day, plenty of sunshine - and plenty swells 
and brash ice. We could have accomplished wonders from an aircraft 
carrier. 


Our photographers rigged their cameras at sunset (0104) to 
get a picture of the "green flash", that phenomenon of the setting 
sun in a ctear atmosphere. There was a brief green flash, but it 
didn't show up in the colored stills; perhaps it was caught in the 
movies, 


Next morning the fine weather continued, although a big low 
was passing to the north of us. We have moved slowly westward along 
the pack; now we are moving at 10 knots, as the weatherman says the 
swell will drop and good weather continue. The storm is moving 
rapidly eastward. I told HENDERSON to move west, that wo expect to 
operate from 115°E tomorrow. 


A school of whales - at least  -— got on a collision course 
from starboard and finally passed, just ahead of the ship, novizg 
slowly from starboard to port, about 100 yards ahead of us, No wonder 
they're easy to imock off. We coula easily see theix spout mechanism 
working; quite noisy, too. 


The 0800 cloud report was symbolized by a blank circle, which 
means trat there wasn't a cloud in the sky. Meanwhile the wind came 
arnund to the south, the temperature dropped to 2°, and the baro- 
moter took a plunge from 29.10 to 28.35 by midnight. The weather 
remained perfect, with only scattered good weather cumuli clouds even 
at midnight. The very tight low is to the east of us now, the Japs 
reported force 8 winds. The atr, ordinarily moisture laden, had been 
swept over the high and cold continent, then pushed out to sea and 
dried in the descent. 
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Sounded flight quarters at 131C. The ship was dead in the 
water, and plane B-3 was almost in the water, when brash ice was 
noticed moving in quite rapidly from astern. The CURRITUCK hoisted 
in the plane and moved further from the pack. The behavior of this 
ice was at times a little too unpredictable for us. Baker three 
finally got into the air with 2000 gallons at 1520. Baker One is 
still in 120 hour check. By 2000 we found a nice turn in the ice 
pack to Northwest which gave us an excellent lee from Si winds. The 
swell was down now; we lay to. 


Flight 15, Baker 3, covered the coast from 115° to 127°E to 
rephotograph coastal areas missed due to faulty tri-met camera opera- 
tions of the previous run. He also made a run inland along 115°E to 
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68° south, where the ice cap rose to an elevation of 4500'. At this 
point he received orders from me to go in on 118°E. He started over 
but mot clouds and returned to the ship. (This indicates once more 

the fallacy of changing orders in the air - in this case the apparent 
need for a change was due to a garble in his position report). He 
reported that wiile proceeding inland along 115°E the ice cap to the 
west of him rose to a considerable height and that he seamed to be in 
a valley or at the foot of a slope. This was corroborated by flights 
to the westward later, although we couldn't explore this area as well 
as I wanted to. The pilot stated that an icebreaker could have resched 
the coast at any point, as the pack was very loose. I instructed pilots 
to get pictures of the pack on the way in and out. There were few 
bergs in the pack. Magnetic compasses were improving. The pilot saw 
the edge of the ice pack when it was 100 miles away and sighted the 
CURRITUCK 80 miles away with the naked eyes. 


The barometer cropped like a rock and by midnight levelled 
off at 28930, there were scattered tropical-sppearing good weather 
cumuli at 1000 feet, wind was 15 mots from WSii, temperature was 25°, 
humidity was 75% and a rippled sea from NW. Incidentally I don't know 
how mich to trust this humidity business, for with the temperature at 
25°F I don't see how there is such a thing as a “wet bulb", It seamed 
that the air was mich drier at times than 60%, which is our lowest 
recorded humidity. The mumidity in the ship is low enough to start 
a fire by rubbing two toothpicks together, due to the heaters raising 
the temperature of the cold air from 25° to 75°F. 


On the 3lst, after such a previous auspicious day, the weather 
again acted strangely in a reverse direction and we lay to all day 
without flying. The barometer rose to normal during the day (29.20). 
The wind shifted to NW 12 kmots, it became warmer, and the fog should 
have come in = but didn't. The snow-makers prescribed heevy cloud 
over the continent, especially the coast-line. Although we had another 
cloudless sky early in the morning, and it remained calm all day, a 
good solid overcast gradually formed, and we even had a touch of snow 
around midday. 


Yesterday's peculiar weather still had the weather -wise 
talking. The combination of very low barometer andectraordinarily 
fine weather, they say, can occur only here in Antarctica and west 
of Greenland when a low is positional over that great ice cap of the 
north. Ve estimate the pressure at the center of this low to be 
28903. In the west Pacific we wouldn't ask questions, just dive for 
the bilges or cellar, as the case may be. 


First two planes from CV l7 arrived at Little America. We 
were greatly cheered (1) to seo the Central Group get started (2) to 
kmow that soon ovr mail would start this way. Jater we heard that 
all six planes nad arrived at L. A. 
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On yesterday's flight the pilot testea out everything we had 
over the ice cap to see if he could pick up details of the surface 
better. He found smoked glasses plus Wratten filters "A=-25 red" the 
best, and "K-1 filter #6 yellow™ the next best. I sent dispatches to 
other groups with this information and asked for any data they might 
have. 


CACAPOK reported for duty, rejoining us. 
The C.0. and I discussed the CURRITUCK's compass situation; 


he had quite a battle to get his small additional ship's gyro put in, 
(not even hooked up with ship's repeaters). We were thinking what a 


“sad sack" it would be now to have an overcast (and no sun) with ship's 


magnetic compasses useless, and now the ship's main gyro broken down. 
The only thing on board to indicate any accurate direction is that 
avwclliary gyro in the I. C. room. 


Still lying to off our ice cove, on 1 February in latitude 
64°-57'S, 119°-5S2'E, with southeast breezes. We had flight 16 air- 
borne at 0807, but at 0935 the same piece of engine cowling blew off 
and Baker One returned. He didn't want to stretch his horse ghoe too 
far, This time we didn't just replace the cowling by dzus fittings; 
wa bolted or welded it on, I forget which. He had been unable tu fly 
his assigned aiasion due to solid "undercast® (a phrase I believe we 
coined, as we never heard it before), and the pilot started an inland 
segment further to westward when the cowling blew off. Meanwhile a 
swell had started up from the northwest. By the time Baker One was 
hoisted on board at 1130 it was bad enough so that he was damaged in 
hoisting,so that he waa dscommissioned for the rest of the day. The 
swell stayed with us. I'm afraid we're pretty fortunate] The pLlot 
also said he had clouds all over the landscape and the pictures 
wouldn't have been good. The other plane was still in 120 hour 
check. The maintenance crews are taking a pretty good licking, making 
their checks and knocking off each time we hoist out or in - for they 
all have duplicate jobs. 


Today the AY sent a recreation party into the pack to ge 
some seals. Tne men got a tremendous kick out of it and brought back 
a dead seal and live one (probably crab-eaters). The dead one left 
a little blood dribbling over the starn and the nen stated a killer 
whale followed them back to the ship. Had they known of this beast's 
habit of diving, then smashing up under a thick ice floe on which a 
geal is basking, shattering the floe and practically catching the seal 
on the rebound = I'm sure they'd have been a little more cautious in 
flirting with these scoundrels. This cead seal was cut up and served. 
Captain Clark seemed to enjoy sone of the liver, 
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The live seal brought a good deal more interest to the crew. 
It was brought aboard in the cargo net, lay about on deck for the crew 
to examine and be photographed with. When faced with the problem of 
feeding it, it was decided to return it to the "beach". 


At 15L5 underway to westward at 10 mots to avoid the swell and 
prepare for 2-plane operations. fe had pretty well examined this area 
anyway. CACAPON ran into bad weather and lay to - with our mail on 
board. 


Finally got an answer from Buder to our dispatch of the 22nd 
on the 3038 and its repair. 


Continued steaming westward all night. Sunset was at 0123 
and sunrise was at 0739. Sunrise was getting pretty late, so we 
changed from time sone (-)12 to (-)11 today. 


The swell decreased gradually. We're getting closer ts the 
coast all the time - jist about as close as free ships have ever gotten. 
Every once in a while we stopped and tested the swell, but it was too 
such. Meanwhile we had entered the very center of a “bubbls%, which 
in local parlance is a "wedge? that finally broxe off from the main 
Antarctic high ana is now on its way northward. This is one of the 
main ways in which this polar air gets detached and gets itself into 
circulation, to eventually form a high. A front had formed to south 
of us, over the coast, ciouding it op. anything could happen. The 
sea was calm but there wag mich brash ice. It was clearing to north- 
ward. Ono of the very rare occasions when it was dead calm,was noted 


today. 


CACAPON enlivened things by suggesting he turn around and go 
directly to BURTON ISLAND, to get a shaft bearing sent down by ServPac. 
In other woras, being half way back to us, he wanted to turn around 
and go back to Ssott Island. This started a series of dispatches, some 
explosive, which cleared the atmosphere, brought a commmication garzle 
to light, and kept the CACAFON coming westward. He was able to avoid 
giving the PHILIPPINE SSA any ofl. This was most fortunate, as will be 
seen later. 


At 1540 it was decided that we could fly, the wind shifting to 
south. With soze swell and no wind the gas load would have to be Lignt. 
Both planes were airborne at i723. Then a fog bank appeared to the 
weet, approaching very slowly. Headed east at 10 knots. 


Baker Three dic't do so well. He flew over alzost solid 
undercast and obtained very few photos. However, he recorded scse 
interesting aititudes of the ice cape. This plane confirmed the 
existence of the vallay in the ice cap noted in a previous flignt. 
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The pilots also noted the looseness and navigability of the ice pack. 
The piana was talked dom in a power landing on a glassy sea by 

another pilot on the ship's bridge. After recovery at 2048 the ship 
got underway to eastward again, keeping ahead of the fog bank. B-1l 
landed in a clear area and was aboard at 2310. Baker One mapped the 
coast from 11° to 108°E although he was forced down to 1000' at the 
westward end of his flight. This new coast, never before sighted and 
up until today just a dotted line on the map was very different from 
what bad been expected. Four new glaciers were found. The most 
spectacular and larger one had a jagged ice tongue and a 1000! sheer 
drop. It was on a large, open, and glassy calm bay, with many skerries 
or rocky islets. The pilot also found new nunataks, and land out- 
croppings. Apparently this land formed dust that discolored the glacier 
and icebergs in the vicinity. The pilot found what he considered an 
excellent landing field site on the shore of this open bay. He came 
down to 1000' and thoroughly photographed the area. The results were 
some of our most spectacular and amazing photographs. He stated that 
this area would be easily accessible to ships once they were through 
the ice pack. He also confirmed the large dome - shape of Budd Land 
promontory. I consider this as one of our most successful flights, 

and I proposed that this large and beantiful bay be named Kreitzer Bay 
after the pilot who discovered it and immediately recognized its 
potentiality. On his return to the ship, this plane experienced 
"reciprocal bearing trouble" with his ADF until near the ship. Why 

a direction finder should act so cantankerous in the Antarctic is some- 
thing I can't understand. 


We lay to, and at 0300, Monday morning, 3 February, the fog 
caught up to us. We expected it to last three days. 


By now we were far enough to westward of the Japs so we 
couldn't intercept their 500 Kcs weather reports which we missed 
greatly. I ordered CACAPON to intercept them as best she could and 
forward them to CIF 63, who could use them more than we could. 


This morning in the fog we got heavy hoar-frost all over the 
rigging to windward. By the time the fog had drifted across the ship 
a few feat it had become so heated and dried that it left no frost. 
The hoar—frost grew in apikes a good half inch long. It was crystaline, 
brittle and light,and powdered easily. 


Since this was non-flying weather, the CACAPON was stopped by 
similar weather,and the HENDERSON running low on fuel, I ordered the 
latter to rendezvous the CURRITUCK for provisioning. 


I believe a special rule coulc be used in the Antarctic where- 


by only veerels underway and making an appreciable speed would be 
required te sound fog signals. The CURRITUCK, lying to in fog near 
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the pack, has not been sounding the international signal for "underway 
and no way on", This would allow no slepp for some of us. With radar 
going 24, hours a day a growler moving 300 feet would be detected,you 
might say, and we're positive we're the only ship within 300 miles, sc 
all this noise seemed rather superficial. 


At 130 headed NW to clear ths local east-west frontal area 
for better rendezvous weather in which t»7 meet the HENDERSON. 


Another little local phenomenon of the local so-called "fog*. 
was observed. The water is 32°F. The air temperature 3 feet above 
water is 26°F, 100' up it is 25°F, and at 1100! it is 43°F. ‘This 
means that a radical inversion exists commencing at 100'. These 
temperatures were provided by our two scientists, Doctors Hopkins and 
Gibbs, who were out in all kinds of weather getting temperatures and 
other data. They used wire-sonde, with an aerological balloon. The 
wire became covered with ice crystals and they had intermittent static 
discharge from the lower end of the wire. Accurate humidity wus 
unobtainable. There was an extremely large-crystal-type light snow 
fall, which indicated a high super-saturation (relative ice}. In 
other words, this wasn't real fog; but was cumulus cloud resting on 
the surface of the ocean and being held down by the inversion. 


CURRITUCK learned a simple lesson in cold weather fueling 
when the Chief Engineer was notified at 1700 that he was to fuel the 
HENDERSON tomorrow. He notified the Captain that he needed 2], hours 
to heat the oil before fueling. 


We are sending reports to CIF delineating the new coastline. 
Didn't realise how interesting it was to the boss to get first hand 
information on brand-new geography - unrolling the last secret of the 
world's coastlines. 


By 1900 we were lying to in good local weather, although the 
continent was atill souped over. The HO3S was back in commission but 
not yet flight tested, as the new brackets, which were being made out 
of steel, were not ready yet. The 03S was ready for emergency use 
on the old rewelded brackets. That crew had been rorking on straight 
shifts to get this job cone, in all but the roughest weather. These 
kids can take it. 


Tuesday 4 rebruary, lying to awaiting rendezvous with the DD. 
The CACAPON had been slowed dow more by running into heav; streamers 
of pack ice reaching north to 63°~15', (The position reports of Jap 
whalers indicate that they are lecated well south of him. He's headed 
right for a tight low. 


There are two operations which I hope to accomplish sometine 
soon while lying to (1) investigate operations in the lee of a large 
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iceberg (2) check the possibility of makeing slicks in rough water for 
PBu's - i.e. ~ similar t> cruiser's cast recovery. ‘ie planned to use 
the helicopter to fly cround a berg to check undermater projections. 

I wish that we had more data on what happens when a big chunk of tabular 
berg decides to set up business for himself. I can't blame the ship's 
captain for not wanting to get too close to the berg, especially when 
reading that calving makes a noise simulating the sound of gunfire; that 
sounds rather dangerous to us. Today we put a boat over to take lead 
soundings around a medium berj;; no bottom at 30 fathoms anywhere. 


HENDERSON came into sight at 1430 and we were soon loading 
personnel and supplies. They have had no fresh vegetables or fruits 
for 30 days and had deen rolling heavily, steaming at 3 knots to keep 
fran broaching. He reported that he had rolled 25° continuously for 
one week. ie reported excellent sonar results - apparently better 
thar, radar for detecting small ice. He took this occasion to send 
over a "liberty party" - or rather, a visiting party. 


At 2008 CURRITUCK commenced fucling her on course 125°%at 6 
knots, swell fram ahead, 20 Imot wind from 110°T, ana very confortable. 
At 0025 completed fueling and set course back to the pack at 5 knots, 
until darkmess made 1% prudent to lie to for a wile. It ia now dark 
enough to make growlers dangerous in a seaway. This factor of dark- 
ness versus growlers should be considered carefully in planning ship 
operations in ice areas. 


At 1050 Wednesday the 5th we found a nice ice bay and lay to. 
The weather was not good. Wind up to 28 knots from ESE. At 1230 the 
wing decreased to 1 knots. We started flight operations but hesitated 
due to lack of good weather stations (HENDERSON too close), and still 
a little too mch roll. Shortly thereafter the wind picked up and held 
at 20 kcots. 


Current 275°, drift .8 knot. 


Our leasons on "kow to fly in the Antarctic" can be summarized, 
and some of the limitations set dom as follows: 


(a) Winds over 17 knots make hoisting hazardous due to wind 
getting under PBM wings. 

(b>) Swells cause the ship to roll and pitch; (sometimes the 
latter is more dangerous); this causes tha plane to start swinging 
and hit the ghip or other planes. 

(c) A bad chop or wind swell will put a bad strain on tne 
hoisting sling, as well as making boating alongside the PBM hazardous. 

(d) Poor combinations of swell and wind makes take-off nazard- 
ous for loaded FSi. 

(e) Brash ice, growlers, or pack in line of take-off ig a con- 
stant danger. 
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(f) Heavy icing, low ceiling, or other weather phenomena are 
limiting factors. 

(g) Nights are getting longer, and it becomes colder, slowing 
up operations and limiting times of takeoff. 

(h) After all the above, the mapping areas may be clouded 
over, even though all other conditions good. 


Outside of this, flying is easy down here. 


Another observation: There should be some definite research 
done in the way of producing an icebreaker for naval purposes; one” 
large, broad, and powerful enough to break the toughest ice we may 
expect to operate in, capable of arctic camouflage, armea and armored. 
Perhaps an OBB could be converted along this line. It should be able 
to take a CV right through all this stuff with ease, 


Thursday morning we went tof light condition II, but a 29 knot 
wind changed our plans. Our aerologists - not waiting for prompting 
any longer - advised us to run west for lower winds. We did, at 15 
nots. 


There was a "double sun" at sunrise today, although the mock 
sun was not very clear cut. 


1325 sighted Norwegian whale chasers headed westward making 
heavy weather into seas. At 1:00 the wind abated, as per forecast, 
but heavy swells remained. Met 6 whalechasers altogether. Every 
now and then we'd hear their harpoon gung booming. At 1d00 found an 
ice bay; lay to, heavy swell still running. At 2200 we met the NORHVAL, 
Norwagien whale factory, a twin stacker. ({athwartships). He asked us 
for whale information and information on Japs. We answered only that 
Japs broadcast their position and weather on 500 Kes. Asked him for 
his weatner broadcasts, which he said he would furnish on 500 Kes if 
requested. Told him there were more whales here than seen elsewhere - 
they were in sight in all directions. 


One thing strikes us clearly: If we were a CV operating a 
few RuD's from our deck (obviously impossible at present) and could 
move from west to east, with the weather, we could cusily map the 
entire Antarctic coastline and mich interior in one season, by starting 
in December from the Weddeil Sea. Just find soma good “wedges" and 
move east with then. 


The CACAPON reported a 50 mot wind, gusts to & and increasing 
seas. 


New ice is forming in the glassy water in the shadow of the 
ship. The temperature went down to 24°F, the seawater is 30°F. 
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friday the 7th was a fine day. At 0700 we sounded flight 
condition I, put the boats over; then suddenly the ship rolled 4 and 
5°, This was a new one. For ten minutes the maximum roll was 2° - 
tnen suddenly a whopper, and no way to sae it coming. It was most 
puzzling. We cnecked trim, draft, and all, but could not explain it. 
It probably was simply that the fast moving low to the north of us 
preduced swells from several directions, ana occasionally they got 
into phase; so woula the CURRITUCK, and away she went. 


New ice formed in little transparent cakes, even as one 
watched the calm water. The temperature dropped to 23°. At 1600 
secured from flight quarters. Current 255°, 3/l knot - ice pack, 
ice bay, and ali, 


CACAFON was having more trouble; her telemotor line broke, 
and she ahifted to trick wheel. All this cccurred in "mountainous 
waves which ship rode like surfboard..... no damage. 7 


Our weather men say they seo signs of "autumn" setting in - 
more lows and more intense ones, further north, and the air getting 
colder. The swells go right through the pack, rolling us frequently 
as mich as 7°. Wo hope this beautiful weather will last another day. 
There is plenty of sunshine today. 


Saturday morning we found our ice bay considerably decomposed. 
The swells were still wicked and we began to wonder if we were just 
sitting in an area where the swells are just a built-in part of the 
landscape. Perhaps they were reflected by a shoal to the SE. 


At 0800 we gave up all thoughts of flying and headed eastward 
at 13 knots to rendezvous CACAPON, to expedite fueling. CURRITUCK is 
down to 50% fuel. 


The HENDERSON rolled 15° last night (we Inarned this by opera- 
tor's signals); advised him to move south toward pack for calmer water, 
but he explained later we were too late as it later calmed down all by 
itself. 


We sighted the CACAPON at 120 after some difficulty rendez- 
vousing due to navigation; fueled on course 275°, speed 8 mots, with 
wind and swell almost dead astern. The wind built up to 30-35 knots 
from astern; the ships handled fine, no yawing. It was a pretty 
sight to see our mail coming aboard. At 2023 fueling was corpleted 
and CACAPON headed west to fuel HENDERSON, Told him to try to inter- 
cept South african weather on his teletype, as he'll be 100 miles 
closer to Africa than we will - and we have no teletype in the 
CURRITUCK. Incidentally, it would have been a blessing to have had 
one, so as to be able to get arders to officers and more press. 
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At 2100 came east at 5 to 7 mots, barely making headway in 
high winds. We will remain in this area for one more good weather 
period then move west, regardless of results, in order to do some work. 


Sunday morning, sunrise at 0730, found us riding out a 5 knot 
gale, and very comfortable. CACAPON preparing to fuel HENDERSON to 
westward. The barometer has dropped from 29920 yesterday to 28985 and 
is now rising again slowly. 


Our weather wizards put together the reports and stated that 
a large wedge of good weather was breaking out well to the west of the 
Shackleton Shelf Ice and moving east behind the low. It was now even 
clearer that the ideal situation would be to move east with the weather. 
Instead of this we had to "surfboard" with a wedge, then back-track 
through two or three lows tc the westward, then ecoot eastward again 
with the next wedge. This used oil. By now we're getting wise to the 
way of the Antarctic. We're getting very little benefit from Australian 
weather because (1) the information is garbled due to distance (2) their 
weather is getting more past than future. To the northwest we have only 
a big open chunk of Indian Ocean, with very incomplete data upon which 
to gueas what is happening. In other words, we were now just about 
completely on our om for this vitally important stuff. 


Monday 10 February we were atill battling the ESE gale. At 
0720 we headed west, running for good weather. At 1650 we headed 
south to close the pack and soon sighted iceblink. We also met a nest 
of 8 to 10 whalechasers and the British whale factory BALEANA; noted 
two totally flensed whales on the BALEANA, complete in outline, and 
all bright red and white. These whale factories are ugly ships, but 
very efficient looking. There was a great structure near the stern 
which resembled nothing so mch as a complete cement factory. Steam 
was issuing from odd places. As the ship passed we noted the stern 
ramp, and above it a respectable appearing aircraft hangar. We've 
sighted no whaling aircraft. I couldn't help feeling sorry for whales 
after seeing this floating abattoir. 


We turned westward upon sighting pack shortly afterward, look~ 
ing for an operating area. Planes are all equipped now with skis, 
boots, crampons, mikluks, sleeping bags, tents, etc., received from 
PHILIFPINE SEA. The question came up - How to tauch naval aviators to 
use skis? The aviators simply briefed themselves on all this new 
equipment from our library of books by Antarctic explorers, plus a 
few Army Training publications. But one thing was brougnt out: anyone 
flying in the Arctic, to be thoroughly prepared for it, must have not 
only food and equipment, but the know-how to use them. I would 
recommend that a course of pre-instruction include the use of a large 
enclosed space, in more temperate and accessible climes, which could 
reproduce every feature of the rawest Arctic weather, including bitter 
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coli and wind, from darkness to blindins glare. [hen throw these 
aviators in thera for a straight 2 hour stretch with this equipment 
and let them tight their way throurh - the comfortable and safe way. 
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Now that our pilots are well briefed, I instructed them, (on hee. 
the basis of what we've seen and read of the ice-cap), to start for 
the coast at the earliest opportunity after a forced landin:, if high dom 
on the ice cap, leaving jefinite signs and direction of their depar- 
ture at the wreck. MM; reasons for this are: (1) The Central Croup is my 
too far away to assist in rescue operations from here to the west (2) 
They would have to trek to the coust anyway, and the sooner the better Jen 
(3) Winter is approaching (1:) If they had a forced landing it might 
be weeks before they would be found, and they might as well keep Joey 
moving and make it easier to find them, being nearer the coast. The 
only disadvantage in this procedure is the difficulty of finding a bem 
party on the ice cap, but if they were to head due north from the len 
crash, they'd be relatively easy to find. They have recognition equip- 
ment and radio - and their morale would be good! L. 
The next day was mich better, a beautiful day, just scattered [-- 
clouds, and we found an excellent and large ice bay at 0700. Both 
planes were in the air by 1000, each with 2200 gallons of gas. Wind ny 
was WS\i all day, 12 to 20 mots; temperature dropped to 2°. 
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CURRITUCK compensated her compasses curing the day, and tested 
her 5" battery, including successful 7 gun salute to no one in particu- 
lar, but in preparation for our liberty port a month hence. HENDERSON 
repertea excellent ice bays to the westwara of us. She fueled to the 
hilt from CACAPC!:, who is now alnost on weather station. HENDERSON is 
on one engine, because of a condenser leak. They passed the British 
whaler ARISTUPHANES during the night, headed east. 


Received dispatch from TFC indicating his great interest in 
the landing field site, discovered by Lt, Kreitzer at 109°S, ano wants 
all possible data. Ue can't send us an icebreaker now to get in there, 
but might be able to after Little America ie evacuated. If future 
operations are desired now would be the best time to investigate it. 


I ordered HENDERSON to send her position, course, and speed 
when notified of impenaing flight operations so that planes could use 
her position for homing or positioning. 


Some cenfusion cropped up between the ship and the planes 
today. Each day of flying I issue missions for one plane or for two, 7 
Specifying the priority of importance of missions. Usually planes are 
ordered primarily to map the coast, and if unable to do that, to get 
certain inland sectors up to tne 6000! ccntour, with flight lines 60 
miles apart (3°of longitude in this area), Today Baker One was to 
map the coast to maximum westward with an inland segment as alternate, 
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Baker 3 had a small coastal sector plus an inland one, He weathered 

up and requested permission to change mission. I gave him a new 

sector and part of Baker One's coast to map, and then ordered Baker 

One to trace the northern limits of the Shackleton Shelf Ice on return~ 
ing from the west. I} was all finally accomplished with somo duplication. 
There happened to be so mich of interest to shoot that any duplication 
won't hurt. This again illustrates the difficulty of changing missions 
in the air. 


By 1848 both planes were on deck. It was just too late to 
send out a third plane, considering the large area covered today and 
weather over the continent. Baker One followed the east cliff of the 
Shelf Ice in to the coast, discovered a 20 mile square area of browm 
conical hills, with little ice; large lakes of pea green, dark blue, 
chocolate, and light green water. Since no smoke was sighted all this 
4s apparently caused by hot springs. They got some good colored 
photographs. Bel also flew west and found Ht, Gauss right in position 
but most of the coast between the Shelf and this mountain is shown 
considerably out of position. A new glacier was discovered at 88°F. 
The Davis Sea was open but leose pack blocked the entrance. They 
Saw an iceberg estimated 10 milea long. The pilot talked to the 
HENDERSON by VHF and used ADF on her. Colder temperatures are gradually 
increasing gas consumption. Pilots experienced 30me large wind shifts. 


Baker 3 found DENMAN Glacier area quite different from that 
on the chart; found new nunataks east of there along the const; went 
inland 75 miles to ice cap altitude of 6000'; found some 5000! mountains 
near the coast, and delineated new coastline to the east of the Shelf 
Ice. 


I received a dispatch fron the flagship asking for more informa- 
tion on our PBH flights. The flights have aroused keen public interest. 
So, getting publicity minded we dug up a young enlisted news correspan- 
dent who heretofore had carefully kept his light under a bushel. He 
began to interrogate the crews and brought the results in to me (at 
0330) for release. From then on we had one eye glued onto our new 
public and moved into the fourth estate. (Upon completion of the 
expedition, I was much surprised to learn that our doings were of 
interest to anyone besides CIF 68. We got very little from the daily 
press news). 


The ARISTOPHANES passed us to northward, headed east, in the 
late afternoon. 


This has been a fine day. 
Underway at 0000 Wednesday 12 February at 15 imots, moving 


west for the naxt areas Decreased visibility slowea us down at times. 
The sea was fine, but we ran into fog, and the ceiling dropped to the 
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masthead. Apparently wo were under Some influence of the Shelf Ice, 
just to souts of us. HENDERSON reported bad weather, fog, and snow, 
but water smooth as a mill pond. No flying today but prospects looked 
good for tomorrow. 


Several bubbles of Cp (Polar continental) air broke off during 
the last few days in this locale. This caused some weird looking 
weather maps and gave our rain-provhets some bad times. There was 
no new low in sight to the westwara. In fact, we're beginning to think 
this is a fine flying area. We passed one beautiful ice bay after 
another. 


I told the AO and DD to move west at speeds.up to 12 krots 
and to keep station on us. I have stationed the AO 400 miles north- 
west of us now, the DD is remaining 300 miles west. The Task group 
was instrvcted to keep whatever local time desired. 


I sent a dispatch to TFC today giving a general plan for 
future operations. I plan to move westward at a good clip to 50°E, 
arriving there by 17 February. Tne primary mission will be to zap 
the coast, getting the interior only if really good conditions exist 
and not to delay our movement. Then I shall return eas*ward at 150 
miles per day to obtain continental penetration, re~photograph poorly 
mapped coastal regions, investigate Kreitzer Bay at 109°E, and arrive 
at 150°E by 7 March at which time depart for Australia. This plan 
offered the advantage of moving east with good weather, and allowed 
batter judgment for departure from Antarctica. I also laid out oy 
ideas on penetration of the continent. 


This dispaten crossed an information dispatch from TFC men- 
tioning a date for discontinuance of operations of 1 March, at which 
tine this group was estimated to be at 50°E. We were instructed to 
conduct operations primarily to get the coastline; conserve fuel to 
maximum so as to reduce buying it in foreien ports; reduce number of 
fuelings to give the longest possible interval. IFC recommended that 
we arrive Sydney, Australia, on ly March for 6 days visit. 


By now the CACAPON was riding high, as she'd gotten rid of 
much cargo. Her present load consisted of 36136 barrels of black 
and 6646 of diesel. According to my best computations, we would 
burn 42000 gallons a day for 30 days and arrive in Sydney with just 
about reserve fuel, without buruing the diesel oil. 


Thursday the 13th: At 0700 we found an excellent operating 
area, The fog was patchy, but the aerologists said it nould lift. 
The other two ships were in the clear. A "bubble" had broken off 
and was north of us. At C845 Baxer 3 was airborne, myself as pas- 
senger, with 2400 gallons. We flew into fog patches alzost immediately 
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upon take-off. We flew right up through fog layer, just after take 
off and then learned that the vacuum driven instruments were not 
functioning properly! We flew north for 50 miles to check our weather. 
It got clearer, as forecast. At 1030 Baker 1 which was waitine for 
our weather recco report, was airborne. 


Baker 3 attempted to map the coast from 8Y°E to the westward, 
however, the coast was souped in and we headed south along 88°F pas- 
sing Mt. Gauss close aboard. ‘Ve photographed inland to the 8000! con- 
tour, at 69°-16'S, then headed west to 85°E, then north to the coast, 
swinging in to investigate and photograph a large nunatak 800! high 
somewhat between cug- two tracks. This nunatak was dar« red and looked 
like sandstone or granite. It was picked up on the radar 20 miles 
away, and as we got closer the radarman noted two other blips near- 
by. When we got there we found what appeared to be rough spots in the 
otherwise smooth ice cap. frrom this we surmise there was some ground 
just under the surface. This indicated the value and future possibili- 
ties of radar in searching simlar surfaces, in conjunction with magne- 
tometer surveys. 


hy 1opression of the ice cap from an airplane is not startling, 
but it may be interesting. The surface is apparently quite smooth, 
but closer inspection indicates ‘ne voiquitous sastrugi or long rolling 
snowdrifts in a SE-NW direction, which can make travel across them so 
miserable. Nearer the coast the cap is broken up into faintly discorn~ 
ible crevasses and ice falls, and the radar altimeter indicated bread 
and shallow valleys, or steps,over the entire surface. Around the 
munatak's northeast corner was a large and deep pocket cut into the 
ice, caused by winds eddying around the rock slope above it. The 
horizon was relatively clear today but it was still hard to discern, 
as the sky appears yellowish-white as it approaches the ice cap. The 
sky itself was a simple matter-of-fact blue, without a cloud in it. 
The entire scene, you might say, was one of absolute and complete 
desolation - blue above, white below — period, The vastness of it all 
approaches the beauty of a desert or an open expanse of sea. My only 
thought was “May I never have to take a walk down tnere”®. ‘While we 
can't say we photographed all this area, its’ a cinch nothing impor- 
tant escaped us for 30 miles in any direction, as we ran our cameras 
about half the time. The return to the ship was uneventful; the coast 
was still covered. 


Asked HENDERSON for straight information, from official 

sources, as to his "minimum fuel" situation and reasons therefore, 

in order to estimate properly his fuel situation. He replied that 
85000 gallons was his minimum for safe operations, and this included 
ballasting all possible tanks. This is his lowest except in "axtreme" 
emergency, when he then sacrifices his stability. He already ballasts 
tanks as emptied, as a routine procedure. It seems strange that a 
man~of-war can't go under 10 per cent of his fuel without running into 
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extreme danger, even with ballasting. 


I sent a dispatch to Hydro asking for information on how we 
could get weather broadcasts of Prince Edward, Kerguelen, and St. 
Paul's Islands, all in the South Indian Ocean; also frequency md 
tima of schedules between these isiands and the major broadcasting 
station. “It is urgently required for current operations". 


Baker One, flight 21, flew over Drygalski Islamd (which 
souped up but was detected by radar altimeter under the clouds). He 
photographed south along 91°E to 69°S (the 8300’ contour) then east 
to 9)°E, and north to coast. He then flew eastward to get a strip of 
coast previously missed, md on this flight saw mountains cn the 
southern horizon = probably 100 miles south. He then flew to what the 
flagship mlled "Bungers' Oasis® ad, (as he later said) was "ccaxed® 
into landing on one of the Lakes by his crew. This event started quite 
a disturbai.ce in the publicity line. We could not yet discern its news 
value - md scientific importance. More photographs were obtained, on 
the water and in the air. The rest is well knom. By the time the 
furore over this simple piece of real estate had built up, I was rather 
glad that we had gotten as little information on it as we did. Now 
many people will be able to dream up all manner of ideas and schemes 
in connection with it, without having to be disappointed to learn later 
that there were no palm trees, Dorothy Lamours, and hungry fish within 
its boundaries. It formed a sort of release from all the other peasimis- 
tic world reports. All planes were aboard by 2CCO. 


Clocks were set back one hour today to zone time (~)9. 
At 2015 we were underway to the westward at 15 knots. 


From operations to date, it is apparent that if the Navy is 
to operate extensively in Arctic regions, new terms will have to enter 
the vocabulary of the naval officer. An HOL38 for arctic naval opera- 
tions is necessary. The General Signal dook will have to take ice 
into account. Tactical publications mst be reviewed in this new 
light. The simple subject "effect of pack ice and icebergs on naval 
strategy and tactics" would be a neat little project in itself. 


The aerologists' crystal ball said "no flying for 36 hours." 
and we commenced our fast run to the west as planned. A low was 
beginning to take shape ahead of us. We're now in new frontiers, Not 
teo much is knomof meteorology in this area. "Is the MacKenzie Sea 
another low-collector like the Ross Sea?" is our biggest question among 
many others. 


Friday 1, February, we steamed westward at 15 knots, when 


conditions would permit. CACAFPON sent a dispatch in the middle of the 
night, worrying about hitting bergy bits in the dark, and wanting to 
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know if he should maintain his present latitude. (I had pulled him 
south in yesterday's operations because I wanted my auxiliary sea- 
drome closer considering the fog patches, “pulling in the ends"), I 
answered - in the night also —- instructing him to take station 100 
miles northwest of me, and to make up distance lost when visibility 
improved, that eafety cane first, I then iasved instructions to both 
ships on how to move west, with the CURRITUCK as a guice. Our "fleet" 
really covered a lot of ocean area, 


We ran into fog patches in the corning, but it cleared nicely 
in the afternoon, After dinner tonight we encountered the heaviest 
concentration of icebergs thus far; they simply covered the SO scope. 
There was a slight "corridor® on bearing 315°T, and that was where the 
wind was from. We then ran right into our densest fog. We eased along 
at 5 knots. Then we got an RDF on an unknown ship (I believe on 500 
Kes) behind ug to the east and later picked it up on the radar, out of 
the innumerable bergs, so the CURRITUCK commanced fog signals. I felt 
sorry for whoever it was in this mess without radar. These bergs were 
much more weathered than previous ones and were breaking up into bergy 
bits. No large tabular bergs were seen. Some were very etreaked with 
dirt and old ice, and most of tham had capsized. We made 5 to 10 mots 
all night on southwesterly courses dodging bergs. HENDERSON reported 
crossing the Antarctic circle (entering the MacKenzie Sea) and that 
their morale was up 100%. There should be more and easier circles 
to cross. I was surprised that the pack was open that far south. It 
begins to make operations in that area begrn to appear more feasible - 
weather permitting. 


On Saturday the color of the water had changed to a distinct 
green, and it remained green with all sorts of light conditions and 
weather. We made 15 knots most of tho day, even with occasional fog, 
snow and rain. The I7ENDERSON was in heavy fog, and I warned her not 
to get caught in the ice again - in that fog. The cause of this fog 
was not quite understood. We did know that the "old® low that might 
have given us good flying in this area had disappeared, and a new one 
had appeared without warning out of the. northrest. 


Hydro answered our plea for help on South African weather 
giving us no assistance, and suggested we contact Capetown. However, 
CHO has told us not to contact shore stations regarding weather. TFC 
asked for more information on "Bunger Oasis" and we exhausted avery 
last drop of information we had on it, just remaining within the realm 
of truth. 


Radio communications with TFC were out for 13 hours, apparently 
due to interference, distance, and mech land (ice cap) between us, - 
not an ionospheric storn. 


I told the destroyer that heavy weatner was headed this way’; 
and instructed her to get out of that ice pack and low visibility and to 
prepare for a gale. An hour later came the reply that she was riding 
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out a heavy sea. 


Neanwhile we had been making much preparation to send a size- 
able expedition over to Bunger Oasis upen our return eastward. We had 
scouted the task group for any person vith geological experience, for 
flora and fauna sxperts, etc. We wre getting the entire scheme 
shaped up to explore the several lukes using rubbor boats with out- 
board motors, a rock sampler, a portable fathomete.:. Emergency recall 
signals, leaders, etc., had veen designated. We were getting a bit 
interested ourselves, now. 


Clocks wera vet back to minus 8 gone time on 15 February. 


CTG 68.3 was dunked again, transferring between ships. It indi- 
cates that exposure suits should be used for transfer oferations and 
all work over the side in very cold water areas. The CURRITUCK's crew 
has been well sermoned on falling overboard; I'm glad to see the stout 
lifelines on this vessel. 


Sent a dispatch to Buder describing our two helicopters! 
repairs, and asking for coments, if any, before sending these plmes 
on distant missions. Our inexperience along these lines, and the 
price of carelessness, made us forget our pride in self-sufficiency. 


The seas are getting rougher by the hour. The wind reached 
35 knots from NE, the barometer dropped from 29865 to 28.46 and the 
temperaturs rose fron 33 to 36°F. The ship rolled 19° oncu, with a 
staccato of broken china. However, it was still quite confortable. 
We were on a collision course with the center of the gale, but strangely 
enough, as our glass dropped precipitately and we were right in front 
of the center, the winds were mich less than those experienced by the 
DD and AO who were 200 to 300 miles further out than we. Since there 
was a slight chance of flying tomorrow afternoon, I o>disred the 
CURRITUCK to close the pack by noon tomorrow, making maximun westing 
meantime. If we can lick the swell.... 


By noon Sunday 16 February we were at 65°-09'S 67°-13'R. We 
had passed right through the eye of the storm and out of the western 
side of it. We oncountered low winds, but a confused sea, caused 
some uncosfortable rolls. Mesnwhile the speed of HENDERSON had been 
held down to 9 Inots while we barrelled along at 15 and we had sed 
her, 60 miles to northward. CACAPON was fighting a force 7 to 8 wind 
and heavy seas, and also fell well behind her position. Her value 
as a weather station had fallen off considerably, Wo fault of her om 
as in her latitude it was mich rougher than in ours). The low had 
stalled and was filling up, and we could not fly umier the existing 
conditions. 
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Held a conference of senior pilots, photographic and aero- 
logical officers on coming operaticns. <xxplained the priority of 
operations with the coast coming first,and trying to learn the char- 
acter of the interior at least 100 miles inland. We had expended 
only 57% of our tri-met film. Thorefore, we could afford to be a 
little extravagant and change film msgazines at more opportune times 
during flight instead of waiting for the end of the magazine, and thus 
avoid breaking up good photographic runs at the wrong time. It was 
also decided that planes would carry extra film and rewind magazines 
in the air, as we had insufficient magazines to properly outfit two 
planes at once. Also directed pilots to start using and relying 
more upon magnetic compasses, since wo were quite distant from the 
south magnetic pole ~ just in case they're caught under an overcast, 
and need magnetic courses. 


At 1215, flying was impossible locally, so we changed course 
due wast to clear the ice pack off Cape Borley on the Kenp Coast, 
Clocks were set back one hour to zone time (-)7. 


At 1838 our CQM figured we were exactly 180° from the turn- 
stile on the nickel ferry in San Diego. 


I told the DD to be prepared to fuel from us tomorrow as 
ashe was now quite «2-36 to us and this would not delay operationa. 
It aould also save a. +‘her fueling later from the CACAPON. 


At this point there arose sone confusion in communications 
with the Flag. The original dispatch outlining our present scheme to 
run west to 50°E longitude had been inadvertently filed by the MOUNT 
OLYMPUS, while TFC had shifted his flag (but not administration) to 
the BURTON ISLAND. As a result, he was ignorant of this plan, its 
changes, and its sweeping moverents until an attendant matter was 
brought to his attention. At this point our plan was "un fait accompli?, 
While he did not approve this deviation from the original plan, he 
nevertheless released us from any culpability and praised our past 
work. fe realized that this had better be a darned good ideal 


By nightfall the wind had settled down to 25 knots from east, 
and we were definitely west of the low. We decided to shop around for 
a@ good operating area and find some nice cold fresh air, right off the 
continent. We kept running westward. The barometer was 28.60 and 
rising. 


TFC told TF 68 to be sure that no one got caught in the ice 
pack during the remainder of the operations. We echoed his thought 
on the matter. Some good bull sessions were used up wondering what 
we'd de if we were faced with the prospect of a winter in the pack. 
For instance, we would throw overboerd all ammunition and otner 
spare gear, carefully f1i1] all wing tanks with water (also the botton 
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tanks and perhaps magazines) and allow them to freeze, thereby strength- 
ening the ship against ice pressure to pravent rupturing the hull. 

That would mean the elimination of extensive heat in the boiler and 
engine spaces. We'd evacuate all the excess crew by helicopter or 

what not, and keep just enough to fight the ice and get out in the 
"spring thaw", 


The MERRICK, with no rudder, and NORTHWIND are fighting out 
an 80 mile gale. 


At 1100 vonday 17 February we had our first glimpse of the 
Antarctic continent, when we sighted Proclamation Island, and the 
ice cap and mountain ranges of Kemp Coast, from over some 40 miles 
of heaving pack. This is the first land sighted visualiy since wa 
passed through the Tuamotus in mid-December, 


The wind continued from SE; 2 solid overcast came dow to 
700' by midnight. The weathermen said the present 30 knot wind would 
decrease on the other side of Kemp Coast promontory; that this head- 
land acted as a funnel to the prevailing easterly wind. So we continued 
the fast weaterly run all day. Sure enough, at 1300 the wind abated and 
was down to 15 Imots by 1500. But now the brash ice - and occasional 
floes - extended well out to sea. There was also a NE swell, plus one 
from NW, plus wind chop from SE. A few testing lay-toS disclosed an 
occasional 34° roll. Finally any thoughts of operations were given 
up today. 


Passed a large ice floe which was almost pitch black thro.gh- 
out. 


At 1830 picked up HENDERSON on radar, astern of us, and sonn 
she was alongside and fueling from the CURRITUCK. Issued instructions 
to the C.0. by fueling telephone for onerations in the immediate future. 
I learned that he had encountered no ice pack during bis meanderings 
in the MacKenzie Sea. It was really open! Fueled on course 320°T 
(down-wind) at 6 knots; completed at U0k1 and sent the destroyer on 
mission assigned. Sunset was at 2347 and sunrise 0754; the nights are 
steadily getting longer and blacker. 


On Tuesday morning the CACAPON reported having fine weather ~ 
the first in a long while. She's had a rough “sumer" of it. 


We kept heading S¥ at 5 knots, rounding Cape Ann, remaining 
near the pack, ready to operate at dawn. It looxed good, but the 
remainder af the day was spent in trying to lick the swells, brash, 
snow, etc. It was very disheartening. Our view of the continent 
yesterday whetted our appetites for furtner exploration. Open sun~ 
shine over the pack towards the shore still showed under the overcast. 
At 1700 we’ secured from a continuous flight condition II; the "wedge" 


Annex I={b) eo it - 


ee ee Oe ee ee ee ee ee ee ee 


PESTHICTED 


had sneaked past us somehow ind was now to the east. It nassed us 
unnoticed, due to local weather effects. This seems to happen when- 
ever we are near the lee of a large promontory; it happened at Budd 
Land; now funny things are happening here too...and now, faint signs 
of another low coming from the west, 


In addition, we note with misgivings thut HO 138 mentions the 
heavy N or NE swell all along thia section of coast, but we did'nt 
take it too seriously, for there's no reason for more swell here than 
elsewhere. 


In the afternoon we lay to near 65-43S and h9E, in a slight 
ice bay, rolling 3°, in good visibility and a solid overcast; we 
should have been flying. About 2200 the weather map showed the 
possibility of the wedge stepping to the east of us. We got under- 
way at best speed to chase it. 


Next morning we were steaming NE to round Cape Ann,looking for 
this wedge. At sunrise we saw that the weather was not good. Lay to, 
scratching cur heads. Later, eased slowly south to look for a lee, By 
sunset - back where we started from. The steady I! swell prohibits 
hoisting; otherwise, it is excellent flying weather. 


, Kemp Coast is on the radar; determined current here at 222°, 
q knot. 


By sunset first signs of the low ap eared locally; barometer 
steady, but getting snowfall, and visibility deteriorating. 


TFC orders us to map coast to westward to limit of safe orera- 
tions before moving eastward, then fill in gaps coming east. He said 
the oasis investigation is merely incidental, not to interfere with 
coastal mapping; its use is for a possible future base of operations; 
termination of operations depended upon operating conditions; and that 
we are not comnitted to a date for visiting Australia. 


Procaeding slowly westward along the pack, looking for a lea. 
At 0630 Thursday morning we headed north, at 15 knots, to ses 


if swells might possibly decrease further from the pack. It was another 


beautiful day for flying. Both of the other ships reported slight seas 
and calms. The on-coming low doesn't seem to be doing much to us so 
far unless it causes the NW swells. 


We rolled just as mech 100 miles north of the pack as anywhere 
else. So we decided to head SW to 35°R, where HO 138 hints at a large 
collection of bergs and a sharp turn of the pack - which might give us 
alee, I sent a dispatch vo TFC explaining the swell situation - as 
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much askin: for nelp as trying to alibi for recent lack of flying 
results. 


It remained gooa weather all day. We are north of the east— 
west Antarctic front (the boundary between the polar air mass and tne 
relatively "warm" marivine air mass). Haraly a sign of a breeze all 
day. 


In the afternoon CURRITUCK tested the HO3S with 3 hovers for 
each pilot, witn crash boat standing by in the water. Some bugs came 
to light: by tomorrow should have final test flight. 


At 2200 cloud formations to southward were noted - the Antarctic 
front. It looked just like a tropical front, even to great vertical 
developments of cumulus, anvil and all. Took pictures of it, just to 
prove it. 


Friday 21 February we steamed on course 230 all day at 15 knots, 
looking for that lee to eastward of Gunnerus Bank. At 1258 we crossed 
the Antarctic circle for the second time, at 37-53°E. Set clocks back 
one hour to (~)6 zone time. 


TFC says if sea ccnditions don't improve within 2) hours, to 
move east, 


At this time the necessity of weather information from South 
Africa, which was now getting to the nortoward of us, was forcibly 
brought to our attention. We accidentally intercepted weather reports 


from some sort of “Antarctic Weather Service® from a South African statica. 


Apparently forecasts were made for the benefit of Norwegian and British 
whalers, from the whalers' reports. This forecast gave daily positions 
of lows passing through our area from as far west as Greemmich meridian, 
and gave their rate of movement. ife found this data of some use in 
calculating chances of operating. No small bit of information is too 
unimportant down here. We often wished our weather service were more 
complete, our maps more extensive in area, and that we could axchange 
all manner of meteorological data with the several whalers in the 
Antarctic with us. I'm sure they would have willingly allowed us in 

on their circuit, as we had more to give than they dia, and we were not 
competing with them - i.e. ~ no American whalers are operating in the 
Antarctic, 


I asked the Scripps Institute oceanographers in the CACAPON 
for their opinion of this swell ~ where does it come from, why, etc. 
In reply they didn't feel thay could hazard more than a guess, and 
thought them possibly caused by monsoons, and/or prevailing westerlies. 
Tnere is also the matter of sesonance. Again and again we would stop 
to test the swall; it would steady down... and suddenly a 5° roll, just 
when we were apout to crder "fiight quarters". 
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At 1800 sightea ice blink, much further south than expected. 
Worked weatward, found a big streamer of pack ice stratching to na th- 
eastward, which gave some protection from northwest. If tie wind 
would shift so as to hold our stern or bow into the swell, we might 
be able to launch. At 2300, moved several miles NE and lay to. We 
were in the "lee of Gunnerus Bank", and there was some protection. 


Washington's Birthday was jackpot day in the Antarctic. Our 
position was 67-128, 3)-15E. Variable light winds from SSW, SE, £, 
and ENE. Scattered and broken clouds, and excellent visibility. At 
0700 we moved in toward the pack. At O85 Baker Three's APU (audliary 
power unit) failed and had to be repaired before flight. 0955 Baker 
One airborne with 2600 gallons, flying to westward. 


The temperature dropped suddenly from 28° to 19°F, and stayed 
there mort of the day. The boats started having strainer trouble. 
Eventually all boats except the crash boat froze up; they were hoisted 
on board for melting. The ice is very hard. At 101) launched the ku3S 
for al hour test flight. 


We probably place too mich stress on the swell in this report. 
It would scarcely affect carrier Operations, but it may, on the other 
hand, affect amphibious operations. The knowledge of cause, effect, 
and sises of swell could stand some research. There aren't very good 
methods of measuring it, either. Our station ships report calm and 
smooth, when we get 3 or ° rolls, several hundred miles down-swell 
from them. These swells are hardly perceptible to the eye. As they 
come from several directions at once, they probably do get into phase, 
build up momentarily and cause the S~ rolls. 


By 1220 Baker 3 was airborne, flying to eastward. The H03S 
got another hour in the air in the afternoon and is now in full com 
mission. Current is north, .7 knot, rounding Gunnerus Bank, and may 
explain the large ice pack streamer, miles thick, reaching to NE. 


A boating party went well into the pack and captured 3 Adelie 
penguins, which were crated on the CURRITUCK's fantail. A wood and 
canvas swimming pool wes built for them adjoining the crate. 


At 1500 Baker One radioed "Surrounded by high mountains. 
Having wonderful time. Wish you were here, CAVU WK" (Perfect Weather). 
Ke was really doing some discovery workl 


A new low was picked up to westward by the CACAPON. We are 
now between two lows - the first one passed well to the north of us, 
giving us little else than swells. Meanwhile the swell was begiming 
tc pick up almost imperceptibly here. The sky became overcast. The 
surfaceof the sea began forming new ice when the water became calm, 
and under the overcast, or in the ship's shadow. 
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At 2122 Saker Une was on board, having mapped the coast fron 
3 to 15°E, He discovered tnat what has been taken for coast all this 
tize is actually the edge of a great shelf ice,probably larger than the 
Shackleton Shelf Ice in area. The actual coast is 30 to 5 miles south 
of the present plotted position. Its presence was verified by radar 
altimeter. The true coast was marked by ice falls and a gradual rise 
4n elevation. He also discovered a 13000’ mountain range, with the 
ice cap piled up behind it, and glaciers spilling out to seaward through 
its passes. Another lower mountain range was discovered, and several 
nunataks, The weather was CAVU the entire trip. He expended 6 tri- 
met magazines. Water froze on the plane on takeoff and landing. 


At 2142 Baker 3 was on board. We had mapped the coast in 
general between 3; and 50E; some bad weather was encountered. He made 
a single flight line just inland from the coast between 0 and 50°E 
without seeing the coast line itself because of clouds, but getting 
radar pictures of it. At Amundsen Bay he »chotographed the western 
and southern shores and the mountains lining the edges of this bay, 
but the east. coast and white Island (if existent) were obscured. ie 
encountered heavy icing, climbed on top, and returned to the ship. 

He also discovered several new glaciers. Returned to the vicinity 

of the ship, he then mapped Prince Harald coast from 39 to 3h, 
although again not sighting tne coast line very mich due to clouds. 
By strange coincidence the magnetic compasses on this flight remained 
within 2° of the grid course for the entire trip - in other words, the 
magnetic variation equalled the longitude. 


As the success of these flight began to shape up, I ordered 
the DD and AO to steam eastward at 7 knots. 


At 2215 we were underway to the I'E, alone the pack, at 13 knots, 
Thus, we will gain position on the other ships, who are somewhat to the 
east of their station. ie hope to gain Kemp Coast by Tuesday morning, 
then reach back and photograph Amundsen Bey and intervening coast. 


In hoisting a PBM on board tonight, we took a 3° roll at the 
critical tine of lowering the plme onto the deck. The PBM's wing tip 
float swung well in betweer the wings of thea SOC ~ and didn't touch 
a thing. 


On Sunday the visibility dropped steadily during the dav, 

and snow set in. We left the pack, heading for Cape Ann. By 2000 the 
wind was LS knots from dead ahead, and we slowed to 10 knots. The 
glass hardly soved from 29%CO all day. We are now in a "trough" as 

a result of the low to the NW, plus the antarctic wedge to the south. 
Much of the shin becane coated with ice from spray and snow. we are 
in an area of "tightened gradients" - hence the hizh winds, These 
winds gradually loosened and wrecked the vort aileren of the after 

POM = and of course on the wing that projects over the side. Again 
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we must Bove the plane inboard to repair this casualty with an esti- 
mated time of hours. 


Monday morning the wind moderated to 30 knots, but it still 
made rough steaming for us at 10 knots. The other two ships gained 
position on us due to our slowing down for the storm, This narrowed 
down our weather information, and illustrated the vaiue of the "art" 
of stationing and using weather ships. 


By 1630 we were headed east. There were signs of our passing 
through the front. 


Leatned that Little America had been evacuated, 


Tuesday morning we steamed ecstward at 7 knots into fairly 
rough seas, The HENDERSON wes ordered to elow down as she was closing 
too mech to be of value to us. low that we were more or less hone- 
ward bound, she was more “eager beaver" than “reluctant dragon". In 
fact, we all were, somewhat. 


Soon it calmed down a great deal; we sighted ice blink and 
closed the pack to the SE at 1230. Shortly thereafter Proclamation 
Telend, the black mountains, and the ioe cap of Enderby Land ‘ere in 
view once more, and the CURRITUCK commenced plotting in mountains by 
visual and radar, to verify the chart. A new method of surveying land 
over hO miles of icepack$ 


By mid afternoon the weathor became perfect. The NW swell 
died down, but still getting a prohibitive NE one. By sunset this 
was gone too - and so was the sunlight. Kept steaming sastward along 
the pack at best speed; in the meantime stopped the DD and slowed the 
40. The Kemp Coast - or a mirage of it - was in sight at sunset into 
the setting sun, out of radar range. At 2320 lay to off the ice pack. 


During the night a large iceberg came over the horizon and 
passed within 7 miles of CURRITUCK without slightest indications on 
SG radar scope, which was otherwise functioning perfectly, This was 
one of our major mysteries. 


At 0750 Wednesday, Baker 2? was airborne in fine weather. 
However, all 3 boats froze up within 5 minutes of being water-borne 
- the temperature dropped to 1)°F. It was necessary to use blow 
torches to keep tha boats going. As soon as Baker 3 was gone, Baker 
1 was shifted forward and athwartships to repair the aileron. With 
a great sigh of relief we learned that there was no internal damage, 
and repair would be simple. At 0932 we were steaming eastward at 
15 knots to keep ahead of a low which seemed to be chasing us from 
the west. 
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Again I had to call HENDERSON, for moving eastward at S knots 
all night after having been ordered to lis to. 


The penguins' salt water swimming pool on the fantail completely 
froze Over; we broke up the ice and they hopped right in, got good and 
wet, then sat around the edge looking miserable. 


There was much sunshine today through broken c-ouds. 


Baker 3 was on tne radar screen a good bit of the tine and we 
Were able to plot in much of the coast within 100 miles of the ship. 
He went west to 56° where clouds stopped him, reversed course and 
mapped the coast to 70°E where he was again stopped by cloud. He 
used all his film. The plane took on an estimated 300-100 # of ice 
on takeoff, "making the plane sluggish". He also iced up his static 
tube which affected instruments for 3 hours,or so. The plane was on 
board at 1610. Nothing startling was accomplished on this trip, as 
the coast is relatively well known - i.e. - several control points 
had already been established. 


At 16,0 again making 15 knots to eastward. All day we'd been 
keeping "in the Wedge" and ahead of a line of low clouds to the west— 
ward. It caught up to us while hoisting B-3 and stayed with us as we 
moved. However, there was a chance we could keep in good weather. 


42 planes on board CURRITUCK were now in commission. 


At 1600, while lying to, a group of icebergs rere noted to be 
aground exactly where 79 Fathom Shoal is indicated in the British 
Admiralty cliart., These are excellent charts, by the way. 


All ships were ordered to move eastward. By now I knew that 
the only way to keep the AO and DD in the proper weather station was 
to order them to move at certain speeds and in certain directions, 
otherwise they'd pass us going osast in the rush to reach prt. (‘While 
this was not the actual case, it seemed so at times to the aerologists, 
who would nave liked them 500 miles out had they had their wayl). 


Thursday brought continued fine weather, easterly and southerly 
light winds, temperature from 25 to 20°F, and a smooth sea. It was 
now 3600 miles to Sydney. 


The TFC was back in MOUNT OLYK?US and heading for New Zealand. 
Steamed eastward at 10 knots all last night, at dam, 15 knots, 
except in snow. ife started chasing good weather as seen from the snip 


and by 112 decided the wedge was south of us, stationary, and we 
headed for ite At 1¢30 we met the pack, with streamers of new pancake 
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ice; the wind was 19-20 mots with no swell. ile were on or near Fram 
Bank, in 20 fathoms, and again within the Antarctic circle; our posi- 
tion was 66-1,0S, 71-27E. ‘fhe date is Thursday 27 Fobruary. 


At 1433 Baker One was airborne and by 1516 Baker Three was 
also in the air. Mot too much was accomplished. No coast was mapped. 
Baker 3 went well inland of his area (southwest shore of the Mackenzie 
Sea) more than 60 miles from the coast, over solid undercast; the ice 
cap was found there to be 8000', a new mountain range was discovered 
as well as another group of small mountains. The tri~net magazines 
kept breaking dow and the static tube froze up on takeoff. The pilot 
used radar over the ice cap to plot the mountain ranges. ‘The other 
plane (Baker One) sightea no land at all, but learned that a small or 
secondary low was located to the east, which caused the eastern shore 
line of the MacKenzie Sea (his assigned area) to be sauped over. 


The boats froze up again —- but not the crews; they surely 
can take it] 


Plans were issued to AO and DD to rendezvous each otiier for 
provisioning, after which the oiler will fuel the tender, 


Sightea our largest iceberg today - (74 miles east-west alone, 
by radar) well to the southward. The area is full of magnificent bergs, 
probably stranded on Fram Bank. 


The big low was passing io the north of es; we were under the 
protection of the Antarctic front to our north. We were indeed happy 
that this MacXenzie Sea area was not a "low collector" like the Hoss. 
Sea at this particular moment. Do not understand why we didn't get 
swells from this low. 


Xent moving eastward, stopping only to recover aircraft, which 
were all aboara by 213). Sunset was at 207 and sunrise at 0525 (-6). 
Tonient we ley to. At 0630 the next morning we started moving eastward, 
but the wind rose to 23 knots. Still no swell. ile estimated that 
coasts would be socked in until late afternoon. 


About 1100 CURRITUCK stopped in the lee of an iceberg to test 
operating conditions. The berg didn't help too much - just wasn't 
large enough. The wind rolled over the top of the berg and caused 
all kinds of variable winds and eddies ,to judge by the surface. 
However, it helped smootn down the chose At 1650 lay to for the 
day, north of tne pack. Many bergs were around us, the sky was clearing 
up and things looked good for tomorrow. 


TrC ordered us to continue our high speed run to eastward, 


filling in gaps of coastline if weather permits; at 110°E to discontinue 
operations then proceed to Sydney via Bass Strait. 
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CACAPU! reported arriving at her rendezvous - but no HENDERSON. 
Two hours later they met and started fueling. Another case for the RIF. 
Later tne AD reported her gyro failed while fueling the destroyer, but 
fueling was completed. CACAPO:: proceeded eastward to meet us; HENDERSON 
remained 300 miles to NW. 


About 2300 a brilliant display of Aurora Australis commenced 
in a cloudless sky. It stowed as a long brilliant streamer, like a 
scarf of very gauzy material, from a northeasterly direction clear across 
the zenith to the other horizcn, and changing shape every two or three 
minutes. At tho same time I saw the clearest and brightest shooting 
star I've ever seen. 


We were ready to go at the crack of daw (Saturday 1 March). 
And as the dawn cracked, the wind unaccountably whipped up to 20 mots 
and the sky clouded over after a perfectly clear night. At 0410 headed 
west at 15 knots; the wind went up to 23 or 24, knots. At 0930 the 
wind was dom to 17 knots and re headed for the pack for operations. 
Baker 3 was airborne at 1150. Baker One developed a defective gasoline 
pump and could not yet be hoisted over. 


The helicopter was launched for a one hour flight in tho 
morning and was flown again in the afternoon. 


At 1255 underway to eastward at 13 Imots. Shortly after, 
Baker 3 reported "discovering" another oasis, not as spectacular as 
Bunger Oasis, but along the same order. However, this was determined, 
as suspected, to be the Vestfold mountains, already delineated in 
HO138; it was the first time it was properly photographed, however. 
The plane got low level photos, but did not land. 


By 1310 Baker Une was repaired, and at 1507 he was airborne; 
however, he developec a serious gasoline leak, jettisoned gas, and 
came back aboard. Then we proceeded eastward again to meet Baker 3. 
By now we began to get just a little concerned about him. Sunset was 
at 2040 and he was a long ways off. The aerologists dug up a new one 
for me ~ a "precip shield® was moving down from the NW quite rapidly, 
which would give us 1/8 mile visibility. At 1735 ordered the plane 
to be back by 1930, and at 1805 told him to return now. Frankly, I 
believe it was a case where we'd gotten to the end of the season 
without any big mistakes and we all wanted to keep the record clear. 
We were beginning to be pursued by the spectre of "what would you do 
if you had a forced landing away off toward the continent NOW"! 


Sent a *well done to HENDERSON for her aercvlogical personnel 


who took a rawin in heavy snow, seas, and wind - a difficult task and 
one which gave very valuable data. 
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Baker 3's flight was quite productive; the coast was mapped 
between 70 and €0°E. ‘The "land" between THORSHAVN and SANDEFJORD Baye 
was actually a 60 X 120 mile shelf ice, and the true coast was at a 
range of mountains near where the ;revious flight discovered a new 
mountain range. The entire flight was in CAVU weather. The SORSDAL 
glacier was found to be mich larger than charted. There is much open 
water in the south MacKenzie Sea. The coast from 80 to 68°E was ail 
souped over, and the weather was closing in. Baker 3 landed at 1922, 
on board by 19h)3. 


At 1900 sent the group "Heads up, tails over the dash board, 
homeward bound". Told the DD to move eastwerd. We headed north, 
securing for heavy weather. This was no place to run into a bad gale. 
We had used up a lot of bright shiny good fortune in the MacKenzie Sea. 


During the night we met the "precip shield". It snowed 
heavily and we had some pretty good winds. 


Sunday morning 2 March headed northeast. Began meeting mich 
brash ice and growlers. At 1908 sighted CACAPON, who fell in astern. 
Issued the plan for our run to Australia. Roughly the scheme was for 
the CACAPON to take station well to NW; AV and DD to proceed eastward 
togethar to 105°E where AV would top off DD's fuel, then DD would 
continue east at 15 knots. When ordered, all ships would head on 
great circle course for Bass Strait. The purpose was for the heavy 
ships to form a weather screen for the destroyer, who would be pre- 
pared for a high speed crossing between gales. 


The icebergs were pretty thick now and they were breaking up 
into bergy bits. Barometer dropped to 28950. Temperature rose from 
23 to 35°F. We apparently crossed several currents, as the injection 
jumped h°. 


Monday, 3 March, steamed east to avoid bergs and brash ice. 
At 0330 picked up HENDERSON on radar; used searchlight to help her 
locate us among icebergs. All three ships are now in company. 


CTG 68.3 armounced he had discontinued operations and was 
retiring. We still had a slight chance to map the only missing section 
of coast we could possibly get - from 80 to 88°E. This has been a tough 
nut to crack. 


0800 CURRITUCK commenced fueling from CACAPON on course 11C°T, 
speed 8 knots, dodging bergs and bergy bits. Fog and high winds had 
been forecast; actually it was cerfect. The tender took 401217 gallons 
of black oil, the highest amount so far. Completed fueling at 1325. 


At 10L5 RDF'd Norwerian ships to southeastward. I am sold on 
keeping RDF in our ships. 
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HENDEXSUN wants to fuel again; can taxes COOCO gallons. <e 
had dumped a lot of "contaminated fuel” overboard. CACAPUI calied 
hin - why not use settling tanks or give "poor feel" back to CaCarun 
on next fueling? At any rate; HENDERSU: fueled again from CACAPLN, 
who then departed for her cosition to northward for the crossiny. 


At 2000 changed course to southeast to close pack, in case 
weather allows us tofly tomorrow. HENDERSU, got a condenser leak; 
steamed on 1 engine; repaired in 1 nours, 


Tuesday, March, an? in a bad growler area. These caties 
are something to give pause. They're hard to see and can't be picked 
up on radar, especially in a rough sea. Searchlights help some if 
there is no precipitation in the air. To get punched by a growler 
or a floe at 15 knots is no joke; it probably means a hole, maybde a 
big one, forward. They five the ship a distant jar at 5 knots. Trying 
to make any speed at night, especially in derkened ship, is practically 
impossible. Slightly amsing is tne fact that the stewards' mates 
living compartment is on the waterline, ard when we first ran into 
heavy brash or pack, it made such 2 racket in their compartment thet 
they nade an almost dangerous exi: for topside. 


At O43C with snow, swell, and signs of a low in the MacKenzie 
Sea decided against flying today; headed east at 13 knots. Cur noon 
position was 62-418, 94-195. 


Wwe now have another Lonospheric storz, with no communications 
<h TFC but receiving Washington Fox. 


The 1600 weather map showed almost ideal conditions for 
eccmencizng the run for Sass Strait, although we were still west cf 
the longitude at wnich we were ordered to cease operations. “%rcerec 
AV and DD (in comany) to commence run at 16% knots, came t> course 
080°; ordered CACAPU:: to zaxe 17 mots. 2equested vermission from TFC 
to cease operation now, civing circumstances. 


While desirous of making best sreeds, day and night, toclear 
che antarctic, the ships are dogzed by having to slow down at nisht 
because of growlers. It was suggested that a powerful searchlight, 
located in the ver; stez of the ship, might be pest used to illuminate 
the ship's path without blindins tne bridge watch and lookouts. Sonz 
research along this line is indicated for th*s croblem, so pecuidar 
to Arctic areas. 


our course of C72°T is taxing us out of the Antarctic ail wo 
slowly; however, che -aCarvl is aimost out of the ice belt and snouid 
te saking good sreeds da: anc night soon. 
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Communicate? plans to Task Group for titivating stip and 
making res,;ectuble entry into Sydney. Hope to anchor in Bass Strait 
to accomplish this. Ordered AEIMEsOl to proceed independently at 
maxinum speed of 22 knots to latitude 50%5, on great circle course 
to Hass Strait, then await me inside the Strait. Discontinued 
weather reports to TrC. Issued a movement. report "from Antarctica to 
Sydney". 


The weather remained excellent; no "screeching sixties" so 
far. There is not a slight indication of a low to the northwest; 
it couldn't look better for a fast crossing, 


Sent a dispatch to Alusna Lelbourne on our movements, with 
ETA at Sydney. Learned later that this dispatch apparently went 
from us to MOUNT OLYEPUS (in New Zealand), who sent it to Samoa, who 
cacled it back to Alusna New Zealand (in same port with MOUNT OLYMPUS) 
where it died a natural death ond was never received in Melbourne. 


On Thursday 6 March set clocks ahead one hour to minus 8 zone 
time. Je nad some moontight last night; this allowed us to make 10 
knots during the night. Received approval from TFC for our dash across 
roaring forties; dispatch delayed by Sonospheric storn. 


CURRITUCK made a successful full power run, claiming 19.3 knots. 
Sighted our last ice berg this mourning at 0500. At 1300 we were on 
course 056°T; a great circle course changes rapidly in these parts. 


TFC requested complete information on our fuel situation, ag 
I was somewhat apprehensive on this matter; I had requested permission 
either to fuel at Sydney or stop at Samoa enroute U.S.,to make sure 
of sufficient fuel, without having to burn more expensive diesel. 


On Friday morning 7 March, after maintaining a good speed all 
nieht due to full moon, we encountered a strong north wind blowing ir 
toward a low that had whistled in from the west and passed to the south 
of us. We felt its effects a very short time, and the wind was soor 
down sgain to 1; knots from "4. Barometer was now 29%20, temperature 
45°F, It was now so "warm" that our Adelie penguins were gasping for 
breath (seemingly); they were placed in an unlighted chill box below 
decks and seemed mich happier. The Antarctic winter had set in sudden- 
ly for ther. 


CACAPON reported her boilers to be in bad shape, and wanted to 
reduce speed to allow boiler repair and overhaul, and wo proceed inde- 
pendently, meeting us outside Sydney. ‘Warned him of approaching storn, 
now detected to NW; told him to nold nis speed until tomorrow. Cther 
two shios will maintain high speeds. 


Computed our fuel situation as follows: There was just enough 
fel left to get the CURRITUCK to Panama at 15 knots and the other two 
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ships to San Diego at 12 knovs, and be just a little under reserve. 
Conveyed this data to TFC. This used the diesel oil, 


un Saturday set clocks ahead one hour to minus 9 time. 


The low sicked up to the west 1s approaching us at 45 ‘mots, 
This is "unfair to antarctic Explorers*. iio storm should move that 
iast. The wind was freshening from tno north by noon. we crossed 
tue trough and the wind backed to ti, and by sunset we were rolling 
under a 40 knot breeze, but still steaming at 15 knots. fhe low 
rapidly passed to southward of us and we are now on course O1°T, to 
get away trom the center as fast as possible. 


At 1720 we picked up the CACAPUN on radar, dead ahead; she 
crossed to starboard on course 090°, riding along with the storm. 
We sent her the CURRITUCK's course and speed. CACAMH interpreted 
this as an order to follow us, and at 1900, on course 035°T, she 
reported she was taking too much water over the bow, and later that 
she had lost her forward starboard life raft. Told her she was not 
ordered to follow us; to pursue a safe coursa,. 


By midnight we had slowed to ten knots. There was a full 
moon again. It was beginning to blow harder all the time. CACAPUJI 
decided not to slow down for a while, for »voiler work, but to get 
out of this weather first. 


At 0630 Sunday morning a cold front passed us from NW, with 
gusts to 7) knots. The front was distinctly tracked on the radar as 
a remarkably solid mass, -a band 5000 yards tnick, moving across the 
radar scope at LO knots. It was accompanied by torrential rain, and 
the seas increased thereafter. ‘Notified AO and Dd of phenomenon. 


Now we knew we were in a gale. The winds weren't too hizh - 
40 to 45 imots, but they had a terrific fetch. this storm was 
thousands of miles across, trangely, these gales are not of high 
intensity at the center with diminished winds at the edge; ainost the 


entire area had the sane winds. if anything, as we learned previously 


the winds misht be lighter in the area just outside the eye. [nese 
waves we were experiencing, had 1500 miles of straivsht open sea, with 
an almost unvarying wind direction to tuild tnem up. 


Fortunately, the destroyer was (relazivel:) comfortable the 


entire time; his winds were consistently 8 to 10 mots lower than ours, 


cue to his comfortable distance ahead of us. She, as well as CACAFLN, 
was able to maintain 15 knots all the time. With our planes on the 
fantail we nad te select a course to reduce roll, keep seas off tre 
fantail, and yet get out of this blow - and the next one. It was 

too tig an order. The CURRITICK rode co-fortably at first but se 


began to roll, and soon rolled just enoupi.ee.s at Luk) sha took a 23° 
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roll to starboard that loosened the spare PBY on the very stern and 
rolled it lightly into Baker Three's nose, doing minor damage. Then 
the ship rolled 32°to port, and over the side went the PBM, leaving 

the beaching gears, all bent and crystallized, useless, and well 

tied down, on deck. The deck stayed dry. A few minutes before, 2 
youngsters had been in the plane, helping t. secure it even more. They 
were fortunate; the plane disappeared in 20 seconds. The spare SOC 
float was also wrecked in the ruckus. ost of this was caught by a 
movie camera held by Marine Warrant Officer Chapel. 


By 1:L5 we were on course 010°T, at 9 knots, and gradually 
came around to 330°T. This steadied the ship down enmgh to replace 
worn out rocking blocks under the beaching gear. 


About 2000 we rolled 35° again; slowed down to 74 imots. 
It was wonderful to see those waves come in. The ones that did the 
heavy work formed up before one's very eyes; there was no watching 
them come over the horizon. They sesmed to combine from two different 
directions and form a series of three or four very high, steep, and 
short waves, that would form for a matter of a minute or so, then 
decrease once more, to normal size. They were larger waves than ones 
I've seen in typhoons in tne western Pacific in much higher wind 
velocities. 


Early next morning, more damage was received by one of our 
other PBM's when the tail beaching gear fittings cryatallized and 
parted. A jury rig saved the plane from further damage. Also the 
cables secured from the engine mounts to the deck had pulled 3 out 
of 4 engines out of line. This left vs with only one flyable PB. 
It seems that the lesson is to be able to cradle PBM's on deck for 
long and rough voyages. 


By 0900 Nonday 10 March, the low causing us all our misery 
had started moving SE again, and winds and seas began to abate. Hy 
now we were on course 055° at 164 knots. 


The destroyer rounded King Island and this evening anchored 
in the lee, in Bass Strait. Ordered the AO and DD to rendezvous and 
fuel, move east and await us. A stoma warning of another low moving 
toward us was issued from FERTH. We're getting out just in t me. 
Our barometer is steady at 29.60 and the temperature is 60°F. 


As a passins observation, it is believea that more study and 
research should be put into automatic weather reporting stations. They 
mist be mace sinoler, more complete and more reliable. It's tne only 
way we'll ever really learn the weather in the Antarctic - the easy way. 


On Tuesday 11 March, changed to zone time -10. Excellent 
weatzer today; heavy swell from port quarter, out riding comfortably. 
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At 1135 the Sk radar cicked up King island at JO miles. oitered Sass 
trait about sunset. Jit!DEHSUN fueled this morning. Received a dis- 
ya*ch from Alusna Melbourne wanting to know our ETA at Sydney, indi- 
cating he never received our dispatch of the Sth. Sent a tracer on tis. 


On Wednesday at 0453 tne entire group was formed in colum, and 
early in the morning sortied east from Bass Strait, proceeded ner th, 
and anchored on a tank several miles off the Australian coast, to clean 
shin. While doing this a cold front caught up to us and we had to knock 
off titivatins. Held a conference of CO's on board to discuss our stay 
in Sydney. Underway snortly for that port. 


Thursday evening passed British cruiser and 3 destroyers 
holding gunnery practice, and exchanged pleasantries. 


0800 Fridaylh March entered Sydney harbor, firing 21 gun 
national salute. Later fired 13 gun salute to HAdm Farncomb, RA, in 
FLAS HOBART. (Our saluting charges, I learned later, were guaranteed 
20% mistires. The salutes were pretty ragged, but we got away with it. 
We used 5" blank charges, with mich burning cork and not too much noise). 


All 3 ships moored in Woolloomooloo Bay; we sort of moored 
accidentally, as there were no line handling parties ashore; had to 
land our ow men to help a few itinerant dock loafers do their work. 


Moored at 0915. Alusnas Melbourne, Captain Tompkins and 
Commander Moynahan came aboard. The fun began immediately. Hy sunset 
I had called on Admiral Farncomb, RAN (also know as SACAS - Senior 
Admiral Commanding Australian Squadron); then RAdm. G. D. Moore, RAN, 
FOIC (Flag Officer in Charge) ashore at Naval Base Headquarters. 
Shortly thereafter both calls were returned. At 1,00 called on Consul- 
General, Mr. Neilson; then the Lord Mayor; then Lieutenant~General 
Berryman at Victoria Barracks; then Air Commodore Lachal at Bradfield 
Para; then the premter of New South Wales, hr. NcGirr. At 1700 a 
large cocktail party was held in Hotel Australia by tne naval attache. 
At this time I learned that the American Ambassador would call officially 
on Wednesday, and etay for lunch, with some guests. 


Here it is sad to note that two splendid young men of the 
CURRITUCK's helicopter crew met instantaneous death this eve@ming 
in a motor accident, shortly after going ashore. 


Next day, Saturday 15 March, I received an official call 
from Consul—Genéral Neilson. Then we both called officially on the 
Governor, Lieutenant-General Northcutt. Also today our aviators 
received briefing on local flying from Squadron Commander Kingsford - 
Smith. (We requested permission to fly; the Britash said to just go 
ahead and fly without asking, so they'll never be embarrassed if 
gomeone else were to ask and they'd have to refuse permission. I 
could not quite follow the logic.). 
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Rhaceived sailing orders from TFC or 16 March. 


Monday 17 March received official calls from Lieut.—General 
Berryman and Air Commodore Lachal. Lieut-—General Berryman remained 
for lunch. 


Tuesday the HO3S took off, flew to Bradfield Park and flew 
the Air Commodore and several of his officers in it. The PBM wade 
a JATO takeoff in the harbor, At 0930 received an informal call from 
Lt. Com. Smith, Royal Netherlands Navy. At 1000 Lt. Com. Powers and 
4 officers of the RAN came aboard to get data on how to prepare ships 
for Antarctic work, Severel CURRITUCK officers gave them data of non- 
classified nature and suggested they request more detailed data from 
the Navy Department vie official channels. 1130 RAdm Mocre gave 
cocktail party to 20 American officers at his mess; at 2000 he gave 
a dinner at his home for the commanding officers. 


Wednesday, I told both Admirals of my intention to get under- 
way tomorrow, HENDERSON fueled from CACAPON (alongside each other). 
At 1000 all CO's called on the American Ambassador, Mr. Butler, at 
Consulate-General. At 1130 the Ambassador called on us officially. 

We had quite a time about the gun salutes which were greatly desired; 
fortunately permission was denied by the port authorities, as it would 
have broken many windows of the warehouse alongside, and probably set 
fire to the stores inside. All went well, apparently, and a luncheon 
for lu, held after an inspection of the ship and viewing of photographs, 
went down successfully. At 1700 a cocktail party was held for us by 
the Governor, at Govermment House. The helicopter flew again today. 


Thursday 20 March PBM flew again in the morning and was hoisted 
aboard. 1000 received official visit by Hone C. Re Evatt, representing 
the premier, Mr. McOirr. HO3S flew again for the Aussies and finally 
landed on board while we were proceeding down the harbor channel. 

135 the destroyer was underway, followed by the tanker, and tender 
at 1500. Many messages went back and forth. ‘hen clear of harbor 
formed column and set course to clear north tip of New Zealand. Two 
negro stewardsmates were left behind AOL, 


We were unable to fuel naxt day because of high seas; besides, 
the tender shculdn't fuel until the latest practicable date, due to 
her long trip to Panama. In the evening CACAFON complained of "heavy 
seas breaking over ship, taking green water over bridge", in danger 
of losing 2 cadavers overboard (in caskets). I suggested he deballast 
and move caskets to a safe area, This he did and was able to renain 
in company. At 2220 changed course to bisect course between Fanana 
and San Diego, as this rough weather may continue and prohibit fueling 
for some time, and I didn't want to take tne AO and DD too far out 
of their way. Nor did I wish to reverse course for fueling. 
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Fueled CURRITUCK from CACAPON commencing 1022 Sunday 23 March. 


vpun completion, detached CACAPUON anc HLNVERSCY to proceed in company 
to West Coast. 


TFC recommended we try to get to Panama a day early, that is, 
on 9 April. This will be pushing pretty hard, but CURRITUCK will try. 


Crossed the date line at 2318 and repeated Monday 2) arch 
12 minutes later, which is pretty close timing. Early in the nornirg 
of this second date we passed through the KERMANECS, spotting these 
lonesome rocks on radar, Ran into a thick fog bank for several miles 
this afternoon. 


Here are soma thoughts on "the Ideal Composition of the Next 
antarctic Expedition": 


Composition: 1 CVE, with TBii's tri-met configured, and 2 R4D's, 
knocked down, for rascue purposes over ice cap, These planes would 
accurately map the coastline, being always on the radar of either CVE 
or icebreaker, 


1 AV, equipped for passage through ice pack, including steel 
propellors and protected (anti-ice) belt, with 3 PBM's carrying VAD for 
long range interior recco; to operate in water inside ice pack. 


1 Icebreaker, with 2 helicopters, to accurately benchmark 
coastline, sound coastal waters; for air sea rescue; horizontal coastal 
photography; soil samples, etc = and to get AV in and out of ice, 


1 Tanker, for fuel, and weather reporting. 


1 Fleet tug, for tow in case of damage, and for weather report 
ing. 


and if necessary, 1 plane guard for CVE af she is unable to 
cerry large enough boats for this purpose. Travel of this force 
should be from west to east. 


On 25 March we raised our speed a knot, feeling pretty 
secure or fuel now. CURRITUCK instituted some very sound fuel econeny 
meesures, forgotten since engineering conpetition was eliminated, 
CACAPUII offered to take passengers or mail from Samoa to U.S., bur 
this was not required by ConNavBase. Our great circle course was 
now 036°C, EZNDELSON fueled from CACAFON. Excellent weather continues. 


at C020 on Sunday 3C Varch CUPRITUCE picked up Iaccarn Islend 


en radar, 12 niles. This island is very low; no aitituce oF tne land 
is eiven in chart or satling directions. 
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Sighted tANGAE/A Island vis-ally, cistance 4o miles. xadar | 

contact on only strange siuip of voyage tais morni: , lo miles north. | 
Monday 31 karen HENus Sun proceeded to San Dievo independ- 

ently after a last fuelin., from CACAr, whose bunkers are now dry. 

The CUlALTUCK was thorouvinly engaged in ;reparing to exchan;e }.erson- 

nel ad material with PINE ISLAND at Halboa, writing up reports on 

HICHJUMP, and nrepvering snip for inactivation in Naval Base, Phila- 

delphia. 


On S April corrected movement report to errive Balboa 9 
April instead of 10 April. I received orders for proceeding to Wash- 
ington from Panama by air. Next day, radar contact on Galaoa,os Is- 
lands toward evenins and ;:assed them to southward during nisht. Crosa 
ed equator at 92-30 “. HENDERSON! arrived San Diego and rerorted Com- 
DesPac. 


On ¢ April launched Baker Three in open sea, with 311 3 
flight crews, to ‘et in flignt time and have slme off the srip for 
transit of canal. This was our last flizht. It was rather strange 
to gee a Seaplane tender stop and launch a PBK in a very casual man- 
ner in the middle of the Pacific Ocean. It was perfect hoisting 
weather and the whole operation was "duck soup." The plane flew in 
to NAS Coco Solo. At 1715, “Land ho!" the new way: Pt. Mariato, 

73 miles away by radar. CACAPON reported ror duty to ComServPac, 
havin’ arrived San Pedrce. 


CURSITUCK arrived Balboa 0800 9 April and berthed at Bal- 
boa just outboard of tie oie drydock where PI ISIAND was chancing 
her propeller. Oversaw exchan:'e o> perm@nnel and material which was 
completed that night, at which time I heuled aom my burree comnand 
pennant, making a movement report to that effect, and proceeded to 
Washington, D. C., via NATS on 11 April. 


Another comment on this operatic;.. It was proved many times 
that information on ships of the croup wes lécting to this command. 
This hac to ve eitner called for or asswiptions made. A complete and 
up to date characteristic card was necessar:, and procured after some 
delay. It is su.s::ested that a card system be promulgated b; which 
individual ships send out abbreviated cards on which is depicted tne 
current military status of the ship as to her batter:, electronics, 
en ineerin:, etc. This would allow each command to have listed in 
its card index enough Imowled,:e of each ship, at all times, to plan 
and concuct operatio:.s, even wren unexpectedly throym to-ather with 
unfamiliar vessels. 
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Task Group 68.3 was composed as follows: 


Commander Task Group 08.3 
Captain Seorge J, Dufek, U.S. Navy, 59616 


U.S.S, PINE ISLAND (AV-12), Flagship 
Captain Henry Howard Caldwell, U.S. Navy, 61115 


U.SeS, CANISTEO (A0-99) 
Captain Edward K, Walker, U.S. Navy, 59561 


U.SeS,. BROWNSON (DD~868) 
Commander Harry M.S. Glmber, Jr., U.S. Navy, 70077 


Task Group 68.3, less CANISTEO, departed Norfolk, Virginia, in 
company with Task Group 68.1 on 2 December 19h6. 


The U.S.S. PINE ISLAND was equipped with the following aircraft: 


(1) Three completely winterized PBM type aircraft on after deck. 
Two airplanes were completely assembled and ready to fly, while 
one PEM, carried as a spare, had its outer wing panela removed 
for stowage in the hangar. 


PBM's were equipped with tri-aetrogon camera installations. 


Planes were stowed and equipped with two months supply 
survival equipment, as outlined in detail in U.S.S. PINE ISLAND 
Report of Operation HIGHJUMP. 


ISLAND, stationed outside the Antarctic Ice Belt, and to fly in 
to the Antarctic Continent to discover and photograph the Ant- 
arctic coastline and continent, 


The PBM's were chosen for this work rather than the PBY type, 
because of superior camera installation, greater load with long 
range capacity, and superior pilot position for take-off and 
landing. Their disadvantage lay in their size and weight, which 
made launching ina sea way with the tender rolling more than 
three degrees difficult and hazardous, 


(2) Two Helicopters. 


(a) One HO3S-1 (Sikorsky) four place helicopter with maximum 
range, 00 nautical miles; specially equipped with ZB (ARI-2) 
honing radio and ARC 1 VHF voice radio equipment; equipped as land 
plane; not winterized and not equipped with other special equip— 
ment, Stowed on forward platforn. 
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{b) One HOS-1 (Sikorsky) two place helicopter with maximo 
range, 180 nautical miley; specially equipped with ZB (ARR-2) 
homing radio equipment; equipped as land plane; not winterized 
and not equipped with other special equipment. Stowed in hangar, 


(c) The PINE ISLAND had a special platform rigged on her 
bow for landing and take-off. 


(d) The helicopters were intended for: 


(1) Ice reconnaissance which would enable the tender to 
enter sheltered waters for launching PBM's. 


(2) Effecting landings on otherwise inaccessible islands 
and land areas. 


(3) AirSea rescue. 
(3) One SOC (Float Type). 


This type plane was intended for ice reconnaissance and local 
exploration flights. It was used to advantage in the Arctic, but 
it had the disadvantage of poor navigational and radio equipment. 
Thus, her value in the Antarctic, where there are few or no knom 
land masses in the intended operating area, indicates further re- 
duction of her operational value, 


The PINE ISLAND and BROWNSON arrived Cristobal, Canal Zone, 7 
December 1946, As the PINE ISLAND could not transit the Canal with her 
PBM's aboard due te the extension of the wings over the side, she anchored 
and hoisted two airplanes over the side, These PBM's were tended by the 
Naval Air Station, Coco Solo, during the visit of the Task Force in the 
Canal Zone. 


Task Groups 68,1 and 68.3 transited the Panama Canal on 7 December, 
and then berthed on the Balboa side for a three day period of leave and 
liberty, which would be their last before they received another--more than 
three months hence. 


10 December 196 Task Groups 68.1 and 68.3 got underway for the 
Antarctic Continent. The PINE ISLAND and BROWNSON stopped to recover the 
two PBM's that had been flown over from Coco Solo, The HO3S and SOC were 
flight tested and found to be in good operating condition, as ware the 
two PBM's. 


Launching and recovery operations were ragged. Due to the rapid 


demobilization of the Navy after the war, and the short period in which to 
prepare for Operation HIGHJUMP, there were many inexperienced hands in the 
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PINE ISLAND. It was with a feeling of "Hold your hats, boys, here we 

go again", that we rejoined formation and contimued on the voyage, knowing 
full well that as in Operation NANOOK, the crew would have to be trained 
under the worst of operating conditions. There was a date to be met with 
the weather during the Antarctic summer, and we could not delay longer 
for treining under favorable conditions. 


The Oroup crossed tue Equator at Longitude 82° h7' Weat on 
December lzth, The usual ceremonies and activities had been held, re~- 
stricted somewhat by a deck load of aircraft and below deck spaces crond= 
ed with stores and equipzent. 


On tha 17th of December the CANISTEO fueled the PINE ISLAND and 
BROWNSON, then set course to join Task Group 68.1. The PINE ISLAND and 
BROWNSON set course for PETER I Island to inaugurate operations in 
accordance with Commander Task Force 68 Operation Plan No. 2-16, PINE 
ISLAND and BROWNSON were designated Task Group 68.3. 


Taak Group 68.3 crossed the h0th parel’..: at approximately 1100 
on December 20th. Instead of the anticipated ‘noaring Forties", the 
ships proceeded through sacoth seas, clear skies, and fair weather. Hov- 
ing pictures ard lectures of past Antarctic Expeditions were frequently 
held for officers and men to build up their enthusiasm to the key pitch 
necessary to conduct successfully the difficult operations ahead. Foul 
weather clothing was issudd, and demonstrations of proper method of 
dressing for inclemant weather were conducted, as well as drilis in the 
use of survival equipment, 


(Notes Hereinafter unless otherwise indicated all times will 
be local sone tins.) 


As the SOth parallel was passed, much interest was displayed in 
sighting the first icebergs. A fruit cake was offered as a prize to the 
firat man sighting one. Indicative of modern improvements in Polar ax- 
ploration, the firat iceberg was picked up by radar at a range of 0,000 
yards, This was on the 2th of December in latitude 62° h1' S., Long 
itude 99° 30' W. This was our first indication that perhaps this was 
not 4 normal ice year, as ordinarily in this area in December, bergs 
may be met as far north as 45° South, while south of the 50th parallel 
the bergs should be very numerous. 


Further, on this day PINE ISLAND fueled the BROMNSON during our 
firet snowfall. BROWNSON was then ordered to take staticn 200 miles 
west of PINE ISLAND to act as weather reporting station, emergency sea- 
drome, and to report ice conditions. During the naxt few days icebergs 
became more numerous and were gradually accepted as a part of the Antarctic 
panorama, 
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During the evening before Christois, Divine Services were held 
in the hangar deck, followed by a progre= 01 community singing. 


The Antarctic Circle was crossed at Longitude 100° 35' West at 
0500, 25 December 19,6. Continuing on course 190° True the open pack 
wae met at Lat. 66° 57' S., Long. 101° 13' W, The helicopter (HO3S-1) 
wag launched at 1400 for ice reconnaissance and landed on deck at 1200. 
It was doetervined that by moving the PINE ISLAND a few miles to the 
westward into an ice bay and in the lee of a large iceberg, launching 
of the FIM's would be feasible. Preparations were made for launching 
aircraft the morning of 26 December, 


The first PEM was launched on the morning of 26 December, The 
wind increased to 17 knots, picking up a choppy sea. One of the boats 
tending the plane bumped into the port wing tip flost, thereby ruptur- 
ing it. The plane was hoisted aboard and the wing tip float repaired. 
The weather continued unfavorable for launching, and further flight 
operations for the day were cancelled. 


The weather during 27 and 28 December continued bad with low 
ceiling and frequent snowstorus, 


On Sunday, 29 December, the weather cleared, and at 0500 
*flight quarters" were sounmted. The first aircraft was hoisted over 
the side, and juss as it was water-borne, @ snowstorm began so that 
the airplane was taken back aboard. 


The weather cleared in the late morning, and at noon No, 1 
was again hoisted over the side. At 1335 Marins-Geurge One was air- 
borne, and after flight testing, at 1435 departed for the Antarctic 
Continent on the first exploration and photographic flight. This 
flight was highly successful, the plane making initial contact with 
the coast and mountain tops first discovered by the 0.S.S. B£AR's 
airplane on 25 February 1940. The coastline was developed to the west- 
ward, and successful photographic runs sade, The plane returned ard 
landed at the ship et 2315--time of flight, 10 hours, Plane was re~ 
fueled for the next flight. 


Plane No. 2 departed from PINE ISLAND for the Antarctic 
Continent on the same day at 1633. This plane nade contact with the 
same part of the coastline as No. 1, and continued development of the 
area, This plane returned and landed at the PINE ISLAND at 0533, 30 
December, and was hoisted aboard. Time of flight was 13 hours, 


Plane Ko. 1, refueled, departed for the Antarctic Continent 
with flight crew number three and the Commanding Officer, PINE ISIAND, 
at 0300, Estimated time of flight, tan hours. This was the i11)-fated 
flight that crashed on the Xoville Mountain Range of the Antarctic 
Continent. 
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CRASHED PLANE 


On the morning of 30 December 15946, the weather began to deter- 
dorate. The list weather report from Mariner George One in flight was 
at 3012252, and is quoted, "CEILING 600 TO 1000 FEET SKY COMPLETELY 
OVERCAST OBJECTS NOT VISIBLE TWO MILFS SNOW OR SLEET 29.32 INCHES WIND 
SOUTH 12 to 16 KNOTS", 


The last radio transmission made by Mariner George One at 
3013102 was, "TRACK REPORT NUMBER SEVEN TRUE COURSE 180 GROUND SPEED 
118 KNOTS AIR SPEED 130 KNCTS DRIFT ZERO DEGREES", 


As time passed and continued efforts to get into communication 
with the plane proved unsuccessful, the concern for the safety of the 
plane increased. It was hoped that the plane's radio had completely 
failed, a remote possibility, and that the plane would return on tine, 


Finally, when the plane's estimated time in flight had expired, 
the following message was sent to the Task Force Commender: 


"PLANE NUMBER ONE CF AND VOICE CALL GEORGE ONE CAPTAIN CALDWELL 
AND FLIGHT CREW NUMBER THREE OVERDUE SINCE 301952 X ACCCRD- 
ANCE RESCUE DOCTRINE HAVE MADE PREPARATIONS FOR SEARCH AND 
RESCUE AS FOLLOWS X PLANE NUMBER TWO STANDING BY FOR FLIGHT 
SOON AS WEATHER PERMOTS X PREPARATIONS UNDERWAY TO ASSEMPLE 
SPARF. PRM BT....." 


Then came a period of watchful waiting for the weather, The 
weather was bad. Snowstorms, high winds and poor visibility. If the 
ceiling lifted to 600 feet and visibility to four miles, a plane would 
be put over the side in hopes that when it was ready to take-off the 
weather would be sufficiently good for a try at a rescue flight. 


In the meantime we tried to analyze the missing plane's situa- 
tion, and what led to it. The weather was bed in her vicinity when the 
radio was last heard. The last message had been sent ccmpletely, and 
then the radio was never heard again. The plane's position was well 
fixed at the time of last transuiszion, Lat. 71° 22' S,, Long. 99° 
30' W., which was near the Antarctic coast. Open water safe for land- 
ing in this area had been observed on the first flight, and this was 
confirmed by photographs. Also, rising from the coast were mountain 
ranges 1800 feet high with wide open spaces of neve. 


We reasoned that: 
(1) The plane encountered bad flying weather and chose to land 


in the open water along the coast and wait for the weather 
to improve, 
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(2) The plane attempted to climb up over the weather, iced 
up, Went out of control and crashed. 


(3) The plane, flying over the continent, began icing, the 
ceiling kept lowering, and the plane made a forced land- 
ing on the neve. The occupants in this event could very 
well be alive, and the radio understandably damaged be~ 
yond use. 


The first case seemed unlikely, as it would be possible to 
continue commnications. We refused to consider the second case, and 
pinned all our hopes on the third. Events later disclosed that this 
was pretty close to what happened, 


Extra survival equipment attached to cargo parachutes were 
stowed in the rescue planes. Messages of encouragement were broadcast 
hourly to the missing crew. Homing signals were sent for the first 
five minutes of every fifteen. We contimed to wait for an improve- 
ment in the weather, 


On S January, the first rescue flight went out in search of 
Mariner George One, Forty five minutes from the ship the plane was 
forced back by impossible flying weather. 


On 6 January, Mariner George Three took off for search and 
reocue of the aissing plane and succeeded in reaching the coast. The 
fog was down to the bottom on the coast and it was impossible to fly 
over land, The sea area of the search plan was covered, which had the 


advantage of eliminating the larger unlikely area from the search plan. 


During this flight of 11 hours, an area of 11,000 square miles was 
searched. It is interesting to note that this plane passed within 
fifteen miles of the crashed Mariner George One, Incidental to this 
search, one hundred more miles of unknown coastline were discovered 
and photographed. 


(Note: From Captain Caldwell's diary, "Monday 6 January (8th 
day). The sky ia down on us today. The ice and snow background merge 
into the fog and overcast without distinction, This is not flying 
weather. The breeze is from the WNW blowing the fog in from the sea 
and over us, For breakfast we had a half slice of bread covered thick 
with peanut butter. We ground the emergency radio like mad for a full 
half hour and then for thé most part just sat around and talked.") 


On the morning of 7 January, flight quarters were sounded, but 
before the first plane was waterborne, a anow bliszard set in. Flight 
operations were cancelled. 

(Note: From Captain Caldwell's diary, "Tuesday 7 Jan (9th 
day). There is no flying on such a day as this so we have very little 
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to look forward to, Such days really drag out interminably.") 


Qn 7 January, CANISTEO had rejoined from the Central Group and 
now formed a part of Task Group 68.3. BROWNSON had been called in from 
her station and CANISTSO fueled both ships. CANISTEO was then position- 
ed 200 miles west of PIN® ISIAND for weather reporting and emergency 
seadrome, HROWNSON proceeded south into the open pack about 95 miles to 
facilitate aircraft navigation and commnication, and to report weather. 


During the afternoon of the seventh, both planes were put over 
the side for test flights. Weather agsin prevented flights to the 
Continent, Flight operations secured. 


The officers and men had been working around the clock continu 
ously since the day Mariner George One was lost. It could be seen that 
they were getting jumpy and irritable. Standby status was secured and 
movies held the evening of 7 January. 


As the weather on the 8th of January (Wednesday) was nct favor 
able for flying, holiday routine was declared at 0900. At 1335 flight 
quarters were sounded and preparatione made for another search flight. 
At 1445 George Three was airborne. An hour later the plane returned, 
forced back again by bad weather, 


(Note: From Captain Caldwell's diary, “Wed 8 Jan (10th day). 
The weather is still down on us. It is completely overcast with light 
snow, The air is light from the MI and visibility is 500 yards, We 
have put in our mo 30 minutes on the emergency radio, It does our 
morale good just to hear the grinder turning. We had our usual break- 
fast of a half slice of bread covered with peanut butter, This won't 
last mich longer as we now are in our last loaf of bread. To date we 
have feasted on the plane flight rations, They are nearly used up and 
at that time we will be on pemmican alone, Not a very pleasing out- 
look. 


Kearns and Le Blanc are still improving. Kearns can move his 
right arm now and he has etarted sitting outside with the rest of us, 
Re is coming along fist. Le Blanc seems to have passed the delirious 


stage now, He has full control of his senses and is improving steadily,") 


The weather on the 9th started out favorably, and preparations 
for flight operations began at 0530. At 0900 Mariner Oeorge Two was 
airborne, but landed shortly thereafter due to bad weather, returned 
to the ship and was hoisted aboard. All during the afternoon it snow- 
ed heavily, and we wondered what sort of weather was holding in the 
area of the lost plane some 350 miles to the south of us, 


(Note: From Captain Caldwell's diary, "Thursday, 9 Jan (llth 
day). Good day today. Visibility excellent, low broken clouds--much 
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blue sky. The only mountains visible to date are off te the wert, 
It is good flying weather here; if only it could be good weather at 
the ship'e position. McCarty and I took a short walk this morning 
and now we are positive that if we get rescued it will be from this 
spot. None of us are in condition for any long hixe. 


"Le Blanc is taking 2 turn for the worse, We really could not 
endure much good weather such as this without sonething happening. 
Our spirits improve with the weather and this condition will continue 
until it is proved that good weathar here will bring no AID. The wind 
has picked up to 15-18 knots from the west and we have the emergency 
radio antenna kite flying. I just finished 30 mimutes on the grinder. 
Our best weather is in the morning. It clouds over and turns definitely 
much colder after 1700,") 


On the morning of 10 January, hoping to break the jinx of this 
damnable weather, the PINE ISLAND was moved to the westward, to position 
Lat. 66° 30' S., Long, 104° 30° W. In the late afternoon the helicopter 
was launched for ice reconnaissance, This flight made it possible to 
position the ship for launching PBM's. It also determined that this was 
as far south as it was possible to get the PINE ISLAND at this time be- 
cause of the pack ice, Weather to the south was unfavorable for flight 
operations, 


(Nota: From Captain Caldwell's diary, "Friday 10 Jan, (12th day). 
What a day! I was the first one up and didn't say a word when asked the 
state of the weather, It was completely overcast, almost; off to the 
south horizon I saw a very thin rift of blue, I kept watching this blue, 
ealled all the others, and within two hours the SE wind had driven off 
all the clouds and we had CAVU. 


"For breakfast we used our last bit of bread with peanut butter, 
We used the emergency radio and tapped out signals, Found and worked on 
the putt-putt but without success. Tried to rig a redio receiver with 
the emergency radio transmitter, but also without success. 


"The five of us spent most of the day around our hull opening 
hangout just enthusing all over about our good prospects and the perfect 
weather. 


"Robbins and Warr took a hike south and the result was additional 
information that pointed to our being on tne north end of Fletcher Islani, 


"Supper--we had our usual stew but with beets rather than with 
beans tonight. Everyone ate heartily and between 7 and 8 turned in with 
the highest spirits to date.") 


Early tworning of 12 January brought fair weather, No time was 
lost in launching Mariner George Two, and she was airborne at 0641. 
Wariner Seorge Two with F.P.C. Lt.(jg) J. L. Ball, USN, departed PINE 
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ISLAND on search and rescue mission at 0700, This was the first flight 
in the last five days not to be turned back by bad weather, Upon 
reaching the coast the plane was to take up the search plan as left off 
by Mariner George Three. 


At 1116 the following message was reccived from Mariner Seorge 
Two: 


MYARINEH GPORGE ONE BURNT WRECKAGE AND ALIVE MEN AT 71-03 
SOUTH ¥8-L7 WFST", 


then a few minutes later: "FIVE MR ALIVE BY OUR COUNT." 


This was followed by: "LOPEZ HENDERSIN WILLIAMS DEAD. SIX 
OTHER MEN ALIVE AND ON FEET. PIANE DISINTEGRATED AND BURVED.* 
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Mariner George Two then reported that the survivors were ten ss 
miles south of the coast and that along the coast thore was sufficient bem 
open water to land and tace off a PEM, Exergency survival gear was Ln 
parachuted to the survivors. The trail from the crash to open water 
was marked, and additional survival gear dropped along this trail, The . 
survivors were instructed to follow the trail to the coast. 

Immediately upon receipt of the sighting despatch preparations ~\ 
were made to launch Mariner George Three, Mariner George Three with -, 
P.P.C, Lt. Comir. John D, Howell, USN, was airborne at 1357 and departed 
for the acene of the crashed plane, rm 
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George Two due to low gas supply departed from the area of the 
survivors at 1620, and at 1750 George Three reported it had sighted the 
survivors, was dropping supplies and ngain maricing the trail to the coast. 
The survivors had progressed about one quarter of the distance fron the 
crash to opan water on the coast. George Three requested permission to 
land in the area of the open water near the coastline, which was granted. 


At 1835 George Two was over the ship, landed, and was hoisted 
aboard. The flight crew was interviewed and fromthe information gained, 
the following despatches were sent to Commander Task Force 68: 


“MARINER GEORGE ONE FIRST SIGHTED BY LONG W.A. CPHM MONROE 
NCAROLINA ON THIRD LEQ OF SEARCH X SIX MEN WERE FIRST SIGHTED 
STANDINGS AROUND FIRE WAVING FLAGS AND RUBBER LIFE RAFT X ON 
STED WING TOP 7AS PAINTED IN YELLOW WUOTE LOPEZ HENDERSIN 
WILLIAMS DEAD W:QUOTZ X SURVIVORS WERE INFORMED WATER FOR SEA-~ 
PLANE LANDING FIGHT MILES NORTH AND PLANE WOULD MARK THE TRAIL 
AND IF MESSAGE UNDERSTOOD TO JOIN HANDS X MEN JOINED HANDS 
DANCED AND STOOD ON THEIR HEADS TO INDICATE THEY UNDERSTOOD X 
OPINION OF PLANE CREW NO APPARENT SERIOUS INJURY TO SURVIVCRS 
ALTHOUGH ON TREK TO COAST FIVE MEN WALKED AND ONE RODE ON SLED I 


Annex I-(c) -~9- 


RESTRICTED 


WHEN MARINER GEORGE THO DEPARTED AT 1122202 SURVIVORS HAD 
MADE ONE QUARTER DISTANCE TO COAST BT.....1201352 


"NORE ON GEORGE TWO BRIEFING X GEORGE ONE CRASHED AND BURNED 
PARTIALLY X PORT ENGINE 15 FT AHEAD FUSELAGE X STBD ENGINE 
IN SNOW AHEAD OF PLANE X WINGS OFF X FUSELAGE BROKEN IN TWO 
NEAR FAD BONK ROOM X FUSELAGE 60 PERCENT BURNED AMIDSHIPS X 
TAIL SECTION CRUMPLED X WING TIP FLOATS AND STRUTS SCATTERED 
OVER RADIUS 150 YDS X SURVIVORS APPARENTLY LIVING IN FWD 
COMPT OF FUSELAGE USING PARACHUTE SILK FOR ADDITIONAL TENT- 
AGE X APPEARANCE OF SLED AND PAINTS INDICATES FOOD WAS SALV- 
AGED X MANY OBLIQUE PHOTOGRAPHS TAKEN UNDER EXCZLLENT CONDIT- 
IONS X RADIOWEN BELIEVE NO RADIO ENUIPMENT SALVAGED THAT COUID 
BE UTILIZED TO TRANSMIT OR RECEIVE MESSAGES BT.....1201U92 


“THIS IS LAST OF GEORGE TWO BRIEFING X GHORGE ONE CRASHED ON 
BARRIER OF RIGHTS PENINSULA AT ALTITUDE OF 1000 FEET ON APPROX 
COURSE 130 TRUE MOUNTAIN TOPS SIGHTED ABOUT 25 MILES SOUTH OF 
CRASH X CRASHED PLANE WAS VERY DIFFICULT TO SEE AND SIGHT 
WAS GREATLY ENHANCED BY SMOKE OF SURVIVORS FIRE BT....1202042" 


At 1920 George Three reported she was on the water, and Lt, Comdr. 
Howell and PHO R. R. Conger were rowing toward the ice barrier in a 
rubber raft with sled, survival equipment, and food. Upon landing the 
survivors were sighted four miles away. The parties met, and then made 
their way with great difficulty over rugged terrain to the coast follow 
ing the tracks left by the rescuers. In the meantine a heavy fog set 
in, lasting throughout the night, rendering it impossible to embark in 
the plane, Weather at the PINE ISLAND contimed excellent, 


Early the morning of 12 January the weather cleared along the 
Ice Barrier. All were exbarked in tne plane and at 0819 the plane took 
off and headed for the PINE ISLAND. At 1035 George Three landed and at 
1120 was hoisted aboard, Medical aid was administored to those needing 
immediate attention, Those suffering minor injuries were interviewed, 
and beg gata of their story was contained in the following despatch 
to CTF 68: 


“THIS PART ONE OF CAPTAIN CALDWELL AND FLIGHT CREW NUMBER THREE 
BRIEFING X LAST WEATHER REPORT FROM MARIWER GEORGE ONE IE 
FLIGHT AT 3012252 QUOTE CEILING 500 70 1000 FEET SKY COMPLETELY 
OVENCAST OBJECTS NOT VISIBLE TWO MILES SNOW OR SLEET 29.32 
INCHES WIND SOUTH 11 TO 16 XNOTS UNQUOTE IAST RADIO MESSAGE 
RECEIVED FROM MARINER GEORGE ONE AT 3013102 QUOTE TRACK REPORT 
NUMBER SEVEN TRUE COURSE 180 GROUND SPEED 118 KNOTS AIR SPEED 
130 ZERO DEGREES DRIFT X ETA MARINER GEORGE THRER 1216152 Br" 


"IMMEDIATELY UPON DISEMBARKING FROM RESCUE PLANE EACH SURVIVOR 
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WILL BE WET WITH A WRITER AND DISPATCH PAD AND AFFORDED 
OPPORTUNITY TO SEX MESSASE TO HIS FAMILY BT" 


"THIS IS PART THREE X DRAWING OUT INFORMATION PIECEMFAL X 
WILL SEND SOMETHING SOON" 


"THIS IS PART FOUK X REPORT OF EVENTS LEADING TO CRASH X LTJG 
KFARNS AT OONTROLS STATED X IMMEDIATELY AFTER NUMBER SEVEN 
TRACK REPORT CAPE DART SIGHTED ONE POINT ON PORT BOW DISTANCE 
ABOUT TWELVE MIZES X RADAR UNRELIABLE X AFTER SIGHTING LAND 
CHANGED COURSE FROM 180 TO 160 X ALTITUDE PLANE INCREASED 
FROM 600 TO 1000 FEET X AT THIS POINT SIGHTED LAND DEAD AHEAD 
AND ON STED BOW WITd CEILING DOWN ON MCUNTAIN TOPS X FLYING 


IN NUMEROUS SNOW SQLALLS X TO AVOID FLYING INTO MOUNTALNS CHANGED 


COURSE TO 090 X ON HEADING EAST NO DISTINGUISHAPLE HORIZON X 
SNOW BLENDED UP INTO OVERCAST X MORE FOLLOWS" 


"THIS I§ PART FIVE X ON COURSE 090 IT APPEARED AS THOUGH FLANE 
WERE FLYING INTO CLOUDS X PLANE WAS PUT INTO A SHALLOW LEFT 
TURN AND SUDDENLY STRUCK A SNOW RIDGE X PLANE BOUNCED IN AIR 
AND FULL POWER WAS APPLIED TO ENGINES X PLANE WAS THEN FLYING 
AND UNDER CONTROL X PLANE MAS PUT INTO A FURTHER LEFT TURN TO 
SET COURSE FOR PINE ISIAND WHEN SUDDENLY PLANE EXPLODED IN AIR 
X TINE ELFMENT BETWEEN STRIXING RIDGE AND EXPLOSION ABOUT THREE 
SECONDS X BELIEVE FRICTION OF BOTTOM OF HULL TANK IONITED GAS- 
OLINE IN HULL TANK X PLANE DISINTEGRATED IN THE AIR AS FOLLORS 
X ABLE X BOTH WINGS CONNECTED TOGETHER WERE SEPARATED FROM THE 
FUSELAGE IN THE AIR FOLLOWING THE EXPLOSION OF THE HULL TANKS X 
BAKER X FUSELAGE WAS BLOWN APART IN THE AIR AND SEPARATED AFT 
OF APU DECK X AFTER SECTION HEADED SOUTH X FWD SECTION HEADED 
NORTH 40 FEET WEST OF AFTER SECTION X CHARLIE X WINGS STILL 
HELD TOGETHER LANDED 6&6 FEET WEST OF AFTER FUSELAGE IN A NE-SW 
DIRECTION X DOG X PORT ENGINE LANDED 16 FEET AHEAD OF AFTER 
SECTION FUSELAGE X EASY X STBD ENGINE LANDED 16 FEET WEST OF 
WINGS X WING TIP FLOATS AND STRUTS SCATTERED ABOUT WINGS X 
VARIOUS PARTS PLANE AND EQUIPMENT SCATTERED OVER AREA 100 YDS 
DIAMETER X MORE FOLLOWS BT.....1215152" 


"THIS IS PART SIX X FOX GASOLINE FIRE ABOUT FWD SECTION BURNED 
FOR ABOUT AN HOUR X WING TANKS BURNED X BOMB BAY TANKS SCORCHED 
BUT DID NOT BURN X ABOUT SiX HUNDRED GALLONS GAS IN BOMB BAY 
AVAILABLE AND LATER USED FOR COOKING BT.....1215452" 


"THIS IS PART SEVEN X REPORT OF INJURIES TO PERSONNEL X LT (JG) 
R P LEBLANC USNR CRITICAL X MINOR INJURIES TO OTHER PERSONNEL 
BT. eee 212195452" 


"THIS IS PART EIGHT X LT (JG) KEARNS COMMA MCCARTY AND WARR 
DESCRIBED POSITIONS CF “sh IN PLANE AND WHAT HAPPENED TO THEM 


Annex I-(c) -<lue- 


} 


Trrrrrrrrrvrrrrprrrprevrhe?d 22-42} 


94332 


3 


33 


99999939939 3999393939939399909993939393939939090909099933990905 


3 


RESTRICTED 


WHEN PLANE CRASHED AS FOLLOWS X ABLE X CAPTAIN CALDWELL IN 
BOW WAS THROS BACKWARD BY THE IMPACT AND THEN THROWN CLEAR 
OF PLANE X BAKER X LT (JG) LEBLANC WAS STRAPPED INTO SEAT AND 
WAS RENDERED UNCONSCIOUS BY STRIKING HFAD ACAINST THROTTLES X 
HE REMAINED IN BURNING COCKFIT UNTIL REMOVED BY LT (JG) KEARNS 
COMMA ROBBINS AND WARR X LT LEBLANCS CLOTHING WAS ON FIRE at 
THIS TIME X ENTIRE PILOTS COCKPIT IN FLAMES X LT (JG) KEARNS 
UNFASTENED LT LEBLANCS SAFETY BELT AND ROBBINS AND WARR DRAGO-~ 
ED LT LEBLANC FROM THE BURNINO PLANE X CHARLIE ¥ LT (JG) 
KEARNS IN CO-P1LOTS SEAT AND IN CONTROL OF AIRCRAFT DID NOT 
HAVE SAFETY BELT SECURED AND WAS THROWN CLEAR OF COCKPIT 
THROUGH WINDSHIELD X DOO X ROBBINS ARM2 AT HIS POSITION BY 
RADAR WAS THROWN CLEAR OF PLANE X EASY X ENS LOPEZ AT NAVIGAT- 
ORS TABLE KILLED INSTANTLY X FOX X HENDERSIN ARM AT RADIO 
PANEL KILLED INSTANTLY AND THROWN CLEAR OF PLANE X GEORGE X 
WILLIAMS AJO0. STANDING AT FLIGHT ENGINEERS PANEL WAS THROWN 
CLEAR BUT DIPD FROM MULTIPLE INJURIES APPROXIMATELY TWO KOURS 

X HOW X WARR AMMAC2 WAS AT THE FLIGHT ENOINEERS CONTROL 
PANE! COMMA SAFETY BELT NOT SECURED AND WAS THROWN CLEAR OF 

X ITEM X MCCARTY CPHOM AT HIS STATION IN TUNNEL OF PLANE 
WAS RENDERED SEMI CONSCIOUS BUT "ECOVERED SUFFICIENTLY TO DRAG 
HIMSELF FROM TUNNEL TO THE WAIST COMPARTMENT AFTER CRASH X 
BRIEFING HAS JUST DISCLOSED THAT TOP OF FORRARD FUSELAGE 
SECTION WAS BLOWN OFF RT.....121545Z" 


“THIS IS PART NINE X GEAR LEFT AFTER CRASH X CAPTAIN CALDWELL 
STATED THAT EVERY PART OF THE AIRCRAFT AND EVERYTHING IN IT 
WAS UTILIZED DURING THEIR DAILY EXISTENCE ON THE ANTARCTIC 

CONTINENT X CAPTAIN CALDWELL CARRIED THE NARRATIVE ASSISTED 


TUNNEL SECTION OF THE AFTER FUSELAGE SECTION X THIS WAS THE 
ONLY PROTECTED COMPARTMENT AT THE TIE X ALL MEN WERE INJURED 
OR SUFFERING FROM SHOCK X ALL THAT THE MEN WANTED WAS TO SLEEP 


B 
¥, 
& 


x 
PRRIGD X PASSAGE OF TIME WAS NOT REALIZED X CORRECT TIVE AND 
DATE WAS LATER DETERMINED BY EIGHT DAY CLOCK ON PILOTS INST}U- 
MENT PANEL X ABOUT 312100Z ROBBINS STARTED MOVING AROUND AND 
AROUSED WARR X THE THO MEN HEADED FOR THE OALLEY IN THE FOR- 
WARD SECTION OF THE FUSELAGE LOOKING FOR SOMETHING TO “AT X 
FIRST FOOD FOUND WAS SOME CANNED WOODS X CAN CONTAINING 
APRICOTS THAT WERE NOT FROZEN WAS OPENED AND TAKEN TO TUNNFL 
SECTION AND SHARED WITH ALL REMAINING SURVIVORS X EACH MAN 
HAD 2 AND 4 APRICOTS X NOTHING ELSE WAS FATEN THAT DAY OR 
NIGHT X AT THIS TIME CAPTAIN CALDWELL ESTABLISHED RATION 2 
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MPALS A DAY X ALL HANDS RESTED AND SLEPT THAT NIGHT UNTIL 
FOLLOWING MORNING WHICH WAS NEW YEARS DAY X ON NEW YEARS DAY 
EVERYONE EXCEPT LT (JG) LEBLANC AND KEARNS AND 

UP AND MOVED ABOUT X EACH MAN HAD A CUP OF HOT SPINACH SOUP X 
NEW YEARS DAY SUPPER CONSISTED OF 1 CUP HOT CHICKEN SOUP 1 
SLICE RREAD AND PEANUT BUTTER PER MAN X MEN CONTINUED ON RE- 
DUCED RATIONS X FIRST FIVE DAYS WERE PASSED JUST RESTING SLEEP- 
ING EATING AND SEARCHING FOR MORE FOCD THAT WAS SCATTERED 
THROUGHOUT THE AREA AND TAKING INVENTORY OF SURVIVAL GEAR X 90 
PERCENT OF THE FOOD INITIALLY ABOARD WAS FOUND AND ALL USABLE 
X DURING THO WEEXS MEN SUBSISTED ENTIRELY ON CANNED GOODS 
FRESH MEATS AND BREAD THAT WERE CARRIED IN THE PLANE X 180 LBS 
PEMMICAN AND 350 CANS LIFE RAFT RATIONS WERE HELD IN RESERVE 
AND USED ONLY EXPERIMENTALLY X MEN LIKED PEMMICAN WHEN MIXED 
AS A HOT SOUP X MEATS POTATOES AND PEMMICAN WERE COOKED AS A 
STEW AND PRONOUNCED EXCELLENT X EVERYTHING IN LIFE RAFT RATIONS 
WAS LIKED X CICARETTES AND CANDY IN PERSONAL BAGS CONSIDERED 

A TREAT X ON THE SIXTH DAY (COUNTING 30 DEC FIRST DAY) TWO 2 
MAN TENTS WERE ERECTED BETWEEN THE TWO SECTIONS OF THE FUSE- 
LAGS X ROBBINS AND WARR SHARED ONE TENT X CAPTAIN CALDWELL 
AND MCCARTY SHARED THE OTHER X LT KEARNS AND LT LEBLANC CON- 
TINUED LIVING IN THE TUNNEL COMQM& KEARNS ADMINISTERED TO THE 
NEEDS OF LT LEBLANC WHO WAS NOT ABLE TO GET ABOUT X CONTINUED 
IN PART TEN BT.....L215452" 


‘THIS IS PART TEN X THE DEAD WERE BURIED UNDER THE SOUTH EDGE 
OF THE WINGO ON THE SEVENTH DAY CMA AND AN AMERICA! FLAG WAS 
ERECTED TO HONOR THEM X APPROPRIATE CEREMONIES LED BY CAPTAIN 
CALDWELL WERE HELD WITH ALL SURVIVORS PRESENT X PARA X WATER 
WAS OBTAINED BY MELTING ICE WHICH HAD FORMED ALONG THE FUSE~ 
LAGE X ICE WAS UELTED WHEN MEALS WERE COOKED X CANS OF SHOW 
IN TENTS MELTED INTO WATER DURING THE DAY X EFFICIENCY oF 
MELTING SNOW MUCH LESS THAN MELTING ICE X NO ONE SUFFERED FOR 
LACK OF WATER OR FOOD BT...2.221545Z" 


"THIS IS PART ELEVEN X THIS PART ON COMMUNICATIONS X THE 
GIBSON GIRL RADIO WAS PUT IN OPERATION WITHIN ONE HOUR AFTER 
THE CRASH BY ROBBINS ARM2 ASSISTED BY CAPTAIN CALDWELL X THE 
ANTENNA WAS ERECTED BY USING THE BOX KITB A PART OF THE RADIO 
ASSEMBLY X THIS KITE WAS BLOWN AWAY DURING THE FIRST NICHT BY 
HIGH WINDS CMA IT HAVING BEEN LEFT FLYING LARGELY DUE TO THE 
INABILITY OF TH® MEN TO HAUL THE KITE IN X A NEW ANTENNA WAS 
FASHIONED AND ERECTED BY ROBBINS AND STRETCHED BETWEEN THE 
VERTICAL STABLIZER OF THE EMPENNAGE SECTION OF THE IFF STAB 
ANTENNA ON THE STARBOARD WIND AND OPERATION OF THE GIBSON GIRL 
CONTINUED X CAPTAIN CALDWELL REPEATEDLY OPERATED THE RADIO FOR 
MORE THAN ONE HALF HOUR SEVERAL TIMES X TWO RAX TYPE RADIO 
RECEIVERS WERE LOCATED IN THE CRASH AREA X ROBBINS CMA BY 
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CANNABALIZING ONE OF THE TWO RECEIVERS CWA SUCCEEDED IN 
PLACLHG THE OTHER IN AN OPERATING CONDITION BUT DUB TO IN- 
SUFFICIENT VOLTAGE FROM THE AIRCRAFT STORAGE BATTERIES THIS 
PROJECT WAS DOOMED AT LEAST FOR THE PRESENT X WHEN THE MEN 
WERE LOCATED CMA ROBBINS AND WARR HAD FOUND A QUANTITY OF 
FLASH LIGHT BATTERIES AND WERE PREPARING TO ADD THESE TO THE 
STORAGS BATTERIES IN ORDER TO GET THE ONE RECEIVER ON THE AIR 
X ALL OTHER RADIO AND RADAR EQUIPMENT WAS ENTIRELY DESTROYED 
X THE AUXILIARY POWER UNIT WAS DAVAGED TO THE EXTENT THAT IN 
SPITE OF THE BEST EFFORTS OF ROBBINS AND WARR IT COULD NOT 
BE USED X NO COMMUNICATIONS OTHER THAW VISUAL WERE EVER 
ESTABLISHED ZX VISUAL SIGNALS WENE SENT FROM PLANE TO SURVIVORS 
BY ALDIS LAMP WITH WHITS LICHT WHICH WAS EFFICIENT X ALDIS 
LAMP WITH LIGAT WAS INEFFICIENT X DROPPING MESSAGES WAS 
EFFICIENT X BLIWKER CJN WITH SUN REFLECTOR WAS NOT USED BY 
SURVIVORS PROBABLY DUB TO EXCITEMENT AND REDUCED MENTAL AND 
PHYSICAL CAPABILITIES X COMMUNICATIONS WERE ESTABLISHED BY 
PLANE SBNDING A MESSAGE REQUESTING AN ANSWER YES OR NO BY 
ACTIONS TO BE PERFORMED BY SURVIVORS X RADAR REFLECTORS WERE 
GENBROUSLY LAID OUT AND THESE COUPLED WITH SURFACE OF PLANE 
GAVE HIGH ROPES OF BEING PICKED UP BY PLANE AT SEVENTY MILES 
X THE HIGH HOPES WER® GOOD FOR MORALE BUT FACT REMAINS THAT 
WITH BACKGROUND OF SNOW AND LAND ANY INDICATION OF RETURN 
PROBABLY WOULD BE NEGLIGIBLE, ATTENTION OF RESCUE PLANE WAS 


EFFICIENT PILLAR OF BLACK SMOKE CMA THAT WITH NO WIND CONDITION 
CMA REACHED A HEIGHT OF 300 FEST X LT(JG) BALL CMA PILOT OF 
RESCUR PLANE WHICH FIRST SIGHTED MISSING PLANB CMA STATED PLANE 
WOULD HOT HAVE BEEN SIGHTED ON THAT SFARCH IF SMOKE SIGNAL HAD 
NOT BEEN MADE BT.....1215452" 


"PART TWELVE X PREPARED BY MEDICAL DEPARTMENT X ABLE X WHEN 
PLANS CRASHED NO MEDICAL SUPPLIES COULD BE FOUND AT THE TOE 

X SEVEN DAYS LATER SULFADIAZINE TABLETS AND SULFANILAMIDE 
CRYSTALS WERE FOUHD X LTJG LEBLANC WAS THEN GIVEN ONE SULFA- 
DIAZIHE TABLET EVERY FOUR HOURS FOR THE REMAINING TOME X 
MCCARTY AND WARR WEHE TREATED BY PUTTING SULFANILAMIDE CRYSTALS 
ON THEIR LACERATIONS X BAKER X THERS WAS NO SEVERE LOSS OF 
BLOOD FROM LACERATIONS AS BLOOD COAGULATED RAPIDLY iN LOW 
TEMPERATURES X CHARLIE X ENOUGH FOOD WAS AVAIIASLE TO AFFORD 


X EASY X THE MAJOR PART OF THE MEDICAL SUPPLIES WEHE DESTROYED 
I8 THE FIRE X THE NORMAL AMOUNT OF MEDICAL SUPPLIES AND EQUIP- 
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VENT CARRIED IN THE PLANES ARE CONSIDERED ADEQUATE BT" 


"THIS IS PART THIRTEEN X NARRATIVE AND MORALE BY LIEUT EVERETT 

J LE COMPTE (CHC) FORMERLY PASTOR OF CENTRAL PRESBYTERIAN 
CHURCH JOLIET ILLINOIS X DIARIES OF THE DAYS PASSED ON THE ICE 
WERE KEPT BY CAPTAIN CALDWELL AND BY CPHOM OWEN MCCARTY X PAPA 

X AFTER THE SHOCK OF THE CRASH WHICH LEFT ALL DAZED FOR FROM 
THIRTY SIX TO FORTY EIGHT HOURS THEY BEGAN TO TAKE STOCK OF 
THEIR SITUATION X MUCiI OF THEIR TIME 4T FIRST WAS PASSED SLEEP- 
ING OR JUST SITTING X ROBBINS HAS THE FIRST TO BECOME ACTIVE 

AND LATER WAS HELPED BY WARR WHO RECOVERED NEXT X ROBSINS BE- 
CAN TO RUMMAG AROUND THE WRECKAGE FOR FOOD X THE PLANE HAD 
DISINTEGRATED TO SUCH AN EXTENT THAT MOST OF THE FOOD SUPPLY 

HAD FORTUNATELY BEEN THROWN CLEAR OF THE PLANE BEFORE IT BURST 
INTO FLAMES X BY ABOUT TWO OCLOCK ON DECEMBER 31ST HE HAD 

FOUND CANS OF APRICOTS WHICH HE SERVED ALL HANDS X ON NEW YEARS 
EVE HE SERVED EACH MAN A CUP OF HOT SPINACH SOUP WHICH WAS THEIR 
FIRST HOT MEAL X AFTER FATING ALL SEEMPD TO FEEL BETTER AND 
THEIR SPIRITS BEGAN TO PISE X HOWEVER KEARNS LEBLANC AND MCCARTY 
WERE NOT ABLE TO GET UP X PARA X FOR THREE DAYS PARTLY BECAUSE 
OF BAD WEATHER AND PARTLY BECAUSE OF SHOCK THEY STAYED IN THE 
TUNNEL WHERE ALL EXCEPT KEARNS AND LEBLANC WHO HAD SLEEPING 

BAGS SHIVERED WITd THE COLD X GRADUALLY SLEEPING BAGS WERE RE- 
TRIEVED FOR THE OTHERS PARA X AS THE DAYS WENT BY THE NECESSARY 
WORK PROVIDED ANY WHO COULD GET ABOUT WITH ALL THE EXERCISE 
THEY DESIRED X SOON IT BECAME NECESSARY TO PROVIDE SOME FORM 

OF DIVERSION FOR THE LONG HOURS OF WAKEFUL WAITING X THIS WAS 
NOT EASY X THERE WERE NO BOOKS NO RADIO NO CARDS NO GAMES X 
PASTIMES HAD TO BE INVENTED X CHECKERS WERE MADE OUT OF CANDY 
CHARMS FOR WHITE MEN AND MALT DISCS FOR BLACK NEN X WHEN THIS 
PROVED TO BE ONESIDED CAPTAIN CALDWELL AND KARR TAUGHT THE OTHERS 
HOW TO PLAY SALVO AND MANY KOURS WERE WHILED AWAY IN AN ENJOYABLE 
WANNER X PARA X LOST OF THE MEN CONFESSED THAT DOWN DERP IN THEIR 
HEARTS THEY CONSIDERED THEIR SITUATION QUITS HOPELESS BUT THAT 
CAPTAIN CALDWELL HELD UP THEIR SPIRITS X PARA X THE INSTANTANEOUS 
DEATHS OF ENSIGN LOPEZ HENDERSIN ARM AND THE DEATH ABOUT TWO 
AND A HALF HOURS AFTER THE CRASH OF WILLIAMS AMO TOOETHER WITH 
THEIR BUMPS AND BRUISES CONTRIBUTED TO THEIR LOW SPIRITS X THE 
SITUATION WAS BETTERED SOMENHAT ON SUNDAY WHEN THEY WERE ABLE TO 
DIG A GRAVE IN THE ICE IN WHICY THEY BURIED THEIR DEAD AND PLANT- 
ED A FLAS APTER SRIEP FUNERAL SERVICES X PARA X THE SEARCH FOR 
FOOD BECAME A HOBBY ALTHOUGH AT FIRST THE MEN COULD NOT SPEND 
OVER A HALF HOUR AT A TIME OUTSIDE THEIR CRAMPED SHELTER IN THE 
AFTER SECTION OF THE PLANE X ITEMS OF FOOD WEHE STILL FOUND UP 
TO THE DAY BEFCRE THEY WERE SISHTED X PARA X I? WAS DECIDED THAT 
THEIR MEALS WOULD BE TWO A DAY COMMA BREAKFAST AT EGHT CCLOCK 
AND DINNER AT SIX OCLOCK APTERWHICH ALL WOULD TURN IN X PARA X 
THEY IMPROVED THEIR SITUATION FURTHER BY SETTING UP TWO TENTS 
NEAR THE PLANE CCMMA ONE FOR CAPTAIN CALDWELL AND MCCARTY THE 
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OTHER FOR ROBBINS AND WARR X KEARNS REMAINED IN THE PLANE 

AHD IN SPITE OF A BROKEN ARM AND OTHER INJURIES LOOKED AFTER 
THE BADLY BURNED LEBLANC X PARA X ALL REALIZED THAT THERE WAS 
NO HOPE OF RESCUE AS LONG AS THE WEATHER CONTINUED BAD X THE 
FIRST THURSDAY COMMA FRIDAY AND SATURDAY WERE BEAUTIFUL DAYS 
IN WEATHER OVER THE AREA WHERE THE PLANE CRASHED AND THEIR 
PRAYERS WERE THAT IT WOULD MOVE OUT TO SFA WHERE THE PINE 
ISLAND WAS WAITING BEYOND THE ICE FLOES X DESPITE THE FACT 
THAT THE WEATHER CONTINUED BAD OVER THE SHIP THEY NEVER GAVE 
UP HOPE THAT A RESCUE PLANE WOUID BE SENT X PARA X CaPTAIN 
CALDWELL SEEMED NEVER TO SLEEP BUT ALMAYS HAD A’! EAR COCKED 
LISTENING FOR THE FIRST SOUND OF A PLANE X YET WHEN THE 
RESCUE PLANE DID FLY ALMOST OVER THEM THEY WERE ALL INSIDE X 
THEY RUSHED OUT ONLY TO FIND IT DISAPPEARING FAST WITH NO 
SIGN OF RECOGNITION X THERE WAS GREAT GLOOM IN THR CAMP BECAUSE 
THEY HAD BEEN VERY CONFIDENT THEY COULD BF BASILY SPOTTED AND 
NOW THEIR HOPES FELL X THEY WERE REASSURED BY CAPTAIN CALDWELL 
THAT THE PLANE WOULD BE BACK AND DURING THE HOURS THEY WAITED 
THEY MADE READY A SMOKE SIGNAL USING A RUBBER RAFT “HICH THEY 
SATURATED WITH GASOLINE AND LIGHTED WHEN THE PLANE RETURNED X 
* ANXIOUSLY THEY WATCHED WHILE TiY WAVED ANYTHING THEY COULD 
FIND X ALMOST DMOEDIATELY THEY SAW THE PLANE TURN AND HEAD 
STRAIGHT FOR THEM X IN THEIR JOY THEY DANCED AND CHEERED X 
PARA X NOW ALL ANKIETY LEFT THEM AND WITH THE KNOWLEDGE THAT 
THEY HAD BEEN SIGHTED AFTER 13 DAYS ALL CARE LEFT THEM AND 
THEY KNEW THEY COULD WAIT ANOTHER THIRTY DAYS IP NECESSARY 
WERE IT NUT FOR THE INJURED LEBLANC X PARA X THEY HAD NOT 
KNOWN THE PRESENCE OF CLEAR WATER ABOUT TEN MILES NORTH OF 
THEM X WHEN THE PLANE ASKED THEM IF THEY COULD MA 

NEY NOPTH THEY HELD A CONFERENCE AND ANSWERED) YES BY FORMING 

A CIRCLE AND JOLNING HANDS ALTHOUGH KEARNS HAD ONLY HRSW ABLE 
TO LEAVE HIS SHELTER THE DAY BEFORE X PARA X LEBLANC WAS PLACED 
ON THE SLED ALONG WITH CONSIDERABLE STORES AND EQUIPMENT FOR 
THEY WANTED TO INSURE AGAINST MISEAP ALONG THE JOURNEY OVER 
UNKNOWN TERRAIN X DRAGGING THE HEAVY SLED AND HAMPERED WITH 
ROUGH GOING THROUGH THREE FOOT DRIFTS AND CREVASSES TWO TO THREE 
FEET WIDE THEY PRESSED NORTHWARD X MANY TIMES THEY WERE FORCED 
TO TURN BACK SY IMPASSABLE BREAKS AND CLIFFS BEFORE THEY QUOTE 
MIRACULOUSLY UNQUOTE AS CAPTAIN CALDWELL SAID COMMA FOUND A WAY 
DOWN TO THE LOWER ICE SHELF X PARA X NOW WITH THE GOAL ALMOST 
IN SIGHT A HEAVY FOG SET IN AND THEIR HOPES FELL AGAIN OF EVER 
BEING ABLE TO FIND THE PATH LAID OUT BY THE PLANS WITH MARKER 
FLAGS X PARA X IT WAS AT THIS POINT THEY WERE SPOTTED BY LT 
COMDR HOWELL AND PHOM1 CONGER WHO HAD LEFT THE PLANE BY RAFT 
COMMA LANDED ON THE SHELF ICE AND WERE ADVANCING TOWARD THEM 

X THEY HEARD THE SHOUT OF GREETING BY THESE ANTARCTIC LIVINSSTONS 
AND PRESENTLY SAW THEM STANDIN3 A LITTLE WAY OFF AS THEY THOUGHT 
X IT HADNT OCCURRED TO THEM HOW FAR SOUND TRAVELS OVER THE QUIET 
ICE WASTES X THEIR JOY CAVE WAY TO GRUMBLIIG QUOTE THATS RIGHT 
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MAKE YOURSELVES COMFORTABLE AND WAIT FOR US UNQUOTE X THE 
SURVIVORS WERE ALL SET TO GIVE THEIR RESCUERS A GOOD RAWLING 
OUT BUT FOUND WHEN THEY REACHED THEM THEY HAD BEEN MOVING ALL 
THE WHITE X BY NOW THE FOG WAS SO THICK THEY WOULD LIKELY 
HAVE BEEN UNABLE TO GO ANY FURTHER HAD IT NOT BEEN FOR THE 
TRACKS LEFT BY THE SLED HOWELL AND CONGER HAD PULLED BEHIND 
THEM X PARA X AS SOON AS THE FOC LIFTED ENOUGH THEY STEPPED 
INTO THE RAFT AND SOON WERE ON THE PLANE X ON THE 
WAY DOWN SOMF OF THEM HAD PEEN WORRIED ABOUT HOW THE EDGE CP 
THE ICE MIGHT BE AND IF THEY WOULD HAVE TO SLOSH THROUGH MUSHY 
ICE X WHEN BACK ON THE SHIP THEY STILL MARVELLED THAT THEY HAD 
GOTTEN OFF WITHOUT GETTING A FOOT WET X PARA X QUOTE TO BE 
SIGHTED FINALLY WAS GOOD ENOUGH BUT TO BE RESCUED AND BACK ON 
THE SHIP THE NEXT DAY SEEMS ALMOST TOO MUCH TO BEAR UNQUOTE 
MCCARTY REMARKED AND WHILE HZ WAS EATING FRENCH FRIES AND 


md 


QUOTE CAPTAIN CALDWELL PROMISPD ME ALJ, THIS WHEN WE GOT 
BUT I NEVER THOUGHT WE WOULD BE FATING IT 30 @ 
I LONGED FOR SOKE GOOD ICP CREAM WHILE WE WERE ON THAT ICE UN- 
QUOTE X PARA X LEBLANC TOLD THE CHAPLAIN AFTER THE SHIPS 
DOCTOR HAD MADE HIM COMFORTABLE QUOTE CHAPIAIN DURING THIS 
EXPERIENCE IVE MET THE FINEST MAN IVE BVER KNOWN COLA CAPTAIN 
CALDWELL UNQUOTE X THEY ALL REFERRED TO HIM AS THE IRON MAN 
AND MOST WONDERFUL LEADER X PARA X THEY HAD THEIR LITTLE JOKE 
AT THE CAPTAINS EXPENSE X WHEN THEY STOPPED TO FAT FOOD WHICH 
HAD BEEN DROPPED BY THE PLANE TWO AND ONE HALF HOURS OUT ON 
THEIR TEN HOUR MARCH COMMA THE CAPTAIn o.TD Q 
GORGE YOURSELVES UNQUOTE AND THEN ATE A AHOLE CAN OF SPAM HI 
SELF X PARA X AND KEARKS WHO IN SPITE CF HIS BROKEN ARM AND 
BRUISED SKOULDER AND SIDE RUSHED BACK TO THE PLANE TO RELEASE 
LEBLANCS SAFETY BELT THUS WAKING HIS RESCUE POSSIBLE SAID Cr 
ROBBINS AND WARR QUOTE I CANT SAY ENOUGH FOR THEIR COURAGE X 
THEIR SPIRIT AND INGENUITY WERE AMAZING UNQUOTE X PARA X ANOTHER 
SAID QUOTE WHAT WOULD WE HAVE 
HAVE DROPPED IT X JUST LET IT 
ULD 


: 
4 
i 
: 
3 
F 
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A CAMERA WOULD HAVE BEEN NO HELP X THE SAME WAS TRUE OF A LOT 
OF THINGS YOU DROPPED X WE DO APPRECIATE YOUR THOUCGHTFULNESS 
COMMA HOWEVER UNQUOTE X PARA X THE CONVERSATION THEN RETURNED 
TO CAPTAIN CALDWELL AGAIN AND HE SAID QUOTE IT WAS QUITE A 
WHILE BEFORE CAPTAIN CALDWELL RECOVERED HIS DIGNITY X YOU SEZ 
COMMA HE LOST HIS TROUSERS AND UNDERVEAR WHEN WE CRASEED COMMA 
TORN OFF HIK X IT WAS TWO OR THREE DAYS BEFORE HE FOUND SOME 
UNDERSIZED REPLACEMENTS IN THE WRECKAGE X OH COMMA YES COMMA 
WE WERE ALWAYS HAVING OUR JOKES X AFTER FOUR OR FIVE DAYS SOME~ 
EODY FOUND A MIRROR AND WE ALL SAW OURSELVES FOR THE FIRST TIME 
X THAT DAY WE DECIDED 10 GROW PEARDS COMMA WE HAD NO RAZORS AlY- 
WAY UNQUOTE X PARA X WARR SAID QUOTF WHEN I SAW THE PINE ISLAND 
IT WAS ONE OF THE MOST BEAUTIFUL SICHTS I HAVE EVER SEEN X BY 
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THE WAY COMBA I WOULD LIKE TO LOOK THIS SHIP OVER FOR THE 
NEXT THREE WEEKS X AND DONT ANYBODY SAY ANYTHING ABOUT FLY- 
ING UNTIL THAT THREE WEEKS IS UP UNQUOTE X PARA X AS IONG 

AS THEY FOUND THEMSELVES ON THE CONTINENT THEY WERE THRILLED 
AT ITS AWEINSPIRING SCENERY AND BLEAKNESS AT THE HAUGHTY AND 
MAGNIFICENT EMPEROR PEN(@UINS AND WERE THEY SASSY TOO X AFRAID 
OF NOTHING X THEY WERE THRILLED TOO AT THEIR FIRST SIGHT OF 
THE MOON AS THEY WERE LEAVING THE ICE X BUT THRILLED MOST OF 
ALL TO SE BACK SAFE ABOARD X AMID THEIR SHIPHATES WHO THROUGH 
LONG DAYS AND MANY SLEEPLESS NIGHTS HAD DONE EVERYTING POSSI- 
SE ee ee ee es 

sage 


“THIS IS PART FOURTEEN X FLORA AND FAUNA X PRACTICALLY NIL X 

ONLY FIVE UNIDENTIFIED BIRDS SEEN AT CAMP FOR PERIOD OF THREE 
DAYS X ABOUT TWENTY EaPEROR PENGUINS ON THE COAST X ADELE 
PENGUINS SIGHTED IN WATER AND ON FLOES X NO VEGETATION X ONLY 
bcs LAND SIGHTED WAS THE MOUNTAIN TOPS IN THE DISTANCE BT.... 
1 Zz", 


Shortly after the rescue plane was hoisted aboard, the weather 
came down like a wet blanket. 


Taking stock of the situation to date we found that part of the 
coastline assigned the Group had been delineated. We were left with 
only two PBM's and two flight crews. CTF 68 Operation Plan originally 
intended we should contime to the eastward, but Admiral Byrd had ex- 
pressed the desire, which was approved by CIF 68, for this group to 
delineate the coast line as far weat as Mount Ruth Siple which previous- 
ly had been sighted from the westward at a distance and plotted at Lat. 
73° 15' S., Long. 123° 00' W, We made our plans accordingly, and proceed- 
ed with the attempt to discover tha Antarctic coastline between Cape Dart 
and Mount Ruth Siple. 


For the next ten days due to adverse weather it was impossible 
te get a plane in the air. Snow, fog, low ceilings, poor visibility, 
mixed with high winds and rough seas, plagued our operations. During 
this period, sixty hour maintenance checks were made on the two PBM's. 


On 18 January, BROWNSON came alongside for provisions and re- 
ceived PINE ISLAND's stateside mail. BROWNSON had been ordered to re~ 
port to the PHILIPPINE SEA to act as plane guard during the launching 
and flight of the six RuD's to Little America. The survivors of the 
crashed plane, less Captain Caldwell who remained as Commanding Officer, 
U.S.S. PINE ISLAND, were transferred to the BROWNSON for further trans- 
for to the PHILIPPINE SEA and return to the United States. Enroute to 
the PHILIPPINE SEA, BROWNSON was fueled by the CANISTEO at her station 
200 miles west of tha PINE ISLAND. 
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During all these operations, CANISTEO and BRCOWNSON were doing 
their work quietly and efficiently. On station their weather reporting 
was of great value. They were equipped and trained to act as emergency 
seadromes which was a great morale booster to the flight crews, Their 
excellent reporting of ice conditions enabled the PINE ISLAND to change 
position rapidly by avoiding the annoying loss of time attendant to be- 
coming caught in ice tongues and bays. Their wide range of activity 
afforded the scientists and observers aboard excellent onportunities to 
collect and record the data necessary for their projects. They were in 
there pitching all the time, always in the right spot. They ‘contributed 
greatly to the successful accomplishments of the group. 


On the afternoon of 19 January the sun became visible for the 
firet time in several days, and we had a glimpse of blue sky. The 
helicopter (HC3S-1) was launched for ice reconnaissance, Purpose of the 
flight was to locate a suitable operating area for launching PRM air- 
craft. Drift ice, in which it was not possible to take off or land 
PBM's, extended twenty miles north of the open pack, North of the drift 
i.ce the water was too rough to hoist planes over the side. We searched 
for a sheltered area of ice-free water. We found none and decided to 
return to the ship and move the PINE ISLAND westward. 


During the 55 minutes absence of the helicopter from the ship, 

low ceiling and fog closed in about the PINE ISIAND, causing severe 

icing conditions. The pilot became aware that the rotor blades had 
commenced to ice up, so he made a deliberate high landing approach to the 
tender platform. The helicopter began to settle rapidly, and in order 
to prevent flying into the ship, the pilot turned the aircraft and crash~ 
ed in the ah nl O yards off the port beam of the PINE ISLAND. Equipped 
with wheel type landing gear, the helicopter began to sink and the cabin 
fill rapidly with water, temperature 30° F, Difficulty was experienced 


by both pilot and observer in unfastening the transport type safety belts. 


With safety belts finally unbuckled the cabin was alwost completely sub- 
merged. To open the doors would destroy the airpocket, so the pilot 
butted out the plexiglass cabin door top with his head and emerged, 
followed closely by the observer. The rescue boat stationed close by 
hauled the two occupants out of the water in less than one mimite, and 
both were soon in the PINE ISLAND under medical care. WNeither euffered 
injuries or 111 effects from the incident. The helicopter was a total 
lose, It is believed that if it had been equipped with floats it might 
have been saved. 


A despatch was received fron CTF 68 suggested that if we moved 
west to Longitude 120° West, we might find improved weather. 


The PINE ISIAND set a westerly course to 120° West. Bad weather 
continued and we were forced to the north by the pack ice, At 1900 on 
21 Jamary we reached Lat. 66° 57' S., Long. 120° W., and changed course 
to the south. Prom early morning of the 22nd and throughout most of the 
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day, the winds were high (26 kmots) and the seas rough, The ice pack 
was encountered at lat. 67° 15' §., Long. 120° W. As conditions appear- 
ed to be better sastward, we proceeded in that direction, skirting the 
pack ice in search of a suitable cperating area. Many icebergs were 
seen along the course and a count of them at one time came to 103, the 
majority of which were large tabular bergs. 


The morning of 23 January gave indications of isproved weather, 
ths high winds and choppy seas tapered off. We were still hampered by 
a ten mile strip of drift ice north of the pack, Clear of the drift 
ice the seas were too rough to launch aircraft, The flying weather was 
improving; it was imperative we find sheltered water clear of ice for 
hoisting out the planes. 


In maneuvering for position we sighted a huge iceberg midway in 
the drift ice belt. Through the glasses it appeared that in its wake 
was an area free of drift ice. PINE ISLAND procesded to that position, 
and to the immense satisfaction of all hands we found we had the answer 
to our problem. The lee of this iceberg provided smooth water for 
launching, and an ice free water area for take off. Position, Lat. 68° 
13" S., long. LY 31¢ Ww, 


Flight quarters were sounded on the afternoon of 23 January, and 
at 1919 Mariner George Three departed PINE ISLAND for the Antarctic 
Continent, Mission: to pick up the coastline south of cur position and 
to develop it westward as far as Mount Ruth Siple. 


At 2022 Mariner George Two departed PIds ISLAND for the Continent. 
Mission: to pick up tho coastline scuth of our position and develop it 
eastward as far as practicable, 


Both flights were extremely successful. Major mountain ranges 
were discovered, as was the coastline between Longitudes 127° 30' West 
and 110° 00' West. This was perhaps the most productive flight of the 
entire operation. The coastlins was mch farther south than had been 
estinated, It was necessary to fly over 360 miles of pack ice to reach 
the coast, and the planes flew as far south as Latitude 7° 15* South 
to develop the area, 


The planes returned above the overcast to the ship the next 
day, the morning of January 2ith. During their absence the weather 
had closed in. The ceiling was dom to 800 feet with solid overcast 
up to 8,000 feet. The tender was forced to move ciear of the iceberg 
so that if the celling became zero the planes could make a radio control 
let down and landing without danger of flying into the icebergs. 
Fortunately, the ceiling held at 600 fect. Tha planes mde instrument 
let domms from 8,000 feet, then circled below the overcast until the 
tender returned to open water to recover them. George Three landed at 
0342 and Seorge Two landed at 0500 on 2h January. 
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With the planes safely aboard, the PINE ISLAND proceeded east- 
ward to attain a suitable pesition for the next flights. Our next 
attempt was to fill in the gap between Cape Dart and the eastern linit 
of the last flighta. 


With the tender in a favorable position, preparations for 
flight operations were made early Sunday morning, 26 Jamuary, At 
0550 Mariner George Two departed for ths continent, followed an hour 
later by George Three. These planes were highly successful in complet- 
ing the delineation of the coastline between Cape Dart ami Longitude 
107° 30° West. The Antarctic coastline to date had been discovered and 
photographed from Longitude 95° 30° W, to Longitude 127° 30° Ww. 


George Two and Three landed at 1330 and 1130, respectively, 26 
Jamary, and were hoisted aboard. 


It is interesting to note at this point that these flights on 
26 Jarmary 19h7 were the last flights which were successful in penetrat- 
ing the unknown areas of the Antarctic Continent. Weather prevented 
anything but local flights or flights over previously discovered land 
MASSES. 


For the next three weeks repeated attempts to penstrate the 
coastline proved unsuccessful. 


On 27 Jamary the PINE ISIAND rendesvoused with CANISTEO for re~ 
fueling at sea. Upon the conclusion of this operation, with these two 
vessels in company, course was set to the eastward toward the vicinity 
of Peter I Island for the conduct of flight operations and hydrographic 
survey. 


The CAIISTEO was directed on 28 January to proceed independently 
to 102° West Longitude along the ice pack to act as a weather station and 
emergency seadrome while the PINE ISIAND contimied her attempts to reach 
Peter I Island. 


On 30 January the PINE ISLAND was 85 miles north of Peter I 
Island and on the edge of the icepack, The weather was poor; however, 
at 1700 the helicopter with pilot and observer left the PINE ISLAND 
for two ice reconnaissance flights of short duration. 


High winds and bad weather continued until 8 February when the 
weather cleared sufficiently to warrant launching aircreft. The two 
Mariners were launched and by 1000 both aircraft were airborne. George 
Three remained in the vicinity of the PINE ISLAND for flight testing 
while George Two proceeded eastward to Charcot Island, abcut sixty miles 
distant. However, bad weather developed so rapidly the aircraft were 
recalled and hoisted aboard at 1330. 
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} February the BROWNSON rendezvoused with PINE ISLAND. The 
weather had cleared sufficiently meanwhile so that at 0500 both Mariners 
were launched for flights 14 and 15, and after they were airborne, mail 
and provisions ware transferred from BROWNSON to PINE ISIAND by boat. 


At about 1620 both aircraft landed during light snow flurries 
in the ice-studded water after having coverd a considerable area of 
coastline, George Two had flow over the Douglas Mountains, the south 
portion of Marguerite Bay, Alexander I and Charcot Islands, while George 
Three had photographed the coastline from 78° 15' West Longitude to 70° 
151 West Longitude, including the entire wast coast of Alexander I Island 
and the northern and eastern coasts of Charcot Island. 


Monday, 10 February, 8 conference of commanding officers wes held 
at which time plans were nade for future operations as follows: 


The PINE ISLAND was to lie to and contime attempts to launch 
aircraft for further reconnaissance near tiie Palmer Peninsula, while the 
CANISTEO was stationed to the westward as a weather station and the 
BROWNSON was to attempt to reach Charcot Inland to send a landing party 
ashore to make observations. ; 


Equipment and personnel required for the operation were trans- 
ferred to the 0.8.3. BROWNSON. The Task Group Commander transferred his 
flag to the BROWNSON that same afternoon and the BROWNSON set course for 
Charcot Island, while the CANISTEO remained on station to report weather, 


The BROWNSON wae successful. in reaching within 500 yards of 
Charcot Island by small boat, where heavy ice with rough seas stopped 
further progress. The successful reccnnaissance of Charcot Island and 
Alexander I Island is contained in the BROWNSON's report. 


PINE ISIAND was ordered to proceed to Marguerite Bay on 11 
Pobruary. .Course was set to the northeast through high seas and wind, 
and at 08,0 on 12 February, the northern coast of Alexande> I Island was 
sighted, distant 40 miles. At 2215 on the same date this vessel reported 
sighting five small islands in Latitude 68° 15' S., Longitude 72° 13' W., 
which from their eppearance and location were believed to be the Johansen 
islands. 


PINE ISLAND and BROWNSON rendesvoused in the morning of 13 Feb~ 
ruary, both cruising off the southwest coast of Adelaide Island awaiting 
a favorable change in weather to enter Marguerite Bay. 


PINE ISLAND fueled BROWNSON on 1) February during which operation 
preparations were made to transfer the Task Group Commander to PINE ISLAND 
by breeches bucy. While attempting the transfer, with the Task Group 
Comnander at mid-span between the vessels, an out of phase roll parted ibe 
span between the ships and dropped the Task Group Cozemnder in the water, 
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By skillful maneuvering the BROWNSON retrieved the Task Group Commander 
within eight minutes. He was given medical treatment aboard the BROWN- 
SON while the vessels continued the fueling operation. 


On 1; February, the Task Orcup was ordered to rendezvous and 
proceed in company to the Weddell Sea for operations in that area. 
Enroute, on 17 February, the Task Group Commander and his staff trens- 
ferred to the PINE ISLAND by small boat, F 


Refueling of the BROWNSON and PINE ISIAND was carried out by 
CANISTEO from 19 to 21 February, and during the following days inclement 
weather and heavy pack ice prevented flight operations. 


Russian whaling vessels consisting of S.S. SIAVA, factory ship, 
and three steam catcher vessels of about 150 tons displacement were en- 
countered on 26 February. These vessels when asked about ice conditions 
and weather to the eastwara failed to reply with other than their call 
letters. 


On 27 February, the PINE ISLAND and BROWNSON crossed the inter- 
section of the Greemrich Meridian and the Antarctic Circle. 


In view of the prospect of suitable weather for flight operations 
the following day, flight crews were briefed in the afternoon February 
28th, and on 1 March at about 1230, when the weather cleared after heavy 
snow squalls, both aircraft were launched. Weather was extremely bad 
over the continent with clouds extending from the surface to 15,000 feet, 
which prevented any exploration over land and restricted flight operations 
to reconnaissance of ice conditions about 10 miles off the estimated 
position of the coastline. 


Again on 2 March at 0300, preparations were made for flight 
operations; however, the weather soon closed in forcing cancellation of 
the proposed flights. 


On 3 March the Task Group was ordered to withdraw from the Ant- 
arctic and proceed towards Brasil, At the time there was uncertainty 
as to whether the Group was to visit Rio de Janeiro or some other port 
in Brazil, in view of objections posed by the Naval Attache at Rio. 
This problem was resolved in favor of Rio de Janeiro by the sixth of 
March, 


PINE ISLAND provisioned BROWNSON on 11 March, During the follow- 
ing night the wind velocity increased with heavy seas and gusts to forty 
mots. 


BROWNSON fueled from PINE ISLAND during the morning of 1, March, 


afterwhich the Task Group lay to for five hours to prepare the vessels 
for entering port. A conference of comsanding officers was held on board 
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to discuss honors ani ceremonies during the period in port, All command- 
ing officers were directed to bring to the attention of their crews the 
provision of Atlantic Fleet Letter 281-6, and to take positive measures 
to assure good behavior on the part of their crews as representatives of 
their country in Srasil. 


During daylight hours on 15, 16 and 17 March the Task Group lay 
to completing preparations for entering port, and on 18 March the Task 
Group entered the harbor of Rio de Janeiro at 1).00Z after firing the 
National Salute to Brasil and a l3-gun salute to Rear Admiral Raul de 
San-Tiago Dantas, Commander, Destroyer Force. By 1202 the Group 72s 
moored in Baia de Guanabana, 


A shore patrol was established, official visits made and re- 
ceived for the following six days. 


Qn Monday, 2) March, the Task Group got underway and stood out 
of the harbor. 


BROWNSON and PINE ISLAND fueled at sea from CANISTEO on 25 March, 
following which SROWNSOW and CANISTEO were ordered to report to type 
commanders, with BROWNSON taking departure for Norfolk, Virginia, and 
CANISTEO for Ascension Island. PIN“ TSLAND proceeded to Cristobal, Canal 
Zone, at 13.5 knots. 


On 6 April, the PINE ISIAND entered the Cristobal breakwater, 
and proceeded to moor alongside Pier , Naval Opereting Base, Coco Solo, 
C.Z., after discharging her two Martin Mariner seaplanes. The ship was 
underway on 7 April to transit the Panama Canal, and was moored at PFerth 
4, Balboa, C,Z,. PINE ISLAND was drydocked on 8 April for replacement of 
a damaged port screw and for bottom painting. 


PINE ISLAND was undocked on 11 April, and on 1) April reported 
to Commander Air Force, Pacific Fleet, got underway, and stood out en- 
route to San Diego, California. 


Commander Task Group 68.3 proceeded from Coco Solo, Canal Zone, 
to Washington, D.C, via Naval Air Transport Service, and reported to 
Commander Task Force 68 for duty. 


The specific accomplishments of the Task Group are covered in 


detail in the individual ships' reporte of Gperation HIGHJUMP which have 
been submitted to the Task Force Commander. 
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l. Orders for the PHILIPPINE Sea to participate in Operation 
HICHJU!P were received while the ship was undergoing snakedown oper 
ations at Guantanamo Bay, Cuba. Shakedown wag cut short and the ship 
proceeded to Soutr Sostor Annex, Naval Shipyards, Boston, Wass., for 
a one conth period of preparation. During this tire, urgent items of 
repair and alterations were accomplished as would nor.ally have teen 
done during post-shakedown availability. Certain preparations for tr- 
ansit ol tne Panama Canal were also made. Disassembled parts for twenty 
sleds were received from NSY, Boston, and were assembled and made ready 
for use by ship's personnel. Several bolts of Syrd cloth were receiv~ 
ed fer the construction of various items of cold weather clothing and 
equipment. The slip left the yard on 27 December, 196, for Norfolk. 


2. The ship arrived and docked at OB, Norfolk, on 29 December. 
Here were loaded the six RUD airplanes with the major portion of their 
spare parts and special equipment including the skis. One HO3S1 
helicopter was florm aboard while at the dock. In addition, the ship 
received on board spare crews and spare parta for Gperation SKABISCUIT. 
Approximately 100 tons of miscelianeous equipment for other ships of 
the Task Force was loadea which had not been on hand when these ships 
departed from the United States. Two OY-1 planes were received for 
transfer to the base camp at Little America. Rear Admiral Richard E. 
Pyrd, USN (Ret.) and the crews cf the RyD's came aboard. 


3. Departure from horfolk was taken on 2 January 19L7, arriving 
Colon, C. Z. on 7 January. The ship made the transit of the Cana! on 
8 January. During transit of Gatum Locks, one electric mule had a power 
failure which resulted in the ship striking the retaining wall, damag- 
ing two LOMM quad gun mounts in the port forward gun tub and putting 

a large hole (4' X 3") in the gun tub, Also during the transit, a pro- 
jecting part of one of the forward winches caught on the side wall, 
danaging the winch beyond immediate repair. The ship reported to Com- 
mander, Task Force 68 when transit of the canal was completed. after 
docking at Balboa, the ship was fueled to capacity and repairs to the 
gun tub made. A Winch was requisitioned and mounted to replace the 
danaged one. Departure from Balboa was taken on 10 January. 


he After passing Cape Nala a great circle course was set for 

Lat 60° South, Long 160° West with the idea of thus by-passing the 
major portion of the expected Northern limit of ice bergs and then 
steaming direct for the rendezvous point. Permission was requested and 
received to proceed at 2U knots since it was probable the base camp 
would be prepared to receive the planes at the earlier launching date 
thus made possible. During the passage from Norfolk to the rendezvous 
point relatively good weather prevailed and advantage was taken of this 
good sailing to put everything in complete readiness for the launching 
operations and for off-loading of the cargo. Plane crews checked planes 
and engines, and loaded the planes for take-off. Loading and equin~ 
ment carried is given in detail in Annex D, Sec. 7d. The ship's air 
department munted the skis on all planes and adjusted than for carrier 
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take-off (skis were set to ride 3 inches from the deck with tires 
normally inflated). The two OY-l's were fi'.2i with akis in lieu of 
theels and were partially disassembled. \ings and tail surfaces were 
crated. The cargo, which had been put aboard hurriedly, was segregat- 
ed, marked, and in some cases repacked to facilitate transfer. The 
seil loft manufactured tents, sled sails, engine covers, and various 
items of cold weather equipment (see Annex D, Sec. 2b). The navigators 
of the RLD's received intensive training and practical work in naviga- 
tion during the trip, a vital necessity since the pilota selected were 
almost totally untrained in celestial navigation. 


The helicopter was not used for the greater portion of the trip 
down since it was not desired to impede speed of advance by maneuvering 
to achieve suitable wind conditions and since any flights made could 
achieve no useful purpose and might produce seme accident which would 
dery its use when really needed. It was warmed up periocically and kept 
in condition for flight on short notice. On 22 January in Lat 56 1,6' S. 
Long. 1560 Oh' West, it was assumed ice bergs could be encountered dur 
ing the day and the helicopter was scheduled for ice patrol. The plane 
was spotted forward, just aft o° -.mber one elevator. The pilot, when 
ready, started a normal take-of1, hovering a mrent just off the deck 
to determine the amount of pitch and roll to be expected when landing, 
then without gaining altitude started forward acrose the port bow. As 
soon as tho plane had cleared the edge of the flight deck, it stopped 
and started to turn and lose altitude. Apparently the down wash over 
the port side (wind was on the starboard bow) and the loss of cushion- 
ing effect of the deck caused a down mtion greater than was expected 
or could be countered and the plane sank rapidly to near water level, 
paused there mmentarily, then dropped into the water on the port side 
abreast the island structure. The crew, alerted for this emergency, 
abandoned ship promptly and inflated their life jackets. The ship turn- 
ed, stopped, and lowered a life boat which picked up the men in about 
eight minutes. The plane remained partially afloat for 12 minutes be- 
fore sinking. The crew suffered only exposure and shock (water tanpera- 
ture 40° F.). There was no evidence of mechanical failure, therefore 
LOOZg pilot error was assigned, due to error in judgment and to inexperi- 
ence. 


Ice bergs were rirst encountered on 2 January. No small bergs 
or growlers had been sighted and it wag not know whether radar recep- 
tion would give sufricient warning. Therefore during the periods of 
heavy fog which were sutsequentiy encountered, speed of advance was mat- 
erially reduced by lying to waiting for visibility to improve. 


5. The CACAPON was sighted on the mrning of 25 January also pro- 


ceeding to the designated rendezvous point and was directed to join. 
An hour later, at OLU0, (+ 12), the NORTHYIND and SENKET were sighted 
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lying to and all ships joined. A conference of commanding officers 
was called on beard the PHILIPPINE SEA to outline procedures and to 
acquaint al] ships with the work to be done, in addition to launch- 
ing the planes. This involved refueling of all ships from CACAPON 
and the transfer of cargo and mail to the other ships from PHILIPPINE 
SEAe A number of personnel transfers were also required including 
the transfer of survivors of the PEM crash from BHOWNSON and other 
patients for return to the United States. It was first decided that 
SEMIET, which required only fueling, would go alongside CACAPON while 
lying to, but this proved impracticable due to rolling of both ships 
in the long swell which was running. Therefore the entire group got 
underway, steaming to the northward with SENNET fueling from CACAPON, 
and PHILIPPINE SEA transferring cargo to NORTHWIND. SENNET was de~- 
tached upon completion of fueling with orders to return to the vicin- 
ity of Scott island. These orders were later modified to include a 
smeep to the east in an attempt to determine the southward limit of 
free water satisfactory for launching operations. This sweep was not 
productive of any satisfactory information due to errors in naviga-~ 
tion and the submarine's inability to proceed safely thru the brash 
encountered. Loading of NORTHWIND continued throughout the day. The 
Burtoning method of transfer was used end proved satisfactory in spite 
of heavy rolling by NORTHWIND. Ilowever, it was decided that conditions 
were such that transfer of personnel and of the OY-1 airplanes and 
several other heavy or bulky items of cargo would involve undus haz- 
ard at tnis time. Therefore at 0025 (412) 26 January cast off trans- 
fer lines and and went alongside CACAPON to fuel. BROWNSON, who had 
just joined, came alongside PHILIPPINE SEA to trensfer survivors. 
These two cperations were completed by 023U and course was reversed. 
No further operations were atcempted during the remainder of 26 Jan- 
uary. At 07U0, 27 January, sea conditions had improved somewhat, so 
NORTHWIND came alongside and received personnel and remainder of cargo. 
This wus completed by 0945 and NORTHWIND was detached to proceed to Bay 
of shales, scouting the pack enroute for best suitable launching area 
and then taking station on track of planes to Little America as rescue 
vessel in case of forced landing in the pack. At 1300 BROWHSON came 
alongside for transfer of cargo and personnel. This was accomplished 
in a very smart and expeditious manner, mainly due to the energetic and 
enthusiastic efforts of the crew of BROWNSON. ‘The Burtoning method was 
not practicable, so all cargo was passed by personnel carrier lines ’ 
three of which were rigged. BEQW SON cast off at 1600 and the group 
a in mtg to the Southeastward to the area indicated 

y f as mst suitable. The following d 28 Jan 
proceeding to and in the area selected for lecnehing. SOM cosuted 
ahead 3U miles to determine the actual position of the bay in the vack 
reported by NORTHWIND. CACAPON transferred a patient to PiILIPPINE SEA. 
The next day, 29 January, was spent lying to in approximate position 
LaT 68° SO South, Lone 17° O' West, awaiting favorable weather con- 
ditions at Little America. Conditions in launching area were satisfact- 
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ory with overcast to broken clouds, a large area of clear water and light 
variable winds. It had been decided that two plares would be launched 
first and remainder frould wait until these had landed and reported wea- 
ther and fieta conaitions. ‘Weather at Little America appeared to be in- 
proving throughout the day and planes were kept ready for launching on 
short notice. Little America reported "open for flight operations" in 
the late evening. the first plane, with Rear Admiral Byrd aboard, was 
launched at 221); with the second following at 2231. Thirty kmots speed 
thru the water was required to achieve 1 kmts cf wind over the deck. 
The first two planes landed safely and reported sat'sfactory conditions, 
so it was decided to launch the remainder as one group, but to proceed 
in pairs after launching. Planes were launched at 0633, 0648, 0708, 
0718. ‘The same wind over the dack for the second launch was obtained 
with only eighteen knots speed thru the water. All launches were normal 
with actual deck runs being very cloge to those preaicted. JATO units 
worked satisfactorily, skis did not interfere with take-off or with re- 
tracting landing gear, no plane experiences difficulty with srerving on 
take-off, nor was any unforeseen difficuity encountered. Two circum 
atances were very fortunate a relatively large area ot ice-rree water 
was found comparatively far south which permitted the ship to maintain 
course and speed for each launching operation, and secondly, suitable 
weather at ship and base and along the flight route was encountered 
without an undue delay. If the second launch had been delayed for even 
on hour, weather at the ship would have prevented take-off and several 
days walt would have been required before suitable conditions again ex- 
isted. 


The three ships rerained in the launching position until all 
Planes were in sight of base in case a water landing would be required. 
When a report was received that all planes had arrived, course was set 
to the Nortinvard and transfer of cargo and personnel to CACAPON started. 
BROWNSON was kept in position astern during this operetion as life guard 
vessel. This operation had been left until the last in order that fuel 
requirezents of PHILIPPINE SEA for return trip could be mre accurately 
determined. A possible shortage of fuel for the Task Force existed, 
with the result that PHILIPPINS SEA was ordered to return without re- 
fueiing, although the reserve for this trip was not as great as was de- 
sired. Transfer to CACAPON was effected in a normal manner using the 
Burtoning method. Operations were complicated, however, by extrensly 
low visibility and the presence of numerous icebergs. During the 33 
hours taken by this operation several course changes up to thirty de- 
grees were required. Radar showed free lanes satisfactorily and all 
course changes were made at the rate of about one degree per minute 
with both ships turning simultaneausly on voice pagel. ht 1630, 30 
January, the operation was completed, BROWNSON and CACAPON were releas- 


ed and course set for return to Panama, following cl 
ths outbound trip. 9 g closely the track of 
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6. The return trip to Panama was completely uneventful. the 

ship conducte? routine training enroute, expending 24 cf the 25 TDD 
drones carried on this cruise for gunnery training. Performance of 

the drones was cood ard great benefit to ali batteries was derived 

from this type of exercise. ‘The ship arrived Balboa, C. Z. cr 18 
February 1917. All survivors except Lt. LeBlanc, who could not be 
moved, were gent to the United States by air. PHILIPPINE SEA reported 
to ComAirLant: duty with Task Force 68 completed. Transit of the Canal 
and return to Quonget was routine and normal. 


7. It is felt by PHILIPPINE SEA that its participation in Opera- 
tion HIGHJUMP was in practically all respects a normal, routine opera- 
tion. Navigation in areas where ice bergs are present reqiires cau- 
tion when low visibility is also encountered since radar performance 

is not all that could be desired, particularly as regards detection of 
growlers and small ice. Suitable weather would be the determining 
factor in any carrier operations in the areas involved whether for trans- 
port of planes as in this case or for operation of normal carrier types. 
Temperaturea encountered throughout were much milder then those exist~ 
ing at the time in the normal operating area of this ship, i.e., the 
Nawport-Quonset Point area, therefore no assessment from the point of 
view of cold weather operations could be made. No difficulties were 
encountered in loading, handling, or launching RuD type plenes. These 
planes could undoubtedly be launched from a carrier without the use 

of JATO, but it does provide a desirable safety feature. 
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I, Chjectives of Base Group (Task Group 6+,5) 
The objectives of the Base Sroup (TG 68.5) were as follows: 


(a) To establish and maintain during the Antarctic summer a 
temporary base for approximately 300 personnel, including a matted air 
strip for the operation of aircraft on wheels, on the Ross Shelf Ice 
in the vicinity of Little America, Antarctica, 


(>) Conduct systematic outward radial air exploration of 
assigned area of the Antarctic continent. 


(c) Be prepared to carry out rescue operations for aviation 
personnel forced dorm in the interior of the continent, including the 
establishment of an emergency winter camp at Little America to accommo- 
date thirty-five personnel (to be activated only upon orders). 


(d) Carry out assigned projects for training naval personnel, 


“testing material, and amplifying scientific knowledge of the Antarctic, 


II. Organization of the Base Group 


The Base Group (TG 68.5) was activated upon arrival of the 
ships of the Central Group (TG 68.1) at the Bay of Whales. The number 
of personnel involved varied from day to day due to the necessity for 
the ships to move out of the bay when sea and wind conditions became 
unfavorable, All records, pay accounts, etc., were retained on the 
ships to which the personnel were attached and as many men as practic~ 
able lived aboard the ships tied up to the ice when not engaged in 
their work ashore. After the departure of the ships on 6 February, a 
total of 197 officers, civilians and enlisted men were based ashore. 


The Base Group was divided into the following units for 
administration under the Task Group Commander (CTG 68.5), Commander 
C. M. Campbell, USN: 


(a) Aviation Unit (Comir, W, M, Hawkes, USN, CTU 68.5.1) 
20 officers, 5¢ enlisted men, 


(b) Construction Unit (Comdr. C. 0. Reinhardt, CEC, USN, CTU 
68.5.2) 1 officer, 27 enlisted ren. 


(c) Cormunications and OPN Crew (Lt. W. M. Hershey, USN) 
5 officers, 17 enlisted men. 


(d) Aerolory, scientific and observer Unit (Capt. G. F, 


Kosco, USN) 11 observers, 6 scientists, & news 
correspondents and 5 enlisted nen. 
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(e) Photo Unit (Lt. C. C, Shirley, USN) 
1 officer, 10 enlisted men, 


(f) Commissary, supply and palley Unit (Lt.(jg) L.D. Wilson 
(SC), USN). 21 enlisted men. 


(g) Ground rescue and transportation Unit (Capt. V. D. Boyd, 
USEC). 2 officers, 5 enlisted men. 


(h) Medical Unit (Lt.(jg) H. R. Richardson (2C), USN) 
1 enlisted man, 


I2I Narrative of the Base Group (TG 68.5) 16 danuary, 1947 to 23 
‘ February, 1947. 


On the 16th and 17th of January, 19:7 while the ships of the 
Central Group lay to off the entrance to the Bay of Whales small parties 
of officers and observers, including CTG 68.5 and Dr, Paul Siple, went 
ashore to investigate sites for the Base Camp. The site of Little 
America IV was selected and the route over which it would be necessary 
to haul supplies from the ships to the camp was laid out and marked with 
trail flags, The old camp (Little America III) used on the '39-'hl ex- 
pedition, was visited to ascertain whether it would be usable as an 
emergency base camp in case the emergency base wae activated to remain 
over the winter night. It was found to be intact with all the buildings 
and equipment in good condition. 


At 0345 R on 18 January the U.S.S. YANCEY commenced discharging 
cargo onto the bay ice. The first items unloaded were the tractors, 
trucks and other vehicles needed for transportation. It was found 
necess ry to bridge a pressure ridge and an open crack in the Ray ice. 
The construction detail was divided into two twelve hour shifts so that 
the work could proceed as fast as possible, 


The JA aircraft on skis was unloaded from the U.S.S, MOUNT 
OLYMPUS on 2] January and towed to the air strip, On 22 January a lecal 


photo flight was made with the JA and thereafter frequent flights were made 


to make a progressive photographic record of the progress made in build~ 
ing the Base Camp, 


A temporary transportation headquarters was established at the 
foot of the barrier on the Bay ice with fueling and repair facilities 
for all vehicles, Wooden extension tracks had been built on all tractors 
to be used on the barrier; tractcrs without extensions were used for 
hauling loads on the bay ice from the ships sides to the foot of the 
barrier. A cableway was rigged on the barrier slope to haul sleds up and 
down the slope over the crevassed area to speed operations and reduce 
tractor traffic. 


annex I = (e)} Pa ae 


0 ee a Oe a oe oe 


33333333333 39333933393 


PVIVFIIFIFIIFFIVIVIIIVIIIIIIFIFIIIIIIIIIIIIIIY 


CONF IDFNTIAL 


Wessine facilities were set up and the first meal served ashore 
on ¢3 January. The total personnel living ashore varied frem day to 
day batween a lor of 30 and a hiyh of 248 reached durine a period when 
all ships were forced to leave the ice suddenly due to bad weather. 
Upon the final departure of all ships the number of men hased ashore 
stabilized at 197, This figure was arrived at as the maximuz number 
of personnel that could be evacuated by the icebreaxer in one trip. 
The decision to take the shins of CT? 66.1 out through the ice pack 
departing the Bay of Whales about 6 February caused a considerable change 
in plans for the Sase Group. The communication facilities planned for 
the Base had to be greatly increased, all material for =he emergency base 
had to be quickly unloaded and installed act Little America III, work on 
the projected Marston Mat airstrip had to be discontinved and all fuel 
and other supplies for the Base Camp had to be unloaded prior to the pro- 
jected departure of the vessels of CTG 68.1. 


It was decided to only unload enough Marston mat for an experi- 
mental strip 590 feet long by 15° feet wide. In the mearmhile, the 
Commander of the Base Group reported that conditions on the airstrip were 
suitable for landing RLD's on skis. To the North, the PHILIPPINE SFA 
had been lying to in the vicinity of Scott Island waiting for a favor- 
able moment to Jaunch the RLD's, At 2330 (X) 29 January, 1947 the first 
two RUD's took off from the carrier, bound for Little America. Not only 
was it the first time that a plane as large as an RD had taken off from 
a carrier but it was the first time that any airplane had ever taken off 
from a carrier with a ccssbination wheel-ski arrangement. In the first 
plane, the Officer in Charge of the Antarctic Development Project, hear 
Admiral RK, E, Byrd, U,S.N, (itet) was flying as observer. The take-off 
of the first two planes was successful and for five and a half hours 
they continued winginy their way southward. They passed over the ice 
breaker NORTHNI3D, which had been stationed at the mid-point of the 
flipht, slivhtly behind schedule. Strong head winds rere encountered 
all the way down, Finally at 0500 (X) they were sighted from Little 
Anerica and at 0520 the first plane landed. When it slid to a stop, 
Admiral Byrd was the first one to disembark, His first words of greet- 
ing were, "dell, it's j7ood to be ‘ifome'." 


As soon as the nets of the success of the first flight was 
received abhcard the carrier, preparations were at once made to launch 
the reznaining four planes. In these, besides their crews, were two 
correspondents, Mr. NX. Nichols and Hr, RK, Reuben. The first plane of 
this group took off at 0800 (X) and shortly thereafter the remaining 
three were sirborne. The same streng headwinds were encountered enroute, 
About 200 miles from Little america, the last plane ran into trouble, 
First its wvro went out and it had to rely on its mpenretic compass. The 
weather had started to close in and the sun was no longer visitle so its 
Astro compass was of no use. A short while later its radio went out 
and many anxious morents were soent by those listening both at Little 
Averica and on the =.S.S. PHILIPPIN= SEA. At 1332, the first plane of 
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this group landed on the snow strip at Little America, followed short- 
ly thereafter by two more. But one did not land - it was kept airborne 
to help the fourth plane. The fourth plane still had not been heard 
fren, It was a great relief when a few minutes after the third plane 
had landed, radio contact with the fourth plane wag made, The plane 
reported that it wags uncertain of its position and was flying east along 
the Barrier. They had evidently been set to the west for the radar on 
the MOUNT OLYMPUS picked them up almost immediately and at 1,06 they 
landed.. It was none too soon. The last plane had no sooner landed when 
the weather for which the Antarctic has long been famous, closed in. 
Thus another chapter had been written in the History of the Antarctic 
and in the History of Aviation, 


During the next week work at the Base Camp proceeded at a rapid 
pace, making use of working parties from the ships present to augment 
the manpower available ashore, to complete the preparations necessary 
for the camp to operate entirely on its orm upon the departure of ali 
the ships, Tests were completed and prepurations made for the RuD aim 
plane reconnaissance flights that were going to be made over the interior 
of the Antarctic Continent. As stated previously the planes were equipp- 
ed with ski-wheel landing gear. After they arrived at Little Americas, 
the wheels were removed and a strip of dural placed over the wheel slot 
of the first two planes leaving the other four with open siots, During 
the remaining faw days until the ships all departed on 6 February numer- 
ous flights with various loads were mace, not only to familiarize the 
pilots with sid landings and take~offs, but also to determine the largest 
pay loads that could be texen off with safety from the snow surface of 
Little America, 


Two disassembled Stinson OY-2 airplanes equipped with sicdis had 
been shipped in from the PHILIPPINE SEA via the U.S.C.G.°. NORTHWIND for 
use as general utility and short range rescue planes, One of these was 
assembled and made a number of local flights during the next three weeks, 


After the departure of the ships on the 6th of February, all 
efforts were concentrated on preparing the planes for flight so that 
full advantage could be taken of any break in the weather. On the 9th 
of February two planes, V-1 and V=2, took off on operational flights to 
the southeast with Rear Admiral Byrd aboard Vel, The pianes ran into 
bad weather with light icing and being unable to climb on top of the 
solid overcast, turned back from a point about two hundred niles south- 
east of Little America and photographed the local area between Discovery 
Inlet and Kainan Bay before landing at base, On the 10th of February two 
planes, V-3 and V-5, took off on an operational flight to the southwest 
with CTG 69.5 aboard V-3. hile flying at 9000 feet altitude about two 
hundred and forty miles from Little America, V=-5 began having engine 
trouble with low oil pressure on one engine and the other cutting out 
periodically. Both planes returned to base via Discoyery Inlet flying 
through snow and sleet between Discovery Inlet and the Bay of Whales, 
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On the first operational flight V-1 and V-2 had 1200 gallons of gasoline 
aboard and used four Jato bottles apiece. On the second operational 
flight V~3 and V-S5 had 1400 hallons of gasoline aboard and used four Jato 
bottles apiece. The wheel openings in the skis of these last tro planes 
wera left open and seemed to work better than the filled ones of V-1 and 
V-2 as mich leas power was required to taxi over the snow surface of the 
field, On the remainder of the flights, loada up to 1600 gallons of 
gasoline were taken off without Jato although the usual loading was 1,00 
gallons and two Jato bottles. 


On 1) February V-1 and V2, with Admiral Byrd in V~l, flew south- 
east to the vicinity of the Horlick Mountains and the Thorne Glacier, 
discovering a new range of mountains and photographing considerable un= 
known area. V-6 and Y-3 were launched as soon as the first pair were on 
thelr way back to base and their track carried them well to the east of 
the first pair covering much unknown territory. A solid undercast pre- 
vented extending the track of this pair further than five hundred miles. 
Vel and V-2 were gassed upon return from the first flight and sent out to 


the southwest over Wade and Beardmore Glaciers and out into the unexplored 


area to the southwest of Mount Markham covering the sector out to almost 
700 miles from Little America. 


Early on 15 Fabruary V-3 and V-5 were launched to the eastward 
whore they reached the area south of Mount Walker and discovered and 
photographed several new mountains in that area, 


Late that evening the phanomenal weather still holding, it was 
decided to semd a pair of planes to the South Pole and the area beyond 
and to the weat of the pole, V-1 with Admiral Byrd aboard and V-6 with 
ctc 68.5 aboard flew to the Wade Glacier, up the 180th Meridian to the 
Pole, made a wide circle over the pole, went north on the 0° meridian 
for over sixty miles, then weat over sixty miles, and returned to base 
passing through the area between Wade and Beardmore glaciers, A large 
amount of polar plateau was explored and several new mountains sighted 
along the south west slopes of the known range of mountains next to the 
Ross Shelf Ice, 


On 17 February four planes were launched singly to cover the 
sectors to the southwest in the area south of McMurdo Sound. Engine 
trouble turned back V-6 and V~l before getting over the mountains, 
Weather stopped V-3 but V~2 was able to climb over the range and photo- 
graph and discover new mountains on the southwest side of the range and 
northward toward McMurdo Sound, On his return V~2 sighted many new bays 
and cracks along the north edge of the Ross Shelf Ice between Mchurdo 
Sound and Discovery Inlet. Being out of film, he requested another 
plane to be sent out to complete the photography. V=-5 was launched but 
had to turn back befove mich was accomplished due to lowering visibility 
west of Discovery Inlet, 
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On 19 February, V-1 made a local Magnetometer flight with 
interesting results. The following day two planes, V-3 and V-5, were 
again launched to cover the southweet sectora but again ran into solid 
overcast on the Polar Plateau and were forced to turn north where they 
mere able to photograph considerable areas to the north of McMurdo Sound 
along the mountain range. Later that day, V-1 made a magnetometer flight. 


On 2) February, Plane V=-3 made an ice reconnaigsance hop to the 
northwest but bad weather limited the range to about one hundred twenty 
miles. Plane V-6 mde an experimental altitude flight locally to try 
and determine what effects oxygen lack would have on crews in this 
latitude compared to the effects in temperate zones. Plane V-1 made 
another magnetometer flight through the Rockefeller Mountains and over 
Roosevelt Island with very good results, 


On 22 February, planes V-2 and V-3 were launched to try and tie 
in previous discoveries in the southeast sector toward the Horlick 
Mountains, Bad weather turned both planes back after having covered 
about 500 miles of the track mut. Plane V-l was launched for a magneto- 
meter flight but exparienced a complete engine failure when about eighty 
miles east of the base and it returned on one engine, The BURTON ISIAND 
which had completed a survey of the McHurdo Sound area had arrived early 
that morning and a conference wag held between Rear Admiral Byrd and the 
Task Force Comender. It was decided to cancel further flight operations 
and evacuate the base. 


The planes were secured, headed into the prevailing wind with 
febric control surfaces removed and stcwed inside the fuselage, Class- 
ified communications gear was removed and either destroyed or evacuated 
on the BURTON ISLAND along with camera gear, essential scientific equip- 
ment and the personal baggage of the camp inhabitants. All caches of 
supplies and other equipment. was marked by tall poles and a sketch locat- 
ing the caches was posted inside the two permanent quonset huts. 


All personnel were taken aboard the BURTON ISLAND and a last 
4nspection of the base made by CTG 68.5. The colors were left flying 
at the mast-head of the flag-pola at the corner of the galley and mess 
hall and the BURTON ISLAND departed for Wellington, New Zealand at 2300 
R 23 February, 1917, with all members of the Base Group safely aboar’, 


Besides the long range air operations which are completely 
covered in the Aviation annex of HIGHJUMP report, a great many other 
things had been accomplished. An experimental airstrip had been laid, 
an RLD on wheels had taxied on it, an OY-1 on wheels had taken off and 
landed on it successfully, and other weight supporting and drop teats 
had been made, Numerous scientific experiments had been conducted such 
as magnetometer tests, teasurenent of the velocity of sound through snow 
and ice, Geiger counter recordings of cosmic rays, etc. These were 


carried out by representatives and scientists of other government agencies. 
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Tests of a more immediate practical nature, such as operation of 
different types of standard construction and transportation equipzent, 
tests of medical supplies and various types of clothing, and the problem 
of maintaining a camp of approximtely 200 men on the ice for a period 
of one month with only temporan, shelter ani no outside help, were also 
made, Complete accounts of tests made and experiments conducted can be 
found in the annexes of the HIGHJUMP report, 


IV. Summary of Base Group Accomplishments and Recommendations, 


The Base Group accomplished the following tasks during the 
thirty-six days ashore on the Ross Ice Shelf at the Bay cf Whales: 


(a) Unloaded and transported to the camp area a total of 1,800 
tons of provisions, fuel, and equipment, 


(b) Conatructed and put in operation a galley and mess hall 
from which over 21,000 hot palatable rations were served. 


(c) Constructed an insulated %' by 20' communication quonset 
hut at Little America III with an interconnecting passageway to the buried 
buildings of the old camp. Set up long range communication with Washing- 
ton, D. C. direct by means of rhombic antennae mounted on forty-foot poles. 
Stored below, in the food caches, food for thirty-five men for fourteen 
months, Stored just outside the quonset hut 50,000 gallons of diesel fuel 
for the generators. 


(d) Constructed at Little America IV fifty-four pyramidal tents 
with wooden decks, and three prefabricated wannigans for living quarters 
equipped with diesel ofl stores, folding cots with mattresses and sleep- 
ing bags. Constructed eleven other tents of various sizes for outdoor 
toilets, aerology, photographic stowage and aviation supply purposes. 


(e} Constructed a L8' X 20' quonset hut for aviation maintenance 
and aircraft communications, 


(f) Transported a complete GCA equipment including a power 
supply truck to the Air strip, set up and tested the equipment, dis- 
assembled it and returned it to its stowage aboard ship prior to the de-~ 
parture of the AKA's on 6 February. 


{g) Transported and set up a GP unit with power supply truck 
at the airstrip. Disassembled and transported it for loading aboard the 
BURTON ISLAND during evacuation, 


(h) Established a sled dog village adjacent to camp area from 


which three dog teams ware trained. They made trips to the bay ice area 
daily to bring back Wedell seals killed for dog food. 
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(i) Operated the eight aircraft of the air unit a total of 
300 flying hours doing all maintenance work on them in the open in temp- 
eratures that ranged as low as -2}° C, 


(4) Conatructed three hard surface snow runmess for ski planes 
totaling 13,000 feet in length. 


(k) Constructed a Marstean Mat landing strip on the snow surface 
835 long and varying from 159 to 40' wide for experimental purposes, 


(1) Conducted the acientific program ashore as completely as 
limited time allowed, 


(m) Carried out the numerous technical and military projects 
requested by Bureaus of the Navy and other governmental agencies. 


The details of the above accomplishments are contained in 
appropriate annexes of the Operation HIGHJUMP Report. 


Recosmaandations 


The two most important shortconings of the Basse Group were 
internal comminications and personnel transportation. Short range 
radio voice sets were used of the SCR-610 series but proved inadequate 
for the purpose due to number of operating personnel needed and mainten- 
ance difficulties with the sets. It is recommended that a field tele-~ 
phone set be used in similar future operations, Weasels toring one ton 
sleds were used for personnel transportation and would have sufficed if 
there had been about twenty-four available instead of eight. However, 


it is recommended that for future cperations on similar type snow surface, 


a nen weasel be designed to be a little more rugged, eliminate excess 
weight by renoving the amphibious parts and design a light sled with a 
covered body so that personnel will be protected fram the snow thrown by 
the rubber tracks of the weasel, 
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NARRATIVE OF PARTICIPATICN 


1. The MOUNT OLYYPUS was assigned to Cperation HICHJUMP in 
eariy October, after a ceriod of six weeks in the New Yurk Navy Yard 
preparing the ship for inactivaticn in the SIXTEENTH Fleet. During 
the Period of reactivaticn much was accomplished. Stores were put 
atoard, spare parts obtained and a partial overhaul completed and the 
slip reported w Commander Task forre SIXTY-ETGHT at Norfolk, Va. on 
hoverter 16, 1946. During the ensuing two weeks, adiJitional stcres 
and equipment were loaded and by sailing time on December 2, 1446, the 
ship was ready to sail. 


2. The voyage from ‘orfolk to Scott Island vias the Panama Caral 
was uneventful and provided a shakedown cruise for the mre than 90% 
new personnel on board. After arriving at Scott Island on December 30, 
1946, the remaining ships of the group refueled while the Coast Guard 
Cutter NORTHAIND scouted the pack to the southward. 


3. At 1530 on the afternoon of December 31, 1946, under a bright 
sun and calm seas the Central Group of Task Force SIXTY-EiGHT entered 
the Ross Sea Ice Pack and commenced 15 days of the arduous md hazardous 
task of navigating tha pack. The northern edge of the pack was loose 
and easily navigable, but by the New Year, the pack was becoming closer 
and nore difficult to negotiate. During the afternoon of January 1, 
1947, the group reached a pool of open water in the vicintty of numerous 
icebergs and very heavy bay ice and lay to while the NORTE.VTIND scouted 
for a lead to the south. During the first 2 hours, the XOUNT OLYMPUS 
had sustained damage to several frames forward and two blades of the 
propeller were bent. Succeeding days were a repetition of the first 
day, sometimes laying to in pools and sometimes making fair progress to 
the southward through the pack. Finally on 11 January 1947, the pack 
gradually loosened up es southward progress was zade and late in the 
evening of January 1), 157, the Central Group jinally broke through 

to the open waters of the Ress Sea. At this tire adiitional frames for- 
ward had been damaged and all blades of the propelior were tent maxioun 
sustained speed bcing reduced to 10 knots. 


4. At midnight 14 January 1947, the Ross Sea ice Barrier was 
sighted dead al.ead and after investigating Discovery Inlet, the group 
proceeced to the Bay of Whales arrivine at 0643, 15 January. The 
NORTHWIND commenced treaking the ice out of the Bay which was frozen 
over and by 1€ January, the Fay was sufficiently clear for the U.S.S, 
YANCEYto enter and commence unloading.On 22 Jamary, the MCUNT OLYMPUS 
finally entered the Say of Hteles for the first time aid commenced un- 
loading on a 24 hour basis. 


S. On 23 January, a northerly wince blew a snali iceberg througs: 
tke entrance to the Say asd all ships had to get underway as the terg 
was bearing down on the moorings. The Zay was entered again on Jan- 
uary 2lth and unloadirg operations continued. By the 27th, the WCUT 
CLYMPUS Was almost oorp.eteiy unloaded sut & strong northeray wind 
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with heavy snow again forced all ships to get underway and stand out 
of the Baye During this storm sections of bay ice broke off. The 
ship again entered the Bay of Whales on the morning of January 30th 
and again moured to the bay ice. During the cay, Rear Admiral Richard 
E. Byrd flew in from the PHILIPPINE SEA and cae on board. During 
the afternoon, unfavorable conditions again forced us to leave the 
bay. On February 2nd the MOUNT OLYMPUS again entered the Bay and moored 
port side to tie U.S.S. MERRICK, We remained moored to the MERRICK 
until our final departure from the Bay of whales on February 6th. 

this period, unloading was completed and working parties were 
furnished for the base camp. 


6. At 188 on February 6th, the MOUNT OLGIPUS got underway and 
stood out of the Bay of Whales for the last time and departed for Scott 
Ialand in company with the YANCEY, MERRICK, and NORTHWIND. The pass- 
age out through the pack was uneventful except that on 11 February, the 
U.S.S. MERRICK lost her rudder in heavy ice and a high wind. The 
NORTHITIND stood by the MERRICK and the BURTON ISLAND which had joined 
us on 9 February, escorted the U.S.S. YANCEY and MOUNT OLZPUS and at 
092 on February 12th, we cleared the pack. The NORTHWIND took the 
MERRICK in tow and with the U.S.S,. YANCEY in company departed for New 
Zealand on February 13th. 


7. The MOUNT OLYMPUS proceeded to Scott Island and acted as a 
weathor reporting station until February 27th when the BURTON ISLAND 
rejoined. After the Task Force Commander and his staff together with 
all Base Camp Personnel had transferred to the MOUNT OLYPUS, we pro- 
ceeded to Wellington, New Zealand, arriving on 7 March. After a pleas- 
ant stay in Wellington, the MOUNT OLYMIUS departed March 1s, 1947, for 
the United States via the Panama Canal arriving in Washington, D.C. 
April 1h, 197. 


RECOMMENDATIONS 


1. All ships operating in Arctic and Antarctic regions be pro- 
vided with sufficient boat capacity for all personnel carried, as life 
jackets, fleater nets and navy type life rafts are almost worthless 
unless personnel can be rescued within a few minutes. 


2 Ships of type similar to MOUNT OL\¥PUS expecting to oper- 
ate in ice pack shculd be prepared for such operations by taking the 
following ninimum measures: 
(a) Install steel propeller designed for use in ice. 
{b) The stern to be reinforced with concrete. 
(c) Install voids or tanks to provide additional water- 
tight protection for engine rooms and evaporator rooz. 
(d) Double plate the curvature of the tow from the water- 
line to the turn of the bilge. 


(©) Provide a collision net 
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30 If ships are to be designed for this type of operation, ths 
following are desirable characteristics in addition to incorporating 
the above. 


(a) AS small a turning circle as vossible. 

(bo) Screw to be submerged as deeply ag possible. 

(c) Low fres board awd reduce superstructure to 
minimus as wind has a very great effect at the 
low speeds required in ice operations, 


he In future operations in ice pack planes should ba avail-~ 
able to thoroughly scout pack in order that easiest route may be 
picked and the extent of the pack determined. 
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CONF IDBNT LAL DETAILED NARRATIVE 


1&8 Hove Moored et H.O.B., Norfolk, Virginia. 


In ,00ordance with Cinolant' s dispatch of October 3, 1946 
U.S.S. MOUNT OLYMPUS (AGC-8) reported at H.0.B., Norfolk, Virginis, 
to Commander Task Forse 68 for duty. 


15 Nove ~ 2 Deo. Moored at N.0.B., Norfolk, Virginie. 


Moored portsida to Pier S, N.0O.B., Norfolk, Virginia. Loading 
equipment, supplies, stores and embarking civilian observers and 
personnel of CrPr-68. 

Replaced boat chooks on forward deck with steel pedcsstal for 
Woreenman ski plane and chooks for two plane rearment boatse 

Replaced grating on fantail for twenty-seven sled dogs. 


31 Hov. Moored at 7.0.5., Norfolk, Virginia. 


Transferred 27 sled dogs from USCG NORTHWIHD to this vessel. 


PIS yr yr eae 


2 Dece Underway from N,0.B., Rorfolx, Virginia. 


0945 Rear Admiral R.B. BYRD, Officer in Charge antarctic 
Development Project, came aboard on official call. 1300 Rear 
Admiral BYRD left the ship. 1316 Underway from Pier Three (3), 
N.0.B., Norfolk, Virginia, for Balboa, Canal Zone, with Rear 
Admiral CRUZEM, CTF-G8, OTC, and staff aboard this vessel, in 
company with 0.6.5. PINE ISLAND (AV-12), U.S.S. BROWNSOW (DD-868) 
and USCG NORTHWINDs 


3 Peo. 1200 Pos. $2°11.5'Re Late, 76°OS'W. Lon. 
Steaming on southerly course in colum with U.S.5. MOU.T 
OLYMPUS guide, in company with U.S.5. PINE ISLAND, 0.8.8. BROWNSOH, 
and USCG NORTHWIND. 
4 Deoe 1200 Pos. 26°S6'H, Late, 74°61'W. Lone 
Steaming as before. USCG NORTHWIND having trouble main- 
taining speed of guide, ordered to proceed independently to Balboa, 
Canal Zone. 


6 Doo. 1200 pos. 20°10'H, Lat., 74°05'We Lon. 


Steaming as before. 0567 0.8.8. PINE ISLAND (AVe12) detached, 
ordered to proceed to Balboa, Canal Zone independently. 


6 Deo. 1200 Pos. Standing out of Canal Zone. 


2135 U.S.S. BROWNSON (DD-S68) detached, ordered to proceed 
to Balboa, Canal Zone independently. 
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RESTRICTED 


7 Dec. 1200 Pos. Passing through Panama Canal 


1108 Arrived at Colon breakwater and started through Canal 
estern of the U.S.S. PINE ISLAND (AV-12). 1244 Entered Gatun 
Looks. 1702 Entered Pedro Miquel Locks. 1803 Entered Mirae 
flores Locks. 1945 Moored starboard side to pier 18, Balboa, 
Canal Zone. 

8 Dec. Moored at Balboa, Canal Zones 


Moored starboard side to pier 18, Balboa, Canal Zone. Receiving 
stores and equipment aboard. 


9 Deo. Moored at Balboa, Canal Zone. 
Moored starboard side to pier 16, Balbon, Cant.l Zonee 


10 Deo. 1200 Pos. O8°45'K, Lat.,79°O3'W. lon. 
1011 Underway from pier 18, Balboa, Canal Zone enroute to 
Little amorioaa, Antarctioa, with CTF68 and staff aboard this 
ship in company with 0.S.S. PINE ISLAND (AV@12), U.S.S. 
SENNE?T (S8-408), U.S.S. BROWHSON (DD-868) and USCG NORTEWIED. 


11 Dece 1200 Pos. OS°59'N. Lat., 81°57.8'K. lon. 
Steaming as before. 0800 Exeouted formation “oboe” of CTF68 
Operation Plan Ho.2-46. U.S.S. MOUNT OLYMPUS in company with 
U.S.8. SENHET steaming along assigned track in acoordance 
with CTY68 dispatch. 1100 Sighted Mapelo Island (3°59*07"H., 
61°934'27%) bearing 151°T., distance 19 miles. 1900 Retarded 
clocke one hour to sone plus 6 tims. 


12 Dec. 1200 Pos. 00°26'S. Lat., 85°O4'W Lon. 
0750 Crossed the equator at longitude 84°S9'H. Traditional 
equator orcssing colebration held and all "pollywogs" 
initiated as "shellbacks”. 


1S Dec. 1200 Pos. 04°S9.2'S.Lat., 86°40'W.Lone 
Steaming as before, U.S.S. SEHRET conducting trim dives, 


14 Dec. 1200 Pos.09°17"S.Lat., 91°25.5'W. Lone 
Steaming as before. 


16 Dec. 1200 Pose 14°04e2tS.Lat.,95°44.5'K Lone 
Steaming as before. 


16 Decs 1200 Pos.16°S8e2'SeLat., 96°S2'We Lone 
Steaming es before. 1900 Retarded all clocks one hour to sone 


plus 7 time. 1925 Sounded Pire Quarters, mall fire in stare 
beard boat deck life raft at frame 100. 1936 Secured Quarters. 
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17 Dec. 1200 Pos. 23°63.5'S., 99°26'WeLongs 


Steaming as before. 2130 Commenced taking soundings 
beginning at 346 fathoms and decreasing slowly until 2145 
when sounding was 185 fathoms. From 2153 until 2217 soundings 
increased slowly from 185 fathoms to 462 fathoms. 2230 
Futhometer indicated no bottom. Chart indicated no bank of 
euch depth in this position. 2130 Position 26°49'60"s, 100° 
39'20"W. 2153 Position 25 54'10"S., 100°41'40" We. 2217 
Position 26°01'50"S., 100°45'30"We. 


18 pec. 1200 Pos. 26°45'S. Late, 102°22.8'WeLon. 
Steaming as deforo. 


19 Dece 1200 Pos. 33°SO'S.Lat., 105°S9'W.Lone 
Steaming as before. 


20 peo. 1200 Pos. 36°14.2'S.Lat.,109°08'W.Lon 
Steaming as before, 


21 Dec. 1200 Pose 42°16.29S.Lat.,112°4402'We 

0447 U.S.S. CANISTEO (A099) joined the formation and took sta- 
tion in preparation for fueling exeroise. 0826 Commenced 
making approach on CANISTEO for fueling exercise. 0934 
Commenced fueling. 1123 Completed fueling. 1155 Took station 
astern of CANISTEO while SENNET fueled. 1735 SENNET comple- 
ted fueling. CANISTEO returning to her station fifty miles 
on port beam of this vessel. 

22 Doce 1200 Pos. 46°S0'S.Lat., 116°48.5'N.Longe 
Steaming as before. 

23 Doc. 1200 Pos. 49°28.7'S Lat., 121°S1'W Long. 
Steaming as before. 

24 Dece 1200 Pos. 63°29.1'S.Lat.,127°10.4'W.Long. 
Steaning as before, 

26 Deo. 1200 Pos. 56°69.4'S.Lat.,138°07.2'WeLonge 


Steaming as before. 1900 Retarded all clocks one hour to rone 
plus 9 tim, 
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26 Deo. 1200 Pos. 61°10.6'S. Late, 159°49.0H. Lon. 


Steaming as before, 1036 U.S.5. CANISTSO joined formation. 
i Sighted first ioeberg bearing 158°T., distance 18 miles, position 
141°22'W., 62°15'8., 


27 Deo. 1200 Pos. 63°51'40"S. Lat., 148°O1'SO"W. Lon. 


Stoaming as before, 0455 USCG NORTHWIND joined formation. 
1650 Opened distance in formation to 1000 yards. 1900 Reatarded clooks 
one hour to zone plus 10 time. 


28 Doce 1200 Pos. 85°41.9'S, Lat., 189°S5'H. Len. 


Steaming ac before, in colum open order, guide in this 
veoscl in company with 0.8.8. CANISTEO (40-99), U.S.S. SENNET (SS-408) 
end USCG NORTEWIND. 1145 Commenced getting numerous radar contacts 
on icebergs of various sizes. Steaming at various ocoursen to avoid 
loebergse 1900 Retarded clocks one hour to sone plus 11 time, 


29 Dec. 1200 Pos, 66°45.4*S.fate, 170°51.9'W. lon, 


Steaming as before. U,38.S. CANISTEO (A0~99) fueled USCG 
HORTEWIND and U.S.S. SENMET (S8-408). Crossed the Antarctio Cirole. 


SO Dece 1200 Pos. 67°24tSehat., 179°48'W. Lone 


Steaming as before, 1044 Sighted Scott Island bearing 244°, 
distance 16 miles. 1200 0.8.5. MERRICK (AK+97) joined formaticn, 
1202 USCG HORTEWIED left formation on reconnaisance around Soott Ieland. 
1303 0.8.8, CANISTEO ocmmonced fueling U.S.S. YABCBY, U.S.S. MERRICK, 
and the U.S.S. SEENET. 1569 Sightsd pack ice all around the horizon 
ahead of this ship. 1422 Commenced steering at various courses and 
adjusting speed to maintain approximate position 67°48'S., 179°24.2'W.. 
Upon completion of fueling exercise 0.8.S. CANISTEO detached and ordered 
te proceed to rendesvous with Eastern Group. 


31 pec. 1200 Pos. 67°49'8. Lat., 180°00'W. Lone 


Hove to approximately 12 miles North of pack ice in company 
with0.S.S. MERRICK, 0.8.8. YANCEY, U.S.8. SERMET, and USCG NORTHWIND. 
1026 Underway entering into the outer limits of ice pack. 1055 Hove 
to. Conference of all Commanding Officers of the Central Group aboard 
U.S.S. MOUHT OLYMPUS. 1527 Rear Admiral CRUZEN, cIF-G8 and part of his 
staff transferred to the USCG HORTHWIND for the passage through the 
ice pack. Underway in column with USCG NORTHWIND guide, 0.S.S. MERKICE 
» U.S.S. YARCEY, and 0.S.S. MOUNT OLYMPUS respectively. Entered ioe 
pack, stecring at various courses and speedc to mintain position in 
column. 
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1 Jan. 1200 Pose 69°17,5'S. Tate, 179944.7°E,. Lone 


Underway proceeding through medium pack ice with SCG NORTHWIND 
guide in company with U.5.S. MERRICK (AK=97), U.S.S. YANCEY (AK-95), 
and U.S.S. SERNET (SS-406). Steering various courses and epeede to 
maintain position. Stopped numerous times by pack ice. 1535 Formation 
lying to while USCG NORTHWIED reconnoiters to the Southward. 1758 
Underway shifting to new position in the ice. 1917 Lying to in olear 
water using various courses and speeds to keep olear of ice. 


2 Jane 1200 Pose 89°1706'Ss Late, 179°49.5'E. Lon. 


Lying to maintaining position in olear water, 1858 Chief 
of Staff and Captain MOORE, Commanding U.S.S. MOUNT OLYMPUS, left the 
ship to attend conference of Commanding Officers with CTF=68 aboard 
the USCG NORTHWIEDe 2035 Chief of Staff and Captain MOORE returned to 
the ship. 2230 Underway in column in the following ordere USCQ NORTH= 
WIHD GUIDE, 4.8.8. MERRICK (AK-97), 0.5.6. MOUNT OLYMPUS ‘AGC=8), 
U.S.S. YAHCEY (AK-9S), and U.S.S&. SENRET (SS-408). 


S Jane 1200 Pos. 69°17.5tS. Late, 179°27.8'B. Lone 


0400 Forward progress of fornation stopped by heavy pack ice. 
USCG NORTHWIND mancuvering to take 0.S.S. SENNET (SS-408) in tow, 
taking her to the northward to clear water. 19465 Shifted position in 
ice, lying to. 


4 Jane 1200 Pose 69°28.0'S. Late, 179°50.3"E. Lon. 


Attempting to shift out position in heavy pack ice, 
0800 Situation in vioinity of U.S.S. MERRICK, U.S.S. YANCEY rapidly 
moving to a critical stage. Two large icebergs moving with the 
current into the face of the wind. Heavy pack ice moving with tho 
wind opposite the general direction in which the icebergs are moving, 
piling up pressure ice ahead of the icebergs. 0.S.S. MERRICK and 
U.S.S. YANCEY frozen in solid in the path of the icebergs. 0.5.5. 
‘OUNT OLYMPUS present position not in any immediate danger. USCG 
NORTHWIHD requested to return to this vicinity as scon as possible, 
1246 put three experienced men, [r. Paul Siple, Capt. Boyd, USNC, 
and Mr. Perkins (Fish & Wild Life representative) on the ice to 
study ice conditions in view of possibility of moving men on foot 
over the ices 1330 USCG HORTHTIND sighted returning to our sesistance. 
1402 Ice party returned. 1155 USCG NORTHWIND broke U.S.S. YANCEY out 
of the ioe into clear water astern of the icebergs. 1727 USCG 
NORTHVIND breaking ice around U.S.S. “BRRICKe 
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& Jan» 1200 Pos. 69°04'S. Lat., 179°4S.5'E. Looe, 


0045 Underway to form column USCG NORTHWIND breaxing ico ahead. 
0113 Formed column with USCG NORTUWIND guide, J.S.S. WERRICK, U.S.S. 
YANCEY, and U.S.S. MOUNT OLYMPUS respectively. 0328 Yove to with bow 
in ice while USCG NORTHWIND proceeds to the North to tow 0.5.S. SENNET 
(SS=408) back to vicinity of Scott Island. 


6 Jan. 1200 Pos. 69°41.8'S. Lat., 179°43,5'E. Lone 
0157 USCG NORTHWIND returned, al] ships underway in oolusm 
es follows; USCG HORTSWIND guide, U.S.S. MERRICK, U.S.S- MOUNT OLYMPUS 
and U.S.S,. YANCEY. Underway throughout the day. 
7 Jan. 1200 Pos. 70°16.2t8. Late, 178°18.0'M. Lone. 
0400 Reversed base course to return to cleer water pool to 
Northward, Sull at frame S5 starboard leaking at rate of 1 gallon per 
minute. 0826 Lying to in olear water. 
8 Jan. 1200 Pos. 70°15.0'S. Lat., 178°19e2'%. Lone 
Lying to. 1942 Chief of Staff and Dr. Paul Siple left the 
ship for a conference aboard the USCG NORTHWIND with CTF-68. 2052 
Chief of Staff and Dr. Siple returned aboard. 2100 USCG NORTHWIND 
left group for reconnaisance of ice pack to the Southwest. Conmanding 
Officer of U.S.S. MBRRICK, 0.T.c. Of remaining ships. 


9 Jane 1200 pos. 70°13.0'8. Late, 178°19.2'W. Lon. 


Lying to. 11350 USCG NORTHWIND returned, 1900 USCG NORTHWIND 
left group to scout ice pack. 2056 USCG NORTHWIND returned. 


10 Jay. 1200 Pos. 70°18 65'Se lat., 178°17.8'H. Lon. 
Lying to 0858 Underway in oolumn with USCG NORTEWIND 
guide, and U.S.S. MERRICK, U.S.S. YANCRY, and U,S,8, MOUNT OLYMPUS in 
that order. 1517 Lying to with bow in ice. 
11 Jane 1200 Pose 70°2654'S. Lat., 178°S2.6'H. Lone 
Lying to, 0915 Underway to form colum in the following 
order; USCG NORTHWIND guide, U.S.S. MERRICK, U.S.S. YANCEY, and 
U.S.&. MOUNT OLYMPUS. Underway rest of the day. 
12 Jan. 1200 pos. 71°47.8'S. Lat., 179°09.0'H. Lon. 


Underway, steaming as before through ice pack. 
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13 Jan. 1200 pos. 73°5S8.9'S.Lat.,179°41'm.Long. 
Underway, steaming as defore through ice pack. 
14 Jan. 1200 Pos. 76°46'S.,Lat., 178°S2'W.Long. 


Underway, steaming as before through ice pack. 1300 
Formation stopped. U.S.S. MOUNT OLYMPUS took position astern 
of USCG NORTEWIND. New order in formation as follows. USCG 
NORTHAIND guide, U.S.S. MOUNT OLYMPUS, U.S.S. MERRICK, and 
U.S.S. YANCEY. 1345 Rear Admiral CRUZBN, CTF-6@ returned 
aboard U.S.S. MOUNT OLYMPUS. 1552 Proceeded underway in now 
column order, standard distance 700 yards, standard gpeed 
13 knots. 2130 Entered Ross Sea (Pos. 77 S7*S., 173 1b"We)e 


15 Jan. 1200 Pos. 78°23'S.Lat., 164°00'R.Longe 


Underway steaming as before through Ross Sea. O005 Sighted 
Ross Sea Zc. Barrier ahead, bearing 136°T, 0040 USCG NORTH- 
WIND anc cris vessel left formation to explore Discovery Bay. 
0110 Reversed course, reformed column and proceeded on East~ 
erly course along Rose Sea Ioe Barrisr, distance one mile. 
0615 Passed Lindberg Inlet on starboard beam, distance ons 
mile. 0628 Approaching entrance to Bay of Whales. All ships 
proweeding independently. 0843 Hove to off entrance to Bay 
of Whales. O950 Rear Admiral CRUZEN,CTP=-68 and part of his 
staff transferred to USCG NORTHWIND. USCG NORTHWIND pro- 
ceeding into Bay of Whules., Commenced to clear bay of ice. 
1545 Belicopter from the USCG NORTHWIND dropped film on fan- 
tail of thie ship. 1744 USCG NORTHWIND standing out of 
Bay of Whales. 


16 Jan, 1200 Poe. 78°22'S.Lat.,164°15 'W.Long. 


Lying to off entrance to Bay of Whales in oompany with 
U.S.S. MERRICK and U.S.S. YANCEY. USCG NORTHWIND in Bay 
of Whales. 0120 Underway, steaming on course 315°T. for 
purpose of estaclishing communications with Task unit 
north of ice pack. 0400 Reversed course to 145°f., return- 
ing to former position off entrance to Bay of Whales. 0800 
Members of Staff and party left ship for USCG NORTHWIND which 
is standing out of Bay of Whales, 0842 USCG NORTHWIND 
standing into Bay of Whales. 1718 Comnanding Officer of 
USCG SORTEWIND came aboard. 1905 Commanding Officers of 
YANCEY and MERRICK came aboard. 3943 CTF-68 and Commanding 
Officers of MOUKT OLYMPUS, YANCEY, MERRICK left ship to 
go aboard USCG NORTEWIND to observe ice conditions in Bay 
of Whales. 2058 USCG NORTHWIND standing out of the Bay of 
Whales. 23119 Captain returned aboard. Commanding Officer 
of MEFRICK and YANCEY returning to their respective ships. 
Lying to for rest of day. 
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17 Jane 1200 Pos, 786 23'S.Lat.,164°28'NeLong. 


Lying to as before off entrance to Bay of Whales. 2505 Trans= 


ferred Staff officers and men to the U.S.S. YANCEY (AKA~95). 


18 Jan. 1200 pos. 78°24'S.Lat.,164 03 'W.Longe 


Lying to as before off entrances to Bay cf Whales. 0046 U.S.S. 


YANCEY proceeded into Bay of Whales in company with USCG 
NORTHWIND and moored to the Bay ice. 


ce) 
19 Jan. 1200 Pose 78°27'SeLate, 164 OO'WeLonge 


Lying to as before off entrance to Bay of Whales. 0825 Trans- 


ferred Captain QUACKENBUSH, Chief of Staff, TF-68 anc various 
observer personnel to Base Camp. 1605 Captain QUACKENSUSH 
returned aboard. 


20 Jan. 1200 pos. 76°27'S.Lat.,164°W.Long. 
Lying to as before off entrance to Bay of Whales. 13523 Rear 
Admiral CRUZEN, Captain MOORE and Captain QUACKENBUSH left 
ehip to go aboard U.S.S8. YANCEY for conference. 1550 Rear 
Admiral CRUZEN, Captain MOORE, and Captain QUACKENBUSH 
returned aboard. 1628 USCG NORTEWIND standing out of Bay 
of Whales proceeding to northerly direotion for rendezvous 
with U.S.S, PRILIPPINE SEA (Cy=-47) north of ioe pack. 


21 Jane 1200 Pos. 78°27'SeLate, 164°10'H.Longs 
Lying to as before off entrance to Bay of Whales, 


22 Jan. 1200 Pos. Lying to off Bay of Whales. 
Lying to as before off entrance to Bay of Whales. 1217 
Using various courses and speeds to enter Bay of Whales. 
1250 Sntered Ray of Whales. 1332 Moored starboard side to 
ioe in Bay of Whales, maintaining regular sea watch in prepe= 
aration for getting underway. 1600 Commenoed unloading ship. 


23 Jan. 1200 Fos. Moored in Bay of Whales. 


Moored as before in 3ay of Whales. loeberg approaching 
ships through Bay entrance. 2264 Using variovs courses and 
speeds to got clear of Bay ice. 2310 Passed towing 

hawser over ice to U.S.S. YANCEY to assist that ship in 
getting free from Bay ice. U.S.S. YANCEY free without our 
assistance. Hauled towing hawser back aboard. Standing 

dy to assist U.S.S, MERRICK if necessary. 
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24 Jan. 1200 pos. Lying to of f Bay of iihales. 


Q000 Standing out of Ray of whales. 03530 All ships out of 
Bay of Whales. Lying to off entrance to Say of Whales. 
1551 U.S.S. YANCEY re-entored Say of Whales. 1950 Entered 
Bay of Whales, 1937 voorei starboard side to ice shelf. 
This ship, MERRICK, and YANCEY now moored to ice shelf, as 
before, 


25 Jan. 1200 Pos. Moored in Bay of Whales. 
Moored as before: 


26 Jan. 1200 Pos. Moored in Say of Whales. 
Yoored as before. 
27 Jan. 1200 Pos. Lying to off Bay of Whales. 


Moored as before. 0630 Heavy snow storm set in with 25 
kmota of wind. 0700 Observed Bay ice beginning to crack. 
Our mooring lines insecure. 0740 Underway, using various 
courses and speeda to stand out of Bay of Whales. 0619 
Damage reported in evaporator room starboard side, taking 
water at water-line through cracked sean. O815 By orders 
of Commanding Officer ship listed 2° to port. 0825 Lying 
to as before off entrance to Bay of Whales. 0909 U.S.S. 
YANCEY standing out of Bay of Whales. 0923 U.S.S. MERRICK 
standing out of Bay of Whales. 0923 U.S.S. MERRICK standing 
out of Bay of Whales. 


28 Jan. 1200 Pos. Lying to off Bay of Whales. 


Lying to as before off Ross Sea Ice Barrier. 1030 Corrected 
2° list of ship to port; ship now on even keel. 


29 Jan. 1200 pos. Lying to off Bay of Whales. 


Lying to as before off Ross Sea Ice Barrier. 2050 Standing 
in toward Bay of Whales. 2121 U.S.S. VERRICK standing into 
Bay of Whales. 2324 Using various courses and speeds to re~ 
enter Bay of Whales. 


30 Jan. 1200 Pos. Moored in Bay of whales. 
Lying to as before off entrance to Say of Whales. Underway 
steaming, on various courses and speeds to stand into 3ay of 
Whales. 1353 Passed through entrance to Bay of Whales. 1357 
Hove to ‘nside Bay of Whales. 1600 Commanding Officers, 
YANSEY, MERRICK came aboard for conference. 1720 Commanding 
Officers, YANCEY, and S©8RICK left shio. 1725 Stancing out of 
Bay of Whales. 1736 Lying, to off Ross Sea Ice Parrier. 1836 
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Siented SCG NOKTHAIND bearing 283°r., distance 12} mileg. 
ut? Stang.og inte Bay of Wraies. 2252 commenced transferring 
2irst maid from UECG NDF THWIND to tenis ship since coparture 
from Balboa, Canel Zone. 


1 FER.1200 Pos. Lying to off Bay of whales. 


Lying to off entrance to Bay of Whales. U.S.S. MERRICK 
(AK-97), .S.S. YANCEY (AX-93), and USCG KORTHWIND aro moored to ice 
to Bay of Whales. 1301 Transferred personcel to Base Camp. 13546 : 
Sto0d out of Eay of Whales. 1400 Lying to off entrance to Bay of Whales. 


2 Feb. 1200 Pos. Lying to off Bay of Whales. 


Lytag to as before off entrance to Bay of Whales. 1250: 
Using various speeds and coursee to atand into Bay of Whales. 1322 
wMoored port side to U.S.S. MERRICK (AKe97) in Bay of Whales. 


S Feb. 1200 Pos. Koored in Bay of Whales. 
Moored as before, to U.S.S. MERRICK (AK=97). 
4 Feb. 1200 Pos. Moored in Bay of Whales, 


Woored ss before to U.S.S. MERRICK. 1010 Stationed 
special sea detail as precautionary measure, while U.S.S. VERRICK 
was in process of moving stern closer to ioe. 1522 Underwater Demoli- 
tion Team $4 in charge of Lt. (jg) IVERSON commenced swimming tests, 
using special rubber suits, along the startoard side. 1504 UDT-4 
secured from swimming test with successful results. 


5 Feb. 1200 Pos. Moored in Bay of Whales. 
Moored as before. 
6 Feb. 1200 Pos. Koored in Bay of Wrales. 


Woored as before. 1700 Rear Agmiral R.H. CRUZSS, CT?P-68 
and part of his staff of TF-68 left ship to board USCG NORTHAIND. 
1645 Rear Admiral £.E, BYRD left the ship for Base Camp, 1648 
Underway for Scott Island. CSCG NORTHWIED assisting this ship in 
getting clear of 0.S.S. MERRICK anc Bay ices. 1940 U.S.S. MERRICK 
(AK-97) and U.S.S. YANCEY, and 0.S.S. CUNT CLYMPUS following in that 
order. Speed 10 knots, course $02°9. 2132 Cleared local pack arounc 
entrance to Bay of Wrales. 


7 Feb. 1200 Poss 77°259S, Late, 174°40'W. Lon. 
Steaming as before. 0926 Entered area of freezing water. 
1200 Passing through area of modium and large tabular icebergs. 


2180 Base course now $40°T, 2155 Commenced taking Fathometer readings. 
Depths incicated 152 - 214 fathous. 
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B Feb. 1200 Poe. 74°S6e8'S. Late, 17@°S8"E. Lone 


Steaming as before. 0030 Commenced taking soundings with 
fathometer; fathometer indicated depths of 205 = 240 fathoms. Passing 
through areas of clear water with ocoasional large tabular icebergs. 
1600 Fathometer indicated depths of 132 - 160 fathoms. i800 Fathoneter 
indicated depths of 195 = 213 fathoms. 2518 Sighted U.S.S. BURTON 
ISLAND bearing 020°T., distance 12 miles, 2330 Nove to awniting arrival 
of U.S.S. BURTON ISLAND. 


9 Fob. 1200 Pos. 71°S8'S. Lats, 178°S8'E. Lon. 


Lying to at southern boundary of Ross Sea Ice Pack awaiting 
arrival of U.S.S. BURTON ISLAND (AG-88). 0010 U.S.S. BURTON ISLAND 
joined task group. 0026 Received U.S. Mail from BURTON ISLAND. 0208 
Underway on course o00°r. through fairly heavy but loose pack ioe. 

0363 Entered open water with scattered growlers. 0630 Entered ice pack. 
1130 Entered thick ioe pack. 


10 Feb. 1200 Pose 70°28'S. Lote, 177°57'E. Lon. 


Steaming as before through Rose Sea Ice Pack. 0117 All 
ships lying to while USCG NORTHWIND freed U.S7S. MERRICK from icoe 
0215 Resumed formation. 0236 Lying to while NORTHWIND and BURTON 
ISLAND attempt to locate lead through the ice pack. 0725 BURTON 
ISLAND breaking us clear. 0825 BURTON ISLAND resumed position in 
formation. 0850 Resumed position in column, 1200 Formation course 
changed to North. 1614 Lying to in open water while USCG NORTHWIND 
scouted the ice pack. 16239 NORTHTIND returned to position in forzation 
going ahead on various oourses and speeds in largely open water, with 
sone crowlers. 1730 USCG ‘ORTHNIND left formation to scout ice pack. 
Increasing winds and enow storm decreased visibility greatly. 1800 
Visibility reduced to 1000 yards because of heavy snow. 2010 Steering 
engine airbound unable to move rudder. Lying to. 2017 Making all 
preparations for being towed by USCG NORTHVIND. Repairing steering 
engine. 2033 Steering by hand. 2205 Steering control shifted back to 
pilotehouse. 2206 Gaining position to put bow into ice pack headed 
into wind, 2345 Bow into ioe approximately 450 yards to starboard of 
U.S.S. YARCEY (AK=95). 


1l Feb. 1200 Pose 70°01s5'S. Late, 177°49'E. Lone 


Steaming as before through Roes Sea Joe Pack. Presently 
lying to with bow into ioe riding out blizsard and sleet storm, visia 
bility 400 yards. 0046 Visibility increased to 6 miles. O&00 Visi- 
tility reduced to ons mile. 1520 U.S.S. BURTON ISLANL proceeding South- 
west on scouting mission. USCO NORTHWIND proceeding Northward on 
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Sosuting miseion. 1652 Noving ship to row position 3000 yards 
to port of U.S.S. MERRICK. U.S.S. YANCBY moving to new position 
700 yards on our port bow. 1627 vormation undorway procoeding 
on Northerly course, U0.S.S. BURTON ISLAND guide, U.8.S. MERRICK, 
U.S.3. YANCEY, and U.S.S. MOUNT OLYMPUS. 1902 Sighted UsCG 
NGRTHWIND bearing 008°T.. 1918 USCG HORTEWIND cams alongeide port 
quarter to transfer mail aad Admiral CRUZEH's personal effects. 
1932 USCG YORTHWIND assumed position as guide. 1954 Steaming 
through light ice pack. 2116 U.8.S. MERRICK lost use of rudder as 
fee sheared pin holding rudder to rudder post. 2154 Thies ship 
ordered to proceed on Bortherly course in company with 0.8.5. 
YANCEY end U.S.S. BURTON ISLAND. USCG HORTHWIND preparing to take 
U.S.S. MERRICK in tow. Pack ice thiming. 


12 Feb. 1200 Pose 67°46'S. Late, 177°61.6'B. Lon. 


Stoaming as before through ice pack, 0146 Steaming through 
largely clear water with mary small and medium sised growlers and cocas- 
ional large tabular ioeberge. Passed through main part of ics pack. 
092¢ Entered open water with scattered amall growlers. 1044 0.8.6. 
BURTON ISLAND left formation and proceeded southward to meet USCG 
NORTHWIND and U.6.S. MERRICK. 1146 Reversed course, took position 
2500 yards on port beam of U.S.S. YANCBY. 1816 Hove to, off odge of 
growlere field awaiting arrival of 0.6.5. BURTON ISLAND. 1960 Under- 
way at various courses and speeds to shift position clear of icebergs. 
2000 Sighted U.8.S. BURTON ISLAND. 2C15 Maneuvering to allow boat 
from U.S.S. BURTON ISLAND to come alongside, to transfor personnel 
to thie ship. 


1S Fob. 1200 Pos. 68°02.5°S. Late, 176°5S'E. Lone 


Steaming en various courses and speeds as necessary to main- 
tain position outside of ioe pack in area of scattered tabular icebergs. 
2CO9 Sighted Scott Ieland bearing 062°T., distance 7 miles. 2047 Paseod 
Seott Ieland abean to etarboard distance 2000 yards. 2117 Stopped, 
lying to 5 miles Northeast of Scott Island. 


14 Feb. 1200 Pos. 67°18'S. Late, 179°S1.5W. Lone 


Lying to as before off Soott Ieland. Awaiting return of 
U.S.S. BURTOH ISLAND from Little America. 0858 Lowered szall boat to 
scout Scott Ieland for possible landings. Lt.Comdr. MEAGHER in charge 
of landing party, which comsiete of feur officers, three civilians, 
anc two enlisted men. 1028 Landing party returned. Mo landings made 
ou Scott Island. iying to rest of the day. 
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15 Feb. 1200 Pos. 67°21'S. Late, 179°S3'W. Lane 


ing to as before off Scott Island. 1615 qeavy snow 
storm, visibility decreased to less than ons mile, 1720 Visibility 
now about 10 miles, 1800 Heavy snow storm with wind up to thirty 
knots, lying to rest of day using various courses and speeds to 
remain headed into wind. 


16 Pobe 1200 Pos. 67°18'S. Lat., 179°SS'W. Lono 


Lying to as before off Scott Island. Using various courses 
and speeds tc remain hoaded into winds wind about 10 mote. Lying to 
rest of day. 


17 Fobe 1200 Pose 67°13'S. Late, 179°59°R. Lone 


Steaming as before in vicinity of Scott Island. 1421 
Fired 150 rounds of 50 caliber ammunition for test purposes. 2005 
Entered moderate snow storm, visibility reduced to about 3 miles. 
2030 Visibility deoreased to about 100 yards. 2056 Emorged fron snow 
etorm. Visibility opaned to about 10 miles. 


18 Feb. 1200 Pos. 67°23'S. Lat., 179°57'W. Lon. 


Steaming as before in vioinity of Scott Island. 0904 All 
enginee stopped and hove to for repairs in the engine roca to the 
steam throttle valve. Repairs comloted, engines now in norml 
running condition. 1500 Exercised at general drills. 1400 Steaming 
around Scott reland, distance } mile to conduct soundings of adjacent 
waters. 1439 Making run on ioaberg for 50 caliber meohine gun drill, 
expending 500 rounds. 


19 Feb, 1200 Pos. 67°2S'S. Late, 179°5S1°R. Lone 


Steaming as before in vicinity of Boott Ioland. 1500 
Exeroised at cmergency drills. 1325 Seoured from all emergency drills. 


20 Peb. 1200 Pos. 67°21'S. Late, 179°46'E. Lon. 


Steaming as before in vicinity of Soott Island. 1300 
Exeroised at General Quarters. Commenced run on iceberg. 1550 
Seoured from General Quarters. 


21 Pebs 1200 Pose 67°2S'S, Late, 179°49'B. Lon. 
Steaming ae bofore in vicinity of Soott Island. 0150 Heevy 


fog set in, visibility reduced to 24 miles. 0200 Steaming through heavy 
snow flurries. Steaming in fog rest of daye ; 
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22 Fob. 1200 pos. 67°23'8. Lat., 179°52'E. Lon. 


Stean as before in vicinity of Scott Island. 1904 
Stopped, lying to miles northenast of Scott Ieland. 


23 Febs 1200 Pose 67°SO'S. Late, 179°69'E. Lone 


Lying to as before off Scott Island, 0000 Underway on various 
courses and specde to meintain position 4 - 12 miles from Scott Island. 
0010 Heavy snow flurries set in, visibility reduced to 6C yards. 1102 
Steaming toward northern edge of Ross Sea Ice Pack for purposes of 
scouting pack ice conditions, in compliance with CTP=68 dispatch feAe 
$618 2520462 of February 1947. Stoaming through areas of poor visibility 
with ocoasional hoavy foge 


24 Febs 1200 Poss 69°19'S. Late 176°CO'We Lone 


Steaming as before. 0825 Entered Ross Sea Ice Pack for 
scouting purposes. 1118 Left ice pack on course 060°T. and onterod area 
of water free from ices Resumed steaming in crder to scout edges of ice 
pack. 1540 Steaming through field of tabular icebergs, moderate to large. 
1545 Steaming through area of :oose pack, heavy pack one mile to port. 
1859 Retarded all ships cloaks one hour to plus 12 zone tins. 


25 Feb. 1200 Pos, 68°S0.7'S. Late, 179°53'E. Lone 


Steaming as before. Running through olear water with reduced 
visibility, encountered heavy fog and occasional rain squalls.0647 
Entered area of freezing water and numerous scattered pieces of ice. 
0722 Sighted ico pack dead ahead, distance 6 miles. 1200 Advanced date 
to Wednesday, February 26, 1947. 1500 Bxercised at General Quarters. 
2228 Proceeding on northerly course to join U.8.S. BURTON ISLAND with 
CTF=68 embarked, in accordance with CTP-68 dispatoh 2607412 of February 
1947, 


27 February. 1200 Pos. 68°S9'S Lat.,177°27.5'B. Lon. 


Steaming as before to rendezvous with U.S.S. BURTON ISLANDe 
0700 Steaming through area of numerous large growlera. 0735 U.S.S. 
BURTON ISLAND reported boaring 167°¢., distance 4770 yarde by radar. 
0740 Sighted U.S.6. BURTOH ISLAND bearing 186°T. and 5400 yards distance. 
0745 U.S.S. BURTON ISLAWD standing in on starboard beam olcsing distance 
to 700 yards, 0801 U.S.S. BURTON ISLAND assumed position 600 yards 
astern guide. Steaming through area of numerous growlers and reduced 
visibility. 0860 Forced draft blower on No.2 boiler out of commission. 
Repairs being made. 0859 Engine room reported unable to maintain speed 
of 10 knots. Stopped engines, lying to in accordance with verbal orders 
of CTP-68, 0930 U.S.S. SURTOH ISLAND scouting arem to northeast. 0905 
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Engine room reportes ability to steam at 9.6 knots, 50 RPM. 0914 
Using enginss and rudder as necessary to maintain steerageway, 

0916 all repairs completed, No.2 boiler back on the line. 0920 

Using various courses and speods to gain position astern of U.S.S. 
BURTON ISLAND. Vieibility now about 1000 yards, Formation heading 
northward to cloar water in order to facilitate transfer of personnel 
from U.S.8. BURTON ISLAND to 0.8.8. MOUNT OLYMPUS. 1000 Visibility 
closing to about SOO Yards, U.S.8. BURTON ISLAND trained searohlight 
aft to facilitate our following her. 1550 Lying to, to transfer 
personnel from BURTON ISLAND to this shipe 1146 Rear Admiral R.E. 
BYRD, Officer in Charge Antarotic Development Projoot and Rear Admiral 
Rod. CRUZEK, CTP-68 returned on board. 0.T.C,. aboard this ship. 1146 
to 1600 transferred various personnel of CTF-68 and observers to this 
ship. 1760 Engines ahead 2/8, 10 knots, 53 RPM, steaming on course 
3$57°t. Underway for Wellington, New Zealand. 1930 Steaming through 
clear water passing many moderate-sised tabular icebergs. 


28 Feb. 1200 Poe. 66°S9'S, Lat., 177°2765'B. Lone 


Steaming as before. Passing through areas of snow squalls and oocasional 
icebergea. 


1 March 1200 Pos. 62°38'S. Late, 177°40.2'E. Lone 
Steaming as before. 0800 Ship beginning to roll heavily. 
Taking rolls from 16° to S2° to port and starboard. 0802 Changed course 
to Northeast putting stern into seas. 0944 Changed course to Northwest 
headed bow into seas. 1406 Changed course to 310°. Wind abating and 
soas becoming such calmer. 1436 Reduced speed to 10 knots beoause of 
excessive vibration in propellor shaft when screw oomes out of wator, 
2 March 1200 pos. 59°S8'S. Lat., 175°44.5'E, Lon. 
Steaming as before. 1500 Entered dense fog visibility 400 
yards. 1780 Pog lifted, visibility 8 miles. Running through moderately 
rough seas. 
3 arch 1200 Pos. 66°14.5'S. Lat., 176°20'B. Lon. 
Steaming as before. Seas decoming gradually calmore 
4 March 1200 Pos. 51°45'S. Lat., 176°4S'E, Lon. 


Steaming as before. 
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6 Maroh 1200 Poa. 47°08.5'S. Lat., 175°4S'E. Lon. 


Steaming as before. 0947 Sighted USCG NORTHWIND bearing 
160°T, distance 12.5 miles. 0955 Using various increasing specds to 
test effect of vibrations on shaft alley and hull. 1055 Completed 
test on shaft vibration of alley and hull. 1245 USCG NORTHWIND took 
position in column 700 yardo astern of this ship (guide). 1415 
USCG NORTHWIND dropped astern to obtain oceanographio data. 1852 USCG 
RORTHWIND resumed position in formation. 


6 March 1200 Pose 43°5S'S. Lat., 175°16"E. Lon. 


Steaming as before. 0921 USCG NORTHWIND loft forration to 
take core samples. 1454 Sighted U.S.S. BURTON ISLAND bearing SO5°To, 
distance 10.6 miles. 16365 U.S.S. BURTON ISLAND took position in column 
700 yards astern this ship (guide). 2125 USCG NORTHWIND rejoined 
formation and took position 700 yards astern U.S.S. BURTON ISLAND. 


7 Waroh 1200 Pose Koored at Wellington, Kow Zoaland 


Steaming as before. 0218 Sighted Cape Palliser Light bearing 
087°¢., distance 26 miles. 0307 Sighted Baring Bead Light bearing 365.5° 
Te, distance 6 miles. 0621 Using various courses and speeds to oonforn 
to dredged channel. 0658 Stopped, lewered starboard gangway to take 
aboard pilot, Captain P.S. PETERSON, RKZN. 0710 Passed Holswell Point 
Light abeag, distance 460 yards. Pilot at conn. 0729 Moored portside 
to Aotea Quay, Wellington, New Zealand with six manila hawsers and one 
wire hawser, al] lines tripled. 0752 Seoured main ergines. O764 
Seoured No.l boiler, Roe2 boiler in use for auxiliary purposes. 0756 
Pilot left ship. 0855 Im accordance with CTF-68 dispatch 0150542 of 
Yaroh 1947 all enlisted men from U.S.S. YANCEY going to the East Coast 
of the United States were transferred to this vessel. 0902 Received 
on board fresh provisions. Koored as before rest cf day with regular 
in port watch set. Receiving fresh water and telephone service from 
tke doak, 


8 Maroh 120 Pos. Koored at Wellington, New Zealand, 


Moored as before. 1740 Lighted off boiler Howls 1946 
secumd boiler No.2. 


9 March 1200 Pos, Moored at Wellingtong Few zealand. 


moored as before. 


10 Maren 1200 Pos. Moored at Wollington, Kew Zealand 


Moored ac befores 
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11 Maroh 1200 Pos. Moored at Wellington, Hew Zealand. 


Moored as before. 

12 March 1200 Pos. Moored at Wollington, How Zealande 
Moored as bofore. 

18 March 1200 pos. Moored at Wellington, Kew Zealand. 


Moored as boforoe 
14 March 1200 Pose Moored at Wellington, Hew Zealand, 


Moored as before. 1540 re FRASER, Prima Minister of New 
Zealand, came on board for an official visit. 1600 Mre FRASER 
left the ship. Made all preparations for getting underway. 

1608 Tug alongeide to assist ship in getting away fron dock. 
Pilot, Captain P.S. PETERSON, RNZN, came aboard. 1657 Underway 
for Balboa, Canal Zone in accordance with CTFeS8 dispatch 1222002 


and speeds to conform to dredged channele 1645 Formed colum, this 
ship guide, USCG NORTHWIND and U,8.8. BURTON ISLAND in that orders 
1661 Pilot left the ship. 1947 With Cape Palliser Light abeam to 
port bearing 016°r., distance 4.5 miles, took departure on initial 
great oirole course of 094°r., apeed 14 knots, 77 RPM. 2058 
U.6.S8. BURTON ISLAND and USCG NORTHWIND left formation to proceed 
on assigned duty. 


16 waroch 1200 Pos. 41°40'S. Late, 178°S7'W. Lone 
Steaming as before, 1035S Shifted steering control to auto-~- 
matio gyro pilot. 2400 Changed date to 16 Maroh, 1947 to conform 
to plus 12 sone description. 
16 Maroh 1200 Pos. 41°12.5°S. Lat., 167°46'N. Lone 


Steaming as before. 0100 Advanced ship's olocks one hour 0 ————sS 
to conform to plus eleven tim, 


17 March 1200 Pos. 40°45.6'S. Late, 161°49"H. Lone 


Steaming as before through heavy fog areas, visibility one 
nile, 


18 warch 1200 Pos, 39°32'S. Lat., 156°27°W. Lone 


Steaning as before. Passing through alternate fog and heavy 
rain squalls. 1145 Changed from gyro pilot to hand telemotor, 
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steerage. 1527 casualty in steering engine room due to extraction 
of wrong sonnecting pin; veered off course northward. 16529 Shifted steer- 
ing to trick wheel in steering engine room and reduced speed to 1/8 
ahead. 1535 Resumsd steering control in pilot house and changed apeed 
to ahead standards 
19 March 1200 Poe. SE°S2'S. Lats, 160°S8'W. Lon. 


Steaming as before through low overcast and rain squalls 
end winds from 20 - 26 knots,» 


20 March 1200 Pose $7°07'S. Lat., 145°16' W. Lone 
Steaming as before through low overcast and rain squalls. 
21 March 1200 pos, 36°10°S. Late, 139°16'H. Lon. 
Steaming as before through low overcast and rain squalls. 
22 March 1200 Pos. 32°46'S. Late, 13S°Z9TW. Lone 
Steaming as before through low overcast and rain squalls, 
23 March 1200 Pose $0°24'S. Late, 127°46'W. Lon. 


Steaming as bofore. Sky becoming olear, velooity of wind 
increasing. 


24 March 1200 pose 27°26.3'S. Late, 122°4705'W. Lon. 
Steaming as before. Through calm seas and clear weather, 

25 March 1200 Pose 24°065'8. Lat., 117°57'W. Lone 
Steaming as before, 

26 March 1200 Pose 20°48'S. Late, 118°15'We Lon. 
Steaming as before. Passing through light rain squalle. 


1300 Bxercised at emergency drills. 1349 Socurod from all smergency drills... 


27 warch 1200 pos. 17°SS'g. Lat., 108°SS'W. Lon. 


Steaming as before, 0100 Advanced ship's clocks one hour 
to conform to plus 7 sone tim, 


28 March 1200 pos. 14°05'S. Lat., 104°00'W. Lone 


Steering as before through intermittent light rain equalle. 
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29 March 1200 Pos. 10°22's. Lat., 99°34'W.Long. 


Steaming as before. 0900 Commander Task Force 6B and Staff 
held personnel and material inspeotion. 1130 Secured from 
Adcmiral's inepeotion. 


Steaming au before. 0100 Advanced ship's olocks one hour 
to conform to plus 6 zone time, 


° 
31 March 1200 Pos. $ 16'S.Lat., 91°09.6'N.Long. 
Steaming as before through intermittent rain squalle. 


1 April 1200 Pos, 0°10'S.Lat., 87°33'W.Long. 


Steaming as before, 0001 Made radar contact with San Cris- 

tobal (Chatham) Island, of the Galapagos, bearing S36°T., 

distance 54 miles. 0135 Passed San Cristobal Island abean = 
to port, distance 48 miles. 2028 Eleotrical fire caused by 

a short cirouit started in passageway B-OSO1LC. 2035 Fire 

extinguished. 
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2 April 1200 Pos. S°OO'N.Lat., 84°04.5'WeLong» = it i tti(<i‘i;OC*dm ; 


Steaming as before. am 
3 April 1200 Pos. 65°46'N.Lat., 81°17.6'W.Long. =) 
Steaming as before. 0100 Advanced ship's clocka one hour to rm, 


conform with pluo 5 zone time. 1455 Made radar contact with 
Punta Mariato, Panama ($300 ft) bearing 002°T., distance 

77 miles. 2237 Sighted Cape Mala Light bearing 352°T., 
distance 20 miles. 


4 April 1200 pos. Moored at Ralboa, Canal Zone. 

Steaming as before. 0715 Passed Toboguille Light abeam to 
port. 0720 Stationed special sea detail. 0752 Took Pilot 

on board. 0765 Entered Balboa entrance channel and commenced 
steaming at various courses and speeds to conform to dredged 
chennel., O839 With assistance of yard tugs moored starboard 
to berth 16, Balboa, Canal Zone. 0850 Secured special sea 
detail. O855 Pilot left the ship. 


5 April 1200 Pos. Moored at Balboa, Canal Zone. 


Moored as before. 
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68 April 1200 Pus. Moored at Balboa, Canal Zone. 


Moored as before. 0140 SURRATT, T.W., CHS, USH, was drownod 
forward of the ship while ewinming from boat landing betwoen 
piors. Resoue party recovered body at 0345 by use of grappling 
hooks. 


7 April 1200 ros. Passing through Panama Canal. 


Moored as before. OSO00 Made all preparations for ptting under- 
way. 0630 Stationed speoial soa detail. 0554 Pilot came aboard. 
0614 Underwey to transit the Panama Canal in accordance with the 
verbal orders cf Commander Task Force 68. 0714 Entered Miraflores 
Locks. 0766 Left lock and entered Miraflores Lake. 0612 Entered 
Pedro Miquel Looks, and entered Pariso Reach. 1116 Exchangod 
passing honors with U.8.S. PINB ISLAND (AV=-12) which passed 
abeam to port in Pena Blanca Reach. 1255 Anchored in Anohorage 
Basin, Gatun Lake to await southward transit of four ships through 
the Gatun Looks. 1745 Underway to comply te transit of Canal. 1756 
Entered Gatun Looks. 1918 Left Gatun Looks and ontered Gatun app- 
roach. 20135 With Toro Point Light abeam to starboard, bearing 
092°r,, set first course enroute Cristobal, Canal Zone to Washington 
3.C.. 2202 Passed Isla Grande Light abeam to starboard. 


8 april 1200 pos. 12°21'H, Late, 78°23'W. Lon. 
Steaming as before. 
9 April 1200 Pos. 17°00.5'N. Lat., 75°59'M. Lon. 
Steaming as before. 1901 Passed Navaseo Island abeam to port. 
10 April 1200 Pos. 22°09.5'H,Lat., 74° 41'N. Lon. 
Steaming as before. 0407 Passed Cape Maipi Light abeam to port, 
1160 Passed Coatle Island abeam to starboard. 1534 Passed Fortuns 
Island abeam to starboard. 1446 Passed Crooked Island to starboard. 
19485 Passed San Salvador aboam to port. Passed various southbound 
worohant vessels all during the day and nighte 


11 April 1200 Pose 27°65'N. Lat., 74°41'W. Lon. 
Steaming as before. 


12 April 1200 Poss $$°48'H, Late, 75 23'W. Lon. 
Steaming aa before. 1700 Passed Diamond Shoals Light abeam to port, 
2140 Steaming through moderate fog. 
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13 April 1200 Pos, Steaming up the Chesapeake Bay. 


Steaming es before, O255 Passed Cape Honry Light abean 
to port. Entered inland waters; steaming ct various courses and 
speeds to oenform to dredged channol, 0332 Anchored in Merchant 
anohorago in Chesapeake Bay. O&56 Undorway, steaming up 
Chesapeake Bay to Washington, D.C.o 
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ANNEX I-(g) 
NARRATIVE 


U.S.S. MERRICK (AKA 97) 
Chronological Order of Events. 
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MARNACIVE “F OPLIaATIONS 


1-8 ‘ovenber 1916 - Upkeep at San Diego, California. During this period 
all personnel whose enlistments would expire prior to cazpletion of the 
scheduled operation were vrunsferred. Replacement personnel were receivec 
as necessary to br.ny the personnel strength up te full authorized allow— 
ance, plus some additional eneineer force ratings, All officers and men 
were eiven special physical and dental examinations, includine chest x-ray. 
All excess boats were turmed in an necessary requisitions submitted to 
bring all ship's stores, orovisions, spare parts and equipment up to the 
level of estimated recuirements. 


9 Nov. - 5 Decerocer 1946 - Departed San Diero on 9 Novenbex and arrived 
Port Hueneme on same date. Reported to CTF 68 for duty on 10 November. 
Conmenced loading cargo, provisions, stores and spare parts ani install- 
ing roul weather protection on bridre wings and lookout stations. In- 
stalled six 675-cu.ft. reefers on main deck and one diesel powered motor 
generator unit to vrovide Ac power for their operation. Received one 
LCM=S equipped with keel heat exchanger in exchange for a standard LOM-3, 
U.S.S. YANCEY departed for Cperation HIGHJUMP on 2 December but this vessel 
was delayed vencinz receipt of certa.n items of cargo. Comvleted load- 
ing cargo on 5 Decenber, having received 3,354 lone tons. Keceived all 
cir 68 passengers, including “B detachment, Marine LYT Unit, several in- 
dividual observers and ratings on board. Departed Port itueneme, Caiif- 
ornia, for Scott Island at 1000, 5 December 196, 


6-13 Decerber 1946 =- Stearing independently enroute Scott Island, con- 
ducting individual ship exercises. Crossed Equator on 11 December and 
conducted aporocriate "Neotune" cerenonies, 


Uy~21 Decerber 1946 - Enroute Scott Island. On 18 December rendezvoused 
with YANCEY and CACAPON in Lat. 379-57'-S, Long. 157°. Received 

165,308 gallons of fuel oil from CACAPON ane transferred mail, stores, 
movies and two enlisted photorrapher's mates to CACAPON via breeches buoy. 
Fueling from CACAPO! was conducted withcut incident. The weather was 
clear and the sea calm. a speed of 10 mots was maintained throughout 
the operation. Upon completion of fueling, CACAPON departed to join 

the Vestern Tasz Group and iENRICK and YANCEY proceeded in company as 
Task Unit 68.1.2. Sighted the “irst small piece of floating ice in 

Lat. L9AO0'mE, Long. 1589=-50'- on 21 December 19h6, 


22-28 December 1915 = Enroute Scott Island in comsany with YANCEY. On 

23 December arrived in reported position of Nimrod Islands and conducted 
search for sare with TANTEY deploved 20 miles on port beam. Although 
visibility was excellent, no land was gipnted, no radar contacts or 
soundin:s were recorded (limit of fathometer was 250 fathoms). Regumed 
course to Scott Island. On 27 December coznenced encountering nurerous 
icebergs, larpe anc suall, The operation of the surface search (SG-1) 
radar was extrenely satisfactory. All tergs produced a distinct imape ard 
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contacts were made at ranges up to 40,000 yards. At one time a total 
of 78 separate contacts were clearly visible on the radar screen. At 
1830 on 2% December arrived off Scott Island but were unable to see 
the islands due to fog. Radar contact was unreliable due to the 

large number of icebergs present. At 2010 on 28 December encountered 
northern edge of ice pack. YANCEY was deployed to eastward and NERRICK 
to westward to scout edge of pack for possible open water channels and 
to observe the general characteristics of the ice. To the West of 
Scott Island the pack contained heavy conceatrations of large tabular 
berga and no open water. From Lat. 56°=S to tlie Scott Islands the sea 
remained calm with only a slight to moderate swell, but the weather 
was consistently foggy with only short intervals of fair visibility. 
Without the aid of radar it is considered that tha navigation of 

these waters would have been extremely hazardous and mich time 

would have been lost. 


29 December 1946 = 16 January 1947 - YANCEY and MERRICK continued 
scouting northern edge of ice pack until 0100 on 30 December, at 
which time departure was made for Scott Isiand to rendezvous with 

CTF 68 and the ships of the Central Group. Sighted Scott Island at 
1000 and joined with MOUNT OLYMPUS, NORTHWIND, CANISTE0 and SENNET. 
Commenced fueling from CANISTEO at 1630 and completed receiving 56,000 
gallons of fuel oil at 1645 without incident. The sea was calm and 
visibility good. A speed of 5 knots was maintained throughout the 
operation. Entered Ross Sea ice pack in Lat. 67°-43'-S, Long. 179° 
-57'~E at Usk, 31 December. MERRICK second ship in colunm astern of 
NORTHWIND, followed by YANCEY, MOUNT OLYMPUS and SENNET. Light pack 
encountered with much open water. About midnight encountered heavy 
close pack and encountered difficulty due to channel closing in astern 
of the icebreaker causing stops by individual diips and necessitating 
assistance from NORTHWIND. About 1200 on 1 Jamuary 1947 sustained 
minor damage to hull ct water line, pott side, frame 32, caused by 
striking edge of heavy pack. Ice pack contimed very heavy resulting 
in many stops for aerial reconnoitering and waiting for wind and cur= 
rents to loosen the pack or create open channels through which the 
ships could pass. On 3 January it was decided that it was unsafe 

for the submarine SENNET to attempt to proceed further and the 
NORTHWIND departed to escort her back to the open sea in the vicinity 
of Scott Island. The three remaining ships were left lying to in 
wWiat appeared to be a safe position. At midnight the ship was beset 
inice. A large tabular iceberg was observed to be drifting toward 
the ship contrary to the movement of the ice pack. Our position 
steadily became worse and attempts to move the ship were made by 
altarnately dropping tlie bow anchors to break the ice at the sten 
and by dropping heavy camels suspended from the forward booms over 
each side. A few rounds were fired into the ice fron forward 40 m 
gans but were too far forward to be of any hulp. As a result of the 
above efforta the ship was moved ahead a distance of approximately 
160 yards which improvea our position to some extent. The timely 


annex I-(g) = Qe 


eae 


i 


J33I339339339393993939399399FHHFIIIIIIIIVIDTI TIFT TFII393333 


PUVIVV VV GV 8999779787 


13 


CONFIDENTIAL 


return of the NORTIWIND enabled the ship to break out of the ice into 
a large open pool in the lee of the berg and eliminate a grave situa- 
tion. This incident was the only serious condition encountered during 
transit of the ice pack. The ice pack varied from open pack of thin 
rotted ice to close pack of solid ice up to 15 ft. thick. On 13 
January cleared southern limits of pack and entered open water only 
sparsely dotted with small bergs and drift ice. Arrived off entrance 
to Bay of Whales at 0900 on 15 January and commenced lying to while 
NORTHWIND reconnoitered the Bay, breaking up bay ice and shearing 

off shalf ica to facilitate mooring of remaining ships. 


17 Jamary - 6 February - Entered Bay of Whales at 2000, 19 Jamiary 
and moored port side to shelf ice, using four 8-dnch manila lines 
secured to "deadmen" which had been planted in the ice approximately 
60 yards from the edge by our advance line handling party who were 
landed by boat. On 22 January commanced discharging cargo from 
ship directly to ice shelf and continued operations on 2h~hour 
schedule until departure on 6 February. Twice during this period 
it became necessary for the ships to get underway and clear the bay 
dug to weather and ice drifting into the bay from the sea. Upon 
return the ship moored in the same position each time, using the 
sane "deadmen® as previously. The ice shelf remained intact through- 
out the entire period. Considerable malting of the ice shelf in the 
immediate vicinity of the overboard discharge from main condenser 
necessitated warping the ship ahead a few feet in order to discharge 
cargo from #3 hold. 


6-22 February - Departed Bay of Whales on 6 February enroute to Scott 
Island accompanied by MOUNT OLYMPUS, YANCEY and NORTHWIND. Joined 
with BURTON ISLAND off southern edge o* ice pack at midnight 8 February 
in Lat. 72°-2'-S, Long. 179°-0l'-E and entered loose pack preceded by 
NORTHWIND and BURTON ISLAND and followed by MOUNT OLYMPUS and YANCEY,. 
About 1600 on 10 February encountered heavy pack and proceeded with 
difficulty. At 2116 on il February a large piece of heavy ice drifted 
into rudder shearing the stock above the rudder and rendering ita 
further use impossible. Taken in tow by NORTHWIND but cast off due 

to heavy weather. During the night the rudder carried completely 

away and was lost. The ship drifted with the current until 2000 on 

l2 February in open pack at which time NORTHWIND resumed tow. While 
being towed through ice it was necessary for NORTHWIND to procaed 

with extreze caution. BURTON ISLAND maintained continuous reconnai- 
sance in order to utilize most advantageous route. Cleared northern 
limite of ice pack on the morning of 13 February and continued toward 
Wellington, New Zealand in tow of NORTHWIND. On 16 February heavy 
weather was encountered and at 0400 on the 17th the towing cable 
parted. Drifted in heavy seas until 2000, 18 February when we were 
again taken in tow by NORTHWIND. Our destination was changed froa 
Wellington to Port Chaimers, New Zealand and we arrived there on the 
afternoon of 22 February. Work of fabricating and installing a tempor 
ary rudder was commenced on 25 February and completed 21 March, 
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ANNEX ONE (h) 
U.S.S. YANCEY (AKA-93) 
' Fable of Contents 

NARRATIVE 


_1. ‘INTRODUCTION 


2. DAILY NARRATIVE 
ANTARCTIC SYNOPSIS 


SUPPLEMENTARY DAILY NARRATIVE 
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The followin: is a summry of events from time of departure from 
Norfolk, Virginia on October 21, 190 to time of departure from Port 
Hueneme, California on December 2, Ilyho. 


emmy 

omy 

bom 

Fm 

fen 

hen, 

brn 

Departed Norfolk, Virginia, Cctober 21, 190. hem, 

Arrived Cristobal, C.Z., October 20, 1945; discharged cargo. 

Departed Cristobal, C.2., October 28, 19h. born 
Arrived San Pedro, Calif., November 5, 1940; discharged cargo, 

Departed San Pedro, Calif.,, November 9, 19ho. Jar, 

Arrived Port Hueneme, Calif. and reported to CTF-68 for duty = 

Noverber 9, 1946; discharged cargo November 12 to 15; loaded si 

cargo November 18 to December 1. berm 

Departed Port Hueneme, Calif., December 2, 1946 at 1,00!!, “Y 

Joined CTG-68.2 at O500U December 3, 196. bern 

hen 


During the time from tentative assignment to TF68 in early October 
to time of departure from West Coast, this vessel accomplished following 
major items of maintenance and repair. 


All weatherdecks chipped and repainted two coats zinc chromate and 
two coats blue deck. 


Holds completely cleaned. Hold drainare system tested. 

All P-500 pumps and submersible pumps overhauled and tested. 
Painted side one coat haze grey. 

Inspected and cleaned out all fresh water tanks, 

Cleaned vent systems as practicable. 

Sealed evaporators. 

Cleaned firesides and watersides of hoth noilers. Took bridge 


vauce readin-s of all bearings. Overhauled instruments of iiayden 
Soarc. Procured spare brushes for all motors at Terninal Island 


Conducted general clieanin= and adjustment Tvro Comoass. bees 
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Conducted complete electronics check with the assistance of tiaval 
Shipyard, Temainal island and N.A.".D., Port Hueneme. 


Completely overhauled and rebalanced >oiler fan "to. 1 with assis~ 
tance of Naval Shipvard, Terminal Island. 


Completely overhauled main exhaust blower for engine room. 
Completely overnauled one boat engine. 


Proke out towing pear and with assistance Naval Shipyard, Terminal 
Island modified towing cable to bring up to drawing svecifications. 
Changes have been covered in a letter to the Rureau of Ships. 


There were many small items of general maintenance work accom- 
plished in addition to the foreroing. It can be stated that as tuch 
ship's force work was accomplished during aforementioned period as 
during an ordinary two months yard overhaul period. The ship lert 
Port Hueneme in very rood material condition and in a pood state of 
preservation to undergo the stomny weather and rigorous oparuting 
conditions in the higher southem latitudes, 


During this period, the general supply level was broughs up to 
eipht months. The principal deficiency in spare parts at time of 
departure was bearings for the main generators, Only one set of spare 
bearings for three eenerators were on board at time of departure. 
Additional bearings were received via U.S.S. BURTON ISLAND arriving 
in early February. 


During this period a medical and dental examination of all officers 
and men was conducted with the assistance of the Dental Clinic at “aval 
Station, Port Hueneme. Some ninety-six officers anj3 men received the 
necessary corrective dental attention at the Clinic. (ne man had to be 
transferred thereto for extensive dental work as ne had to be dis~ 
qualified medically for Antarctic operations due tc poor condition of his 
mouth, Some ten men were transferred to the U. S. Naval Hospital, Long 
Beach for treatment or because of medical disqualification for this duty, 
None of these men could be retumed to the ship. With the exception cf 
one man, all of these cenrere received during Cctoher when the crew ras 
augnented for the Operation. 


At the time of departure from Port Huenere there were on beard the 
below listed personnel: 
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Officers - 14 (Skip's Cospany} 
Officers - y (Starr Te-c8; 
Enlisted Yen Ship's Company - 223 
Enlisted Men CTF68 Flag Complement - 13 
Enlisted Nen CTF66 Seabees - 921 
Snlisted Men FFT MT, OLYMPUS ee 

TOTAL - 3L9" 


At time of departure from United States, the only deficiency in 
Enlisted men was one Chief Phamacist's Mate, who joined at sea on 
Deceniber 19 from U.S.S. MEIRICK. This vessel was not supplied with 
engineer ratings to bring complement up to 125¢: of postwar allowance as 
recommended by the Task Force Commander. Some of the men transferred 
to this vessel from 16th Fleet and other Atlantic activities could 
not have been as a peneral rule the best available. 


The Bureau of Naval Personnel proviced a Medical Cfficer ard Raiio 
Electrician in a temporary duty status upon my request and the backing 
of the Task Force Commancer, In addition, there were three officers, 
one Chief Pay Clerk and two Fnsigns Deck Limited, in excess of the 
regular postwar allowance of nine officers. This comolemen* of four- 
teen officers was six or seven below that of the 1.S.S, MEX:TCK, The 
discrepancy comes as result of fleet assignment of the two vessels, 

An Amphibious Force AKA has over two times as rany officers as a Service 
Force AKA. The above augmentation care only as result of much repregen- 
tation - officially and uno*ficially - on my part to the Fureau of 

Naval Personnel, With the exception of the cxecutive Cfficers and the 
Cormanding Officer, no officer on board was fully qualified to handle the 
ship in ice berg waters, in Hestricted Waters, and in the Antarctic Ice 
Pack. This fact, in addition to the fact that th: Executive Officer is 
also the Navivating Officer, worked considerable hardship on both these 
officers. 


The enthusiasm of the men and o*ficers for the HWipnjump Operetior 
initially was very hivh, With the arrival of many ratings fron the 
Sixteenth Fleet and elsewhere, with early departure from the Atlantic, 
and with the subseq:ent unexpected reassi-nment of this vesse: to the 
Pacific Fleet on November 9, 1946, I noted a marked decline in enthusiasr. 
Only a few of the men Kho were transferred at Port Hueneme seemed to rerret 
the fact that they could not make the trip. On departure from Port Hueneme 
tro men missed the ship. Cne of these men was cons‘cered to be temper 
arentally unsuited for this operation. I wasrelieved not to have him 
alone. After departure, I saw a notable improvement in enthusiasm. One 
man told me tnat he thou-ht everyone wanted to make the trip, but aout 
half of the crew disliked leavine the United States. I noted splendid 
manly attitude ani enthusiasm of Seabees or repcrvin- cn board on Decenter 
2, 196. 
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The recreational favilities of the ship were augmented considerably by 
direct purchases from Recration Fund, by surplus supplies ohtained from 
Terminal (sland, and by cifts of past issues of magazines and periodicals, 
Over seven-hundred books were added to the Library. One of the troop 
officers state rooms was converted to a reading room and library. Severs! 
hundred new phonograph records and recordings along with three playing 
dev‘ces were obtained, Twenty-eight movie programs were provided. Several 
sets of SAFI publications were previded by Terminal island and ®ureau of 
Waval Personnel. Materials and tools for hobbycrafts, such as carpentry, 
metal work, square Imot work, splicing and riseing, leathercraft, photovraphr 
were obtained. Some second-hand musical instruments for forming a "hill- 
billy" band were obtained from Surplus stocks at Terminal Island, A sum of 
four-hundred and sixtv-one dollars ($L61,) was expended fram Recreation 
Fund in November for Recreation materials for the operation. 


The loading at Port Hueneme was performed entirely by civilian steve- 
cores, Sone opportunity, nevertheless, wag available for treining ship's 
personnel, At time of departure, the state of training was considered to be 
only fair but as good as possible to obtain in the short time available, 


This vessel made all preparations for the operation without benefit 
of additional funds with exception of one thousand (31000,) provided ty 
Commander Service Force, U.S. Atlantic Fleet for voyage repairs at 


Terminal Island. 
2. DAILY NARRATIVE 


Yonday, December 2, 1946, 


Underway at 1,00 SOA 15 Inota direct route to join T%66,2 and to inter- 
cept Second Track from West on Sheet 4 of TF Track Charts. 


Tuesday, December 3, 1946. 
S. CVFKIT CK, 


At OSOOU intercepted track line, exchanged calls with ''.S.S. © 
changed course to 219°(T) and speed to lk mots. At 1800U changed course 


to 207°(T). 
Monday, December 9, 1946. 


Course 205°(T), speed 1h knots. At Ohl3 crossed the equator at long- 
itude 13510 W, 


Tuesday, December 10, 19hé 


At 0630 changed course to 176°(T). At 1130 changed ccurse t> 204°(T) 
and speed to 15,2 kno-.s. At 2145 changed course to 225°(T). Commenced 
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transit of the passage between HIVA OA and HUA POU of the Marquesas 
Group. 


Wednesday, December 11, 1946. 


Course 225°9(T), speed 15.2 knots. At 0230 changed course to 213°(T). 
In view of CTF-68 1102322 December and Alcom 445, each person on board 
had opportunity to send out a Holiday Messace. Some 150 messages were 
sent to the U.S.S. CURRITUCK for transmission to a shore station. 


At 2025 changed course to 215°9(T), speed 12.5 knots because of delay 
in time for rendezvous north of Tuamctus with TG-68.2. 


Thursday, December 12, 1946. 


Course 215°(T), speed 12.5 kmots. At 0610 took position in column astern 
U.S.S. HENDERSON - order from Van to rear CURRITUCK, CACAPON, HENDERSCN, 
YANCEY - and changed speed to 16.5 knots. At 0933 changed speed to 12 
knots and commenced using changes of course transiting passage between 
MAKEMO and XAUI!) Islands. Between 1500-1700 engaged in tactical maneuvers. 
At 1700 set course 231°(T) » speed 11 knots. At 2000 ordered detached fron 
TG-68.2 and directed proceed independently along fourth track frac West; 
reported to CTU-68.1.2 (CO, U.S.S. MERRICK) and set SQA 10 knots to 
oe ml to overtake prior reaching 1,0°S. At 2200 changed course to 
190°(T). 


Friday, December 13, 1945. 


Course 190°(T), speed 10 knots on fourth 7.F. track from West. at 
1800 changed course to 205°(T). 


Wednesday, December 18, 1946. 


Course 180°(T), speed 9 mots. At 0300 changed course to 270°(T). 
At 0710 sighted U.S.S. KEARTCK. At 0730 cammenred using changes of 
course and speed falling in with MERRICK. at 0815, took course 206°(T), 
speed 15 knots following MERRICK. At Lh2 set fueling course 211°(T), 
speed 10 knots; MERRICK alongside U.S.S. CACAPON first. at 1708 commenced 
fueling, completing at 1925 (Zone 10). At 1911 (Zone £11) set course 
213°(T), 83 knots to intercept former track line. 


Thursday, December 19, 19146 


Course 213°(7), speed 8 knots. At 1300 changed course to 152°(T) and 
speed 15 knots, joining MERRICK. aA* 1807 sighted MERRICK bearing 172°(T), 
distance 15 miles and changed course to 175°(T). At 2030 took position 
on port beam MERRICK and set course 180°(T), speed 9 knots. 
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Thursday, Decemter 19, 1946 (continued) 


Informed that unit had been ordered to proceed through position 56-20 5S., 
158-30 W, in order to disprove or verify existence of NIMROD Group of 
Islands, 


Friday, December 20, 1946 


A most unusual display of phosphorence was noted after dark, there 
being many streamers two or more feet in length, 


Monday, December 23, 196. 


At 0800 stationed aloft lookouts to search for Nimrod Group of 
Islanda. At 1200 commenced using changes of course and speed circum 
navigating the supposed location of Nimrod Island to the eastward. 14,00 
Results negative. Course 262°(T), speed 1: knots rejoining MERRICK. At 
1830 rejoined MERRICK and set course 258°(T), speec 10 knots. 


Thureday, December 26, 1916. 


Course 258°(T), SQA 9 knots, At 1100 changed course to 190°(T), At 
1200 changed speed to 15 knots to expedite arrival at Pack Ice. At 
1900 slowec to 7 mots due to heavy fog. 


Friday, December 27, 1946 


Course 190°(T), speed 7 knots in dense fog. At Olh5 changed epeed to 
15 knots as result improved visibility. At 0625 sighted first ice - a 
small bergy bit - distance 12000 yards by radar. At 0900 changed course 
to 185°(T), Used changes of course and speed variously throughout day 
due to menaces to navigation ~ ice berge growlers, and fog. 


Saturday, December 28, 1946. 


At 2000 sighted pack ice, There were all the conditions of the pack 
ice of all types, the Antarctic and Snowy Petrels, drop in injection to 31°, 
smoothening of sea, etc. Later entered pack ice to determine its nature; 
concluded conditions not favorable for investigation under low visibility 
conditions prevailing. After penetrating about six miles, tumed about 
at 24,00 and retired to Northward, 


Sunday, December 29, 1946. 


Departing from Pack Ice and investigating conditions. Retired at 0000 
due low visibility. Conditions found much like those described in HO 138. 
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At OS50U signted Scott Island to Northward. Proceecing to eastward 
along edge of pack ice. At 1100 dense fog set in. Resumed operations 
at 2300. 


Monday, December 30, 1946. 


Continuing search to eastward for leads to southward through Pack Ice. 
During afternoon fueled from U.5.S. CANISTEO and joined CTF-68 in MOUNT 
OLYMPUS, MERRICK, and SENNET. Making preparations to proceed to Little 
America. 


Tuesday, Decembar 31, 1946. 


Lying to 25 miles south Scott Island in company CTF-68 (Also cTF-68.1) 
with TG-68.1 (USCOC NORTHWIND, USS MOUNT OLYMPUS (F), MERRICK, YANCEY, 
SENNET). TF Commander held conference of Commanding Officers and later 
shifted hig flag to NORTHWIND. At 100 commenced transit of ice pack 
in column in order NORTHVIND, MESRICK, YANCEY, MOUNT OLYMPUS, and SENNET. 


Wednesday, January 1, 1947. 


Traversing ice pack as before. In early afternoon necessary to heave to 
in "lake" pending improvement in weather ccenditions and reconnaissance 
of pack to southward, 


Thursday, January 2, 19h7. 


Maneuvering as before. O900 TFC in NORTHWIND departed for reconnaissance 
to the Southward. At 1900 CTF-58 helf conference at which it was decided 
to move all ships to south westward to a safer position, At 2100 under 
way, 


Friday, January 3, 197. 


Hove to and blocked in ice. Conditions unfavoreble for movement. At 
0200 set Damage Control watch (1 officer, 1 CPO, 8 men). 


Saturday, January h, 1947. 


Hove to as before. Ice and weather conditions steaaily growing worse 
after 0600, Between 0800 and 0930 sent several messages reporting that 
ovr condition growing serious due to near approach to ice berg. At 1130 
NORTHWIND broke path to open water where ship attemoted to maneuver under 
extremely unfavorable conditions - gusts to LO imots, large drift ice, 
small sea room, pool closing in under SW winds. At 1620 went alongside 
fee due inability to maneuver, Requested assistance. At 1725 NORTHWIND 
came alongside to take in tow, 184 Underway with NORTHWIND towing. At 
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2100 cast off towing due inability of NORTHWIND to make progress to the 
Southward in heavy ice. By using speeds up to 12 kncts and by accepting 
hazards attendant to navigation in very heavy and solid ice, the ghip 
was able to reach a amali pool where she hove to at 0020, January 5, 
1947. Inspected propeller and found small bend in each of two blades 
occurring as result this experience. 


Sunday, Jamary 5, 1947 


Hove to in Small Pool awaiting NOKTHWIND and MOUNT OLYMPUS to rejoin after 
latter is broken out of ice. Those vessels rejoined at 0130 at which time 
TG6-68.1 less SENNET contimued progress to Southward toward Little america. 

At 000 TFC directed MERRICK, MOUNT OLYMPUS, and YANCEY to Heave To. The 
ay ates in NORTHWIND to rejoin SENNET. At 0500 went alongside large 
ce floe. 


Monday, January 6, 1947 


Hove to in company with MERRICK (SOPA) and MOUNT OLYMPUS awaiting return 
TFC in NORTHRIND, 0200 CTF-68 in NORTHWIND joined. 0330, Underway to 
Southward in column in order NORTHWIND, MERRICK, MOUNT OLYMPUS, YANCEYX. 
Used speeds up to 10 knots in traversing Close Pack (rotten ice). Progress 
represents best to date. 


Tuesday, January 7, 19L7 


Traversing ice pack as before. At O20 Reversed course and returned to pool 


of open water to await improvement in conditions. No leada to Southward 
could be seen. The condition is consolidated pack with hummocks. A mmber 
of ice bergs were noted in the area. 


Wednesday, January 8, 1917 
Hove toas before. Late in day NORTHHIND departed on extended reconnais- 
sance of the ice pack to the Southward. 


Trursday, January 9, 1947 


Hove to as before. At 1120 NORTHHIND returned. It was decided to remain 
in pool until tomorrow, 


Friday, January 10, 1917 


Hove toas before. At 0800 all ships underway in order NORTHWIND, MERRICK, 
YANCEY, MOUNT OLYMPUS on base course 145°(T) at 4 knots. ‘Two PEM's from 
TG-68.2 flew over group on air reconnaissance of ice pack to southward. At 
1400 hove to dune to unfavorable conditions of ice pack as result of increas- 
ing pressure between floes. At 1730 secured Now 2 boiler to repair leaky 
econauiser heacer gaskets. 
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Saturday, January 11, 1947 


Hove to ag before. 0615 Completed repaizra on boiler No. 2 and pit it on 
the line. At 0915 underway in column HORTHWIND, MERRICK. YANCEY, MOUNT 
OLYMPUS, on southerly courses; progress slow due to consclidated pack. At 
1800 ice conditions seemed to improve slightiy with close pack some rctten 
ice. Py 2300 constant improvement in ice conditions noted. Ice now is 
close pack panceke rotten ice. 


Sunday, January 12, 1947 


Traversing ice pack as before. at 0300 ran in open pool southern peri- 
phery of wich surrounded by thick bay ice; headed east in order to reach 
pack ice again. Radar picked up shelf (kL ft. high) at 1700 yards. at 
1100 indications were that pack conditions improving constantly - now close 
pack rotten ice pancakes, 20 to 30% open water. At 1800 entered clcse 
pack apparently as result strong southerly winds blowing during early 
afternoon. At 2000 ice and conditions again improved. At 2200 encountered 
close pack pancake ice and progress thereby retarded again. During the 
day made turns as high as for 9 kmots which was considered too high a 
speed for safe navigation. The ship was subjected to heavy vibrations. 


Monday, Jammary 13, 19U7 


Traversing ice pack as before. 0015 Secvred No, 1 boiler to repair 
leaky econanizer header. 0030 Pack deteriorating rapidly now in open pack 
with much clear water. 0330 Entering very loose pack or drift ice. O20 
Heavy fog set in. #0630 Visibility increased to fiva miles. #1015 Fog 
set in. 1128 Fog lifted. 1145 Cut No. 1 boiler back in on the lize. 1200 
The ship now entered a large area of sea ice differing materially from that 
encountered over the past twenty-four hours. This ice is best characterized 
by its heteregenity - loose pack, close pack, drift ice, ice bergs, bergy 
bits, shelf ice. There were nan; large pools of water. Generally speaking 
the ice was loose pack with open water 30 to 80%. At 1630 recorded fatho- 
meter sounding of 145 fathons. 


Tues January 1h, 29l7 


Traversing ice pack as before. Conditions of ice are seme as described 
for yesterday except pools are mich larger in extent and there is more 
drift ice in the pack. At 1220 cleared the pack. At 1300 ships lying to 
for CTF-68 to shift flag to MOUNT OLYMPTS. At 1400 underway, standard 
speed 13 mots, course 10°(T) in order NORTHALND, MOUNT OLYMPUS, MERRICK, 
YANCEY ~ clear water ahead. At 18u0 entered heavily packed floe and cleared 
at 1930. &t 2000 erte.ed floe of loose pack ice and cleared at 2119, at 
which time took speed 12 knots. 2200 Entered open pack ice and cleared et 
2300, at which time resumed standard speed. 
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Wednesday, January 13, 1947 


Enroute Bay of Whales in colvmn in order NORTHVIND, MOUNT OLYMPUS 
(CTF-63), MERRICK, YANCEY on course generally 145°9(T), speed 12 knots 
slowing as required while traversing areas of open pack ice. At 0030 
sighted shelf ice or barrier at 20,000 yards bearing 150°(T) believed 
to be Discovery Inlet (Picked up by SA & SG Radarg at 14,000 yards). 
DR position checked within miles of navigational fix at OOW8. at 
000 directed to lie to while CIF-68 in MOUNT OLYMPUS investigates 
inlet. O1\2 again forned column and proceeded on easterly course at 
12 knots for entrance to Bay of Whales. At 0830 sighted entrance to 
Bay of Whales. At 0900 directed by CTF~68 to lie to while NORTHWIND 
investigates condition inside Bay. 


Thursday, January 16, 1947 


Iying to as before off entrance to Bay of Whales. Commanding Officer 
visited Bay of Whales in NORTIWIND and considered conditions therein 
unfavorable for operating this vessel at that time. 


Priday, January 17, 1947 


Iying to as before. at 2130 directed to make preparations to enter 
Bay of Whales. Receiving personnel from MOUNT OLYNOUS and MERRICK 
up to midnight. 


Satur J 18, 1947 


Standing by to entor Bay of Whales. At 0015 following NORTH\IND into 
Bay of Whales. At 0108 due to sudden sharp right turn and to restrictad 
sea roan damaged two propeller blades while backing full speed to avoid 
collision with large bergy bit. 0120 Went alongside shelf ice. 0340 
Commenced discharge of cargo as directed by CTF-68 Staff representatives. 

Jessel lying nicel: alongside ice even with winds up to 20 knots. 


Sunday, January 19, 19h7 


Moored to shelf ice Bay of tthhales discnarging cargo. At 1200 records 
indicate 400 tons of vargo out. Transportation of cargo from dock side 
to dumps is a difficult problem due te softness of snow and no tendenc; 
to compact. Under the circumstances the progress is good. 2055 U.S.S. 
MERRICK stood in and moored to shelf ice to wastward. 


Monday, January 29, 19hT 


Moored to shelf ice Bay of Whales, discharging cargo from two hatches. 
At 0300 gusts up to 20 knots fram North. Al) appearances are ‘hat shelf 
ice will deteriorate under these conditions if they persist for amy langth 
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Monday, Jamuary 20, 19137 = (continued) 


ef time. At 0330 under continued swell conditions shelf broke off for 

an area to eastward 5CO ft. x 100 ft. - shelf ice still satisfactory for 
mooring. At 1200 records indicate 475 tons of cargo discharged. 1400 

The Task Force Commander cane aboard for conference mith members of his 
staff attached temporarily to this ship and commanding officers. 1500 The 
Task Force Camaander left the ship. 1630 NORTHWIND departed for rendezvous 
with PHILIPPINE SEA North of the Pack. ; 


Tuesday, January 21, 1947 


Discharging, cargo in Bay of Whales as before. 0515 Vance WOODALL, seanan 
second class, U.S. Navy, met accidental death while handling cargo on shelf 
ice a ongside No. 1 hatch. At 1200 estimate 590 tons cargo discharged to 
date. 


Wednesday, January 22, 1947 


Discharging cargo in Bay of Whales as before. at 0900 Board met in 
connection with Investigation of accidental death of Vance (n) WOODALI., 
seaman second class, U.S. Navy. At 1200, 727 tons cargo discharged tc 
date. At 1430 Chaplain MEYSTER from U.S.S. MOUNT OLYMPYS conducted 
Divine Service in memory of the late Vance WOODALL, It is my under- 
Standing that this was the first Mass Service of Adovation on record 
on the Antarctic continent. 


Thursday, Jamary 23, 19h7 


Discharging cargo in Ba; of Whales as before. At 1200 - 872 tons cargo 
discharged to date. At 2000 The Board of Investigation convened because 
of death of Vance WOODALL, seaman second class, adjourned, investigation 
completed. During day Dr. SIPLE and Navigating Officer determined width 
of Narrows between East and West Capes to be 675 feet by use of Sextant 
Angles and other observations. At 2335 Task Force Commander ordered this 
ship to proceed out of Bay due to ice berg drifting through entrance en- 
dangering all vessels, 


Friday, January 2h, 1947 


Malcing preparations to clear shelf ice. 0210 Cleared pack ice surround- 
ing the ship and headed for entrance of Bay of Whales. O23C Passed through 
the Narrows between West and East Capes heading seaward. 0300 Conducted 
test to determine vibrational effect of bent propeller blades. Excessive 
vibration set in at 65 RPYs ahead, There was no appreciable vibration at 
5O RPMs astern, 0330 M=22TC! amd MOUNT OLYMPUS stood out of Bay of Whaces. 

All ships lying to off entrance. 10.00 U.S.S. MERRICK returned *o moorings 
in Bay of Whales. 1530 Proceeding into Bay of Whales. 1555 Moored star- 
beard side to shelf ice. 195 U.S.S. MOUNT OLZMPUS stood in and noored. 
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Sat » Janu 25, 19h7 


Moored to shelf ice Bay of Whales; Base Canp personnel not unloading cargo 
from this ship. The crew generously donated ninety-seven dollars and forty 
five cents ($97.45) to “March of Dimas", 


Sunday, January 26, 197 


Moored to shelf ice, Bay of Whales; Base Camp personnel not unloading 
cargo from this ship. Perfect morning ~ cloudless sky, flat calm bay, 
balmy winter weather. Holiday routine enjoyed by all. 1800 Commenced 
discharge U.D.T. ammnition 


Monday, January 27, 19h7 


Moored to shelf ice in Bay of Whales discharging anmunition. 0300 
Stopped discharge ammunition due to snow storm (approximatuly hO tons 
off loaded and delivered to sumo Cache). Total cargo discharged to date 
970 tons. 0730 All ships making preparations to clear Bay of Whales 
due to increasing Northerly winds, this rendering Bay untenable. 0350 
Underway following MOUNT OLYMPUS. 0909 Cleared the Narrows of Bay of 
Whales. 1000 MOUNT OLYMPUS, MERRICK, YANCEY, maneuvering in open formation 
on northerly and southerly courges cff entrance to Bay of Whales. Fresh 
winds and snow storm contimied throughout day. Viaibillity at times 1000 
yards. 


Tuesday, Jamary 28, 1947 


Maneuvering off entrance Bay of Whales as befora. No notable moderation 
of weather unti] 2100. At 2140 sent LCM in to Bey of Whales with supplies 
and personnel for tent camp. 2330 ICM returned. 


Wednesday, Jamuary 29, 1947 


Tying to off entrance of Bay of Whales as before. Weather moderating 
slowly; light snow intermittently during forenoon; afternoon beautiful 
winter day. 


Thursday, Jamary 30, 1947 


Iying to as before off entrance to Bay of Whales. 0500 sighted first wave 
of two RLD airplanes over Little america. 0710 Sent in ICM to Bay of Whales 
with personnel and supplies for Base Camp. 1950 Stood in to Bay of Thales 
and moored to shelf ice at 20h0. 
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Friday, Jamary 31, 19h7 


Moored to shelf ice in Bay of Whales; U.S.S. MERRICK also present. 1350 
U.S.S. MOUNT OLYMPUS stood into Bay and commenced lying to. 1500 Comnenced 
reloading material not required at Base. 1600 The TFC held conference of 
Commanding Officers and Officers of his Staff, after which flagship stood 
out. 19h0 USCGC NORTHWIND stood in and moored to shelf ice. 


Saturday, February 1, 1947 


Moored to shelf ice in Bay of Whales reloading vehicles as Base Camp 
sends them to ship's side. With constantly falling barometer the weather 
began to worsen; by 2000 wind velocity was 40 kmots with gusts to 60 knots; 
lowest temperature recorded 10°F. 


Sunday, February 2, 19]7 


Moored to shelf ice in bay of Whales. Early morning winds of over 10 
knots fron S.E. experienced. With 8 lines out and strain carefully equalized, 
no difficulty was experienced staying alongside. Fortunately, the wind 
direction was such as to minimize break-up of shelf ice. With high wind 
and low visibility it woule have been touchy getting out of the Bay of 
Whrles. At OS00 with barometer rising weather began to moderate. Loading 
and unloading cargo intemittently throughout the day. At 1300 0.5.5. 

MOUKT OLYMPUS stood in and moored alongside U.S.S. MERRICK. 


Monday, February 3, 197 


Moored in Bay of Whales as before standing by to reload cargo. 


Tuesday, February h, 197 
Moored in Bay of Whales as before reloading cargo as it becomes available. 


Wednesday, February 5, 19h7 
Moored in Bay of Whales as before reloading cargo as it becomes available. 


Thursday, February 6, 1947 


Moored in Bay of Whales as before reloading cargo as it becomes available. 
During past few days have furnished approximately 100 man days assistance to 
Temporary Camp in form of working parties (l1 man days yesterday). 1300 
Completed reloading equiprent mostly trucks, tractors, sleds, spare sir- 
plane engines and propellers, airplane jacks, etc. 1900 Ships getting 
underway in following order for Scott Island, NORTHWIND (CTF-68 temporary 
flagship), MOUNT OLYMPUS, YANCEY, MERRICK. 2005 This ship cleared Byy of 
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Whales. 205 Formed column in order Van to rear NORTHWIND, MERRICK, YANCEY, 
MOUNT OLYMPUS, speed 7 knots using various courses between West and West 
Northwest. Encountered heavy ice off entrance to Bay of Whales. At 2215 
Changed standard speed to 10 knots. 


Friday, February 7, 19li7 


Enroute Scott Island as before. Standard speed 10 kmots, course generally 
West to West Northwest. At 1630 changed course to 310°(G). During day 
passed a number of ice bergs and bergy bits; sea otherwise partically free 
o. oe) At 2130 changed course to 340°(G). at 2300 changed course to 

G). 


Saturday, February 8, 1917 


Enroute Scott Island as before. At 1000 changed course to 015°(G). 
Observations indicate Gyro error at high latitudes (75-78 S) approximately 
3° on N-S headings and 12°W on E.W headings. Beautiful weather today. 
100 Changed course to 020°(G). At 1940 changed course to 345°(G). 2320 
Sighted U.S.S. BURTON ISLAND 10 miles te Northward; stopped, commenced 
lying to in order to transfer mail and supplies fran BURTON ISLAND. 


Sunday, February 9, 19L7 


Iying to as before. 0250 Formed column in order Van to rear NORTHWIND, 
BURTON ISLAND, MERRICK, YANCEY, MOUNT OLYMPUS and went ahead on northerly 
course at 5 kncets. 0317 Entered close pack ice 6 to 8 feet thick. O3h1 
Entered open water speed 5 to 10 knots; many bergy bits in area. 0610 
Entered loose pack ice. 0915 Rosary Service conducted by LTJG Victor C. 
SZCZEPKOWSKI, USNR. 1000 Protestant Lay Service conducted by Chief Machinist 
Edwin F. STEINFELD, USN. 1200 Entered area of clase pack Bay ice 5 to 8 
feet thick, 10-20% open water. 1700 Entered open pack mostly open water. 
2000 Entered area close pack. 2330 Mtered area of consolidated pack and 
heavy bay ice; necessary lie to while NORTHAIND investigated conditions. 


Monday, February 10, 1947 


lying to as before. 0300 Directed by Task Force Commander to clear 
area to Soutmward. 0800 Entered area of close nack 3 to 8 feet thick 
rotten ic2. 1000 Entered area of loose pack ice 2 to 3 feet thick. 1600 
Entered large pool. 1630 All ships lying to while NORTHWIND investi gated 
area of consclidated pack to Nortinrard. 1800 Baroneter dropped .09" in past 
hour, wind increased to 26 knots and wind veered from NeE. E.3 blizzard 
suddanly in progress; all ships ordered to be prepared heave to. 2050 Bow 
came against large floe in the pack, course 90°; hove to turning over 20-25 rpn 
during night; winds up to 35 knots with gusts to hS Imots. 
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Tuesday, February 11, 1917 


Hove to as before. 0300 with wind velocity rapidly decreasing and with 
rate of fall of barcmeter decreasing weather commenced to moderate. 2005 
Formed column order NORTHAIND, BURTON ISLAND, MERRICK, YANCEY, MOUNY OLYVrUS 
preparing to head Northward; strong winds from Southward. 2020 MERRICK 
became fouled in heavy ice and subsequently damaged rudder necessitating her 
being taken in tow. 2250 CIF-68 directed this vessel totake charge of U.S.5. 
BURTON ISLAND and MOUNT OLYMPUS and proceed out of pack; formec column order 
BURTON ISLAND, YANCEY, NOUNT OLYMPUS and proceeded at six knots on generally 
northerly course; during night experienced winds of L5 knots with gusts to 
55 knots. 


Wednesday, February 12, 19h7 


Proceeding through pack ice with wide leads on northerly course. 0930 
Cleared pack ice at 68-07 S. ~ 177-12 E. 100 Directed BURTON ISLAND join 
CTF-68; MOUNT OLYMPUS anc this vessel lying to and maneuvering on northern 
extremity of pack. 2030 BURTON ISLAND rejolned for purpose transfer per- 
sonnel to MOUNT OLYMPUS and upon campletion returned to join NORTHWIND and 
MERHICK. 


Thurs Febru 13, 197 


lying to as before with MOUNT OLYMPUS in company. 1100 Towing group 
cleared the pach. 1230 Reported to Captain THOMAS, USCOC NORTHWIND as 
CTU-68.1.2 in accordance CTF-68 despatch 1322232. 1350 Formed colum 
in order YANCEY, NORTHWIND, MERRICK (in tow), heading for Wellington, 
New Zealand. 1420 Set course 359°(T); building speed up slowly ; at 1640 
speed 8.3 knots. Beautiful weather today. Task Force Commander shifted 
Flag to BURTON ISLAND} MOUNT OLYMPUS headed for Scott Island. Except for 
few bergs water clear of ice. 1900 Retarded clocks one hor. 2225 In- 
creased speed to 11 knots. 


Satur: Febru 15, 19k7 


There was no Friday this week as date advanced one day. Enroute to 
Wellington, New Zealand on course 3599(T), speed 11 knots, as part of 
TU-68.1.2 (YANCEY, NORTISVIND, MERRICK in tow). 090 Changed course to 
356°(T). 100 Conducted vibration test; made 15 kmots 82 turns without 
difficulty and with tolerable vibration; maximum sustained speed reported 
as 13 kmots. 2210 Camzenced snowing. 2256 Reduced speed of formation 
to 10 knots due to heavy load on towing gear of NGRTHWIND. 


Sunday, February 16, 1947 


Enroute Wellington, New Zealand aa before, course 356°(T), speed 10 
knots in low visibility due to snow later becoming drizzle. 0355 Reduced 
sveed to 8 imcts due to sea conditions becaming less favcrable as result 
westerly wads about <0 Imoty. 0915 Catholic Rosary Services conducted 
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by LIJG Victor C. SZCZEPKOWSKI, USIR. 1000 Protestant Service conducted 

by Ensign Gordon M. COLENA, USNK. 1035 increased interval on NORTHWIND 

to 2,000 yards and commenced laying oil slick; sea conditions worsening. 

2021 Base course changed to 3h°(T); ship rolling heavily; changing speed 
and course as required to keep station. 


Mo! February 17, 1917 


Enroute Wellington, New Zealand as before. Course 3hh°(T) using various 
courses and speeds to keep station on NORTHWIND. 0025 Reported to CTU-68.1.2 
that this vessel was rolling violently (45°) and suggested that we head up 
into wind; changed course to 315°(T). 0120 Changed course to 270°(T); winds 
60 knots, seas rough and confused; at about 0200 towline parted and MERRICK 
adrift. 0510 Hade turn to port rolling up to 5° with sea astern and headed 
for MERRICK to lay oil slick. 0652 Reported to CTU-68.1.2 that even pumping 
to stop] hove to for remainder of day keeping in visual contact with MERRICK. 


Tuesday, February 18, 1947 


Hove to as before with TU-68.1.2 using various courses and speeds to keep 
in visual contact of MERRICK which is adrift. During afternoon weather began 
moderating slowly. 2000 MERRICK in tow; formed coluan normal order; course 
3379(T) building up speed. 


Wednesday, February 19, 1947 


Underway as before in canpany TU-68.1.2 in order YANCEY, NORTHWIND, MERRICK 
in tow, course 337°(T), speed 8-10 mots. During early morning wind shifting 
through North to East of North and barometer commenced to fall very slowly. 
0900 LTJG Victor C. SZCZEPKOWSKI, USNR, conducted Catholic Service (Ash 
Wednesday). 0913 Changed course to 015°(T) to head into slight sea, that is 
forming as result new storm estimated to be located between position and 
Campbell Island. 1200 Changed course to 030°(T). 1700 Fog set in. 1900 
Changed course to 350°(T). 2210 Fog lifted. 


Thursday, February 20, 1947 


Underway as before in company with TJ-68.1.2 enroute Por+ Chalmers, 
New Zeeland in order YANCEY, NORTHWIND, MERRICK in tow at speed 10 -4 knots 
on course 350°(T). 1050 Increased speed to 12.2 knots. 2)00 Changed 
course to 319°(T). 


Friday, February 2, 1947 


Underway as before in company with TU-68.1.2 enroute Port Chalmers, Kew 
Zealand in order YANCEY, NORTHWIND, LERRICK in tow at speed 12 -4 kmots, course 
3199(T). 0915 Reduced speed to 10.5 knots due to heavy strain on NORTHWIND's 
towing cable. 1722 Increased speed to 12 ~ knots. 2045 Changed course to 
3119(7). 
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Saturday, Febru 
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Underway as before in company TU-69.1.2 course 312°(T), speed 12 
knots. 0821 Changed course te 319°(T)- 0254 Changed speed to 13 knots. 
2500 Commencei using changes of course and speed preparatory to taxing on 
1705 Moored starboard side to south side George 
Street Wharf, Port Chalmers, New Zealand. 


pilot and entering port. 


Sunday, Febru 


23 to Fn Febru 28, 1917 


At Port Chalmers in the Otago District of South Island, New Zealand in 


company J.S.S, MERRICK. 


The following 18 synopsis of principal events during period in the 


antarctic: 


Decenber 27, 1916 
Decenter 29, 1946 


December 29-30, 1046 


Decenber 31, 1946 


January 14, 


January 15, 
January 15, 


Jamuary 18, 


1947 
1947 


138 


1947 


ANTARCTIC SYNOPSIS 


Sighted first ice at 0625 G at latitude 52-30 S., 
173-28 W. - a mall dergy bit. 

Sighted Pack at 2000 J at position (DR) 57-37 S., 
179-23 E. 

Investigating conditions of ice »nack by radar 
and by observation fra: crom's nest to east- 
ward fron longitude 179-30 5. to vicinity of 
the 175° W. ueridian. afternoon Decenber 30, 
fueled fron 0.5.8. CR!ISTEO after rendazvous 
with Task Force Tomumder. 

At 100 Xray entered pack at 57-47 Se, 179= 

53 WW. 

- at 1200 Xray left pack at 76-42 S., 177-h9 #. 
Width of pack 550 miles. 

At 0030 Xray sighted Discovery Inlet. 

At 0830 Xray sighted Bay of whales. Distarce 
steazed fran Port Huenenae to Bay of whales 

8309 miles. 

Entered Bar of Whales and commenced discharge 

of cargo. Served as headquarters diip for TF-45 
personnel connesved with erection temporary 
canp until Jamar; 23, 19:7. 

Commence: reloading equionenz nct required at 
Tecporasy Cap. 

Conplated reloading. Departed Zar of wna.es for 
operating area to North of the ice Pack. 

Entered Pack Ice at O317 Xrar at 72-35 S., 


973.29 
17505? =. 


Denarted Pack Ise at 0939 Xray av 52-07 S., 
177-12 © Width of pacn 275 niles. 
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REST CTD 
February 13, 2347 - Formed towing unit, TU-65.1.2, Captain THOMAS 
in NORTMIND senior and at 1350 ray set course 
for Wellington, New Zealand in column in ord=> 
YANCEY, NORTHWIND, MERRICK (in tow). Perifec*. 
weather. 
February 1h, 1947 - Friday was skipped. 


February 15, 1917 Sighted last ice berg latitude Sy-O1 Se, 
Longitude 175-52 E. 

February 17, 13, 1947 - Riding out storm. Y.$.S. MERRICK adrift. 
UM February 18 set course for Port Chalszers, 
New Zealand as destination changed. 

February 22, 1947 ~ Arrived Port Chalmers, New Zealand. 


2000 


Miles steamed since 2 December 19L6 = 106520 miles. 
Fuel used since 2 December 19446 = 240 gallons. 
Fresh water used since 2 Decenber - 755820 gallons. 
Fresh water distilled since 2 December - 721420 


gallons. 
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Saturday March 1 to Tuesday March 4, i947 


At Port Chaluers, New Zealand. 


Wednesday, Marsh 5, 197 

At Port Chalmers, N.Z. O700 Got underway for Pago Pago, Smoa. 0206 
Cleared entrance and set course 0446°(T), speed 13 knots. 1911 Changed 
course to O0L0°(T). 

Friday, March 7, 1947 

Undarway as before. 0000 Changed course to 023°(T). 2h00 Retarded date 

one day having crossed 180th meridian during early afternoon. 


Friday, March 7, 1347 


Tuis is a repeat day having shifted to Zone “12 time. Undernay as 
before. 0830 Reduced speed to 13 knots to permit securing boiler No. 2 
for repairs. 2200 Canpleted boiler repairs. 2300 increased speed to 13 
knots. 

Saturday, Marci, 3, 1947 

Underway as befsre. O000 Advanced clocks one (1) hour to Zone -/11 tine. 

Tuesday, March 12, 1947 

Underway as before. 800 Changed course to 012°(T). 1:00 arrived Pago 
Paro, Saaoe (distance fron Port Chalmers 2126 wiles). 

wednesday, March 12 to Wednesday, “arch 26, 1947 


At Paro Paso, Saioa loading xzeneral cargo. Completed loading at 1600 
Iray March 20th, having taken on board approxizately 1,00 tons SSK surplus 
material destined Zor Fearl Harbor. Ship's force engaged in loading 
operations furnishing dockside and hatch details. 

Thursday, March 27, 19u7 


Departed Pago Pazo, Sanca at 0339, Yrar with YTL-153 in tow, 50a 10 knots. 


Friday, Varch 28, 151? 


Emroste Feari Harbor as before tourse 020°/(T). 
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Saturday, March 29, 1947 


Underway as before except SOA 9.3 mots. At 1130 reduced speed to 7.3 
knots in view of receipt of dispatch from CamServPac stating that he con- 
sidered SOA 10 knoto excessive. 


Sunday, March 30, 1947 


Underway ag before except SOA 7.2 knots. 0830 Stopped for excutive 
officer and party to inspect tow. They found everything including shaft 
locking device to be in very good condition. 0900 Went ahead at SOA 7.5 
knots. 0930 Ensign COLEAN conducted Protestant lay services. 1030 LIUG 
on conducted Catholic Rosary Services. 2000 Changed course to 
023"(T). 


Tues mii 1, 197 
Underway as before. 01,00 Slowed to SOA 6 knots due to light head seas. 


0700 Changed course to 030°(T). 1000 Changed course to 035°(T) and SOA to 
3.2 knots due to moderate head seas. 1900 Changed course to 010°(T). 


Monday, April 7, 1947 


Underway as before except course 035°(T) SOA 3.1 knots. The drift due 
to wind and current ig over 3.5 knots. 


Monday, April 1h, 1947 


Underway as before. 0930 Arrived Pear) Harbor with YTI-153. (Total 
2266 miles). 
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ANNEX ONE - (3) 
NARRATIVE 
U.S.8. BURTON ISIAND 


COW IDENT IAL 
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CONF LDENT LAL 
a The U.S.S. BURTON JSLAND was commissioned at the Naval Ship- 


yard, Terminal Island, San Pedro, California on 28 December 1916. 
OGutfitting and provisioning ship for Operation HIGHJUMP was begun on 
30 December 196. During the precommiasioning period 1 October 1916 
to commissioning all plans had been formated and material and pro- 
visiong ordered go that after commissioning, it remained only a 
matter of getting the material on board. Loading of provisions and 
stores was completed on 10 Jamary 1917, except for items of cargo 
for the task fcrce which continued to arrive until the tizo of de- 
parture. Much of this cargo was fer ships of the Eastern and Western 
Groups and in the absence of specific instructions to the contrary, 
was taken aboard even though it was known these ships would not be 
contacted in the antarctic. 


2. After loading, during the period 10-15 January the ship 
conducted at sea training undervay, running the measured mi’e, 
obtaining tactical data, and exercising at aircraft training, Trein- 
ing was completed and fuel and provisions topped off on 15 Jamary 
1947 and at O800 on that date the ship reported to Commander In Chief, 
Pacific Fleet and Commander Training Command, Pacific, for duty, ready 
in all respects for sea. Orders were received directing the ship to 
report to Commander Training Command, San Diego Group, for shakedown 
during the pericd 16 Jamary - 7 February 1927. Knowing this was 

not the intentions of Commander Task Force SIXTY-EIGHT, a dispatch 
was sent to him informing him of the circumatances and requesting 
instructions, 


3. The ship departed Los Angeles Harbor at 0700, 16 Jamary 
for San Diego, California and reported to Training Group, San Diego, 
California, It was decided that Training Croup San Diego would con- 
duct an inspection of che ship and if the ship was found ready for 
sea, orders would be issued for it to report to Commander Task Force 
SIXTY-EIGHT for duty. The inspection was held during the forenoon 

of 17 January 19:7. As a result of the inspection the ship was order~ 
ed to report to CTF 68 for duty ani departed San Diego at 1530, 17 
Jameary 1947 for Little America. Speed of li knots was set and the 
great circle course to Scott Island was laid dom and followed. 


he The trip southward was made without umeual incident, 
Numerous minor engineering deficiencies developed during the first 
two weeks of the trip but were speedily repaired and at no time was 
the ship delayed by them. On the whole the ship and ship's pereonnel 
preformed remarkably well considering the short period available for 
training and indoctrination. 


Se On 5 February in approximately Latitude 62° S, Longitude 
168° W, the first iceberg was sighted. From then until the pack was 
encountered icebergs were constantly in sight. It was found the SU 
redar did not pick up the Antarctic icebergs at the ranges that a 


' 
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similar unit picked up Arctic icebergs. It is believed this is due to 
a difference in the density of the bergs and to the fact that Antarctic 
berge are not ae high as those encountered in the Arctic. 


6. The northern edge of the ice pack was encountered in 

Latitude 68° 211 8, Longitude 175° 15' W, and in accordance with orders 
from CTF 68, course was changed to the westward to scout the edge of 
the pack, heavy pack was encountered during the forencon of the next 
day, 7 February, and appeared to get steadily heavier as the ship pro- 
ceeded westward, This fact was reported to CIF 68 and orders were 
received to proceed southward along the 179° E. Meridian. The ship 
worked southward through ice varying from close heavy pack to pancake 
ice until clear water was reached in latitude 70° )0' S, and Longitude 
178° S2' B. At 2200 on 8 February the vessels of the Central Task 
Group were joined in Latitude 72° 8. Longitude 179° 15' EB, and cargo and 
mail for these vessels was delivered. 


7. At 0125 on 9 February the Central Task Group proceeded north- 
ward to clear the pack ice. The group ‘proceeded northward without un 
toward incident until at about 1900 on 11 Pebruary the U.3.S, MERRICK 
broke her rudder stock by drifting into a heavy floe. At 2200 this 
vessel was ordered to proceed with 0.S.S. YANCEY and 0.3.S. MOUNT 
OLYMPUS to clear water, while the U.S.C.G.C. NORTHWIND stood by the 
U.S.S. MERRICK. The trip northward clear of the pack was conpleted at 
0900, 12 February 1947, without incident and at 1045, BURTON ISLAND 
reversed course to rejoin NORTHWIND and MERRICK, At 1430, rejoined 
NORTHWIND and MERRICK, then NORTHWIND came alongside to transfer 
passengers. Upon completion of transfer, BURTON ISIAND proceeded 
northward to transfer passengers to MOUNT OLYMPUS. This task was 
completed at 2200 and again course was apt to the southward to rejoin 
NORTHWIND and MERRICK. Rejoined at 0130, 13 February. Proceeded to 
act as scouting vessel to guide NORTFWIND with MERRICK in tow through 
loose pack, At 1100 all ships were clear of pack. 


8. At 1325, 13 February Rear Admiral R, H. Cruzen, (CTF 68) 
ahifted his flag to BURTON ISIAND and at 130, set course to the 
southward and proceed at 1) knots enroute McMurdo Sound, Antarctica, 


9. At 1850 on 15 February sade sight contact with Mt. Melbourne 
and proceeded southward toward Drygalski Ice Tongue which was reached 
at 0330 on 16 February. Took departure and headed for McMurdo Sound 
which was entered at 2100 same day. At 2336 encountered solid bay ice 
in vicinity of Inaccessible Island and lay to with bow in edge of ice. 
The ship remained in McMurdo Sound until 2000 on 20 February when de~ 
parture for Little America waa taken. During the stay in Mclurdo 

Sound, reconnaissance flights were made of surrounding area for possible 
landing areas for planes and ships. Ths camp sites of Scott's two 
expeditions were visited and found to be in a remarkable state of 
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preservation considering the length of time since they were establishod. 
The helicopter was damaged during a reconnaiseance flight to Scott's 
camp on Hut Point, Ross Island, but was repaired and flown back to the 
ship. 


10. The ship arrived off the entrance to the Bay of Whales at 
0532, 22 February 1917. At 0624, ship moored alongside bay ice in 
Bay of Whales, to evacuate personnel of base camp. At 0328 on 23 
February, all personnel and equipment to be evacuated were on board 
and the ship got underway to proceed northward clear of pack, An 
uneventful trip was made and at 2350, 25 February the ship was clear 
of the ice peck—a record run, 


11. The following morning, 26 February, the U.S.S. MOUNT OLYMPUS 
Was joined and Rear Admirals Cruzen and Byrd, and the majority of 
personnal, evacuated from base camp were transferred. Upon completion 
of transfer of personnel, departed Antarctica for Port Chalmers, New 
Zealand to transfer cargo to the U.S.S. NERRICK. Arrived Port Chalmers, 
1700, 4 March 1947 after a very rough voyage, during which the ship 
rolled 51°, Transferred cargo and at 1700, 5 March, got undermay to 
join 0.8.8, MOUNT OLYMPUS and U.S.C.9.C. NORTHWIND to proceed to Well- 
ington, New Zealand. Joined up at 1600, 6 March and at 0700, 7 March 
entered Wellington harbor. 


12, Departed Wellington, Yew Zealand, 1600, 1) March 1947, on- 
route Pago Pago, Samoa in company with U.S.C.G.C. MORTHWIND. Arrived 
Pago Pago, Samoa, 0930, 19 March 1947. Departed Samoa, 1800, 19 March 
1947 enroute San Pedro, Californie. Nothing worthy of comment occured 
during this trip. Arrived San Pedro Harbor, 1600, 31 March 1947. Re- 
ported to Commander In Chief, Pacific Fleet and Commander Service Force, 
Pacific Fleet for duty. 
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U.S.S. CURRITUCK (AV-7) 
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NARRATIVE A!T PREPARATIONS PRIOR DEPARTURE .X OPERATION 
1. Situation. 


Prior to receipt of the orders to participate in the oper- 
ation, the CURRITUCK had been alongside a dock in a maintenance status 
icr < perio¢ cf rorths, bul was now in the process of being reactivated 
for duty on the Asiatic Station. The acute personnel situation then 
current in the Navy ty reason of the demobilization fully affected this 
vessel. Of prime concern was the Engineering Department where the in- 
experienced personnel were encountering numerous difficulties with all 
phases of the pliant. The ship was to continue to be handicapped by 
critical personnel shortages throughout the entire operation, 


2. Ship pmployment. 


The period 3 - 16 October was utilized in undergoing a cur~ 
tailed Underway Training rrogram for reactivated ships under the super~ 
vision of the Underway Training Command, San Diego. Cn 16 October 
the ship conducted successful tests in the use of shipboard radar for 
controlling instrument landings of seaplanes under zero conditions. 
The procedure developed at this time proved satisfactory and was not 
modified with further experience. Cn 17 October the ship sailed for 
the U. S. Naval Shipyard at dunters Point, San Francisco, arriving the 
next day. In addition tc urgent repairs and overhauls, a helicopter 
platform and additional transmitters for aircraft communications were 
installed during yard availability. on 1 November the ship departed 
from the shipyard for San Diego, arriving the léth-encountering some 
enginesring difficulties enroute. The next week the ship was at anchor 
in order to give the Air Department its initial training in tending 
PE! geaplanes loaned for this purpose. On 23 November the ship got 
underway, rendezvoused with the Task Group destroyer and conducted 
fueling exercises. Upon completion the ship held a full power run. 
During the final week and until departure on 2 December, the ship was 
mocred alongside the dock at North Island receiving supplies and mak~ 
ing final preparations. On 28 November Captain Charles A. ond, USN, 
reported aboard to assume duties as ComTaskGroup 68.2, During this 
week the aviation detachment and staff personnel reported aboard. The 
aircraft also arrived, three PPF's one HO3S~1, one HOS-1, and Soc-l. 


3. Preparation. 


It was realized, of course, that realistic planning and 
meticulous preparation should de made before venturing on an Ant- 
arctic expedition about which little was kmow and during which no 
outside aid could te expected. Insofar as was possible the efforts 
of all departments mere directed towarda accomplishment of the fol- 
lowing obvious but essential objectives for preparedness; 


Annen I-(1) -i- 


CONFIDENTIAL 


Ae Personnel on board sufficiently in advance and to be 
trained and rehearsed in all phases of expected operations. 


B. Sufficient number of competent technicians on board. 


i 
i 
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C. Actual drill with and development of satisfactory pro- 
cedures for anticipated operations. 


D. Complete testing and satisfactory check out of ald 
equipment through whole range of operation, accurately 
calibrated as required. 


EB. Aa full allowance of spares and special equipment. 
F. Complete data maintained. 


Although little time was available, moet equipment and pro- 
cedures were tested to some extent by the personnel assigned to their 
operations. 


As noted, fueling at saa and seaplane tending was rehearsed, 
radio direction finders and other radio and navigation equipment were 
calibrated or compensated. 


The correction of engineering deficiencies required the ut- 
epost effort before sailing, although the performance of the kngin- 
eering Department during the operation was excellent. 


In the matter of personnel, the ship was unable to obtain all 
required ratinge and supplies end spares were being received up to the 
last hour of sailing with a number not arriving on tize. 


Idaison - Contact was established early with the tarker and 
the destroyer. Meetings were held with the several Departwent Heads, 
and this vessel arranged to carry stores and provide services for the 
other ships ag required. The other ships were provided with Jato wits, 
seaplane buoys, gasoline, and instructions and procedures to enable 
they to act as emergency seadromes. This vessel arranged to carry the 
spare propellors for the destroyer. 


Research and Study - Implementing the information and recom-~ 
endations received from Commander Task Force 68 and the Kavy Department 
concerning sub-arctic comiitions and operations, local libraries were 
searched for all volumes pertaining to the Antarctic, but useful in- 
foraation obtainable was sparse. Officers in the vicinity who were 
known to have had duty in Arctic zones were interviewed. Information 
and recomendations were evaluated for their application to this vessel; 
special material was requisitioned as considered advisable and an ice 
bill dram up. Classes for officers and men were held to study available 
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cold weather operation reports and instructions were given in ap- 
propriate subjects with assistances from various sources. 


Welfare and Recreation ~ The crew was ¢iven physical exam 
inatione to determine individual fitness. Material and facilities 
for an excellent recreation progran were obtained through energetic 
effort. Individual personnel requirements were taken cara of to 
naximm extent practicable before sailing. 


NARRATIVE OF CURHITUCK ON OPERATION HIGHJUMP 


i. Enroute initial operating area off Balleny Islands, Antarct-~ 
ica - CURRITUCK with the CACAPON and HENDERSON of Task Group 68.2 de~ 
parted from the San Diego area 2 December 1946. The ships followed 
parallel tracks fifty miles apart to obtain sounding data. Enroute 
the helicopter was flowm on three days when weather and sea conditions 
were favorable. The group rendezvoused the 12th to transverse the 
Tuomotu Islands, the helicopter being sent ahead to scout for reefs in 
the little frequented passage. CACAPON fueled the CURRITUCK the 13th 
and again on the 17th. The HENDERSON also rejoined at this tine to 
effect transfer of personnel and material, and after fueling resumed 
her track line. 


The "Roaring Forties (and Fifties)" were crossed with propit- 
itious weather and on 23 December the HENDERSON joined. That game 
day the first iceberg wag sighted in latitude 63-05 South and long- 
itude 174-09 Zast. Inmediately thereafter many utebergs were sighted 
and for the succeeding ten weeks they were con3\ant companions. This 
day was bright a-c clear, and the sudden entry into a vast, dead wrld 
of grotesque, multishaped bergs produced a bizarre inpregsion. 


2. Operations at Antarctica. - The first airplane cperations 
were held the next day, 24 December. The helicopter was flown in 

the morning to scout and a PRY was hoisted out for a three hour test 
hop in the afternoon. This xas the first time the ship had hoisted 

a PR! at sea and it was at once apparent that hoisting operations in 
still water provide little preparatory training for the much mre 
critical probleu of hoisting in the open sea. During this hoisting 
operation anc chose imrediately following it, 4 continuous and search- 
ing analysis wes made of all phases of plane handling. Since good 
seaplane operating weather in Antarctica was usually reckoned in hours, 
the problem was to reduce all plane handling times to a minimm ex- 
cept crane operating time and that of actual fueling from the ship's 
side, which were, of ccurse, uncontrollable. Efficient organization, 
team aork, tining, and "kmow how" evolved steadily until it was be- 
lieved all bugs had been ramoved and ali unnecessary celays elin- 
inated. Time was evéntuali; cut almost two thirds and planes were 
hoisted in a roll of slightly over 3° on a side, and a wind of seven- 
teen knots, which is considered limiting. Hoisting out in nore than 
a 15 knot wind or a 14° roll is not recommended for beginners. 


Annex I-(l3 -j3- 


ees | 


CONFIDENTIAL 


After the first flight dense fog closed in making it possible 
for the ship to celebrate Christmas undisturbed. Cn 26 December the 
continental ice pack was sirhted for the first time. On this morning 
during a helicopter flight CAVU conditions were changed by fog to zero 
zero in a matter of minutes. The helicopter was landed aboard after 
some tense mxzents by means of directing it to follow the rim of the 
ice sack into which the ship had stuck her bow. That afternoon a 
PRY took off but was forced to return due to bad weather. The 27th 
and 28th were foggy but the sea was calm and on the 20th the CURRITUCK 
moored loosely to the CACAPON to fuel. The CACAPON and HENDERSON then 
took their weather stations, the former about four hundred miles to 
the north, and the destroyer the sate distance to the west. The rest 
of December was spent in dense fog, moving frequently to clear drift- 
ing bergs. 


As the ship gained experience in Antarctic navigation, it was 
soon found that the biggest menace was the growler, a large chunk of 
ice with too little area above the surface to be picked up readily 
with radar. Although frequently large enough to do substantial damage 
to the hull, their greatest danger was damage to the ship's bronze 
propellers. The ship navigated among bergs at night and in thick fog 
at 5 to 10 knots, the consideration being whether visibility was such 
that growlers would be seen in time to turn. Bergs were shown by radar 
with fidelity (the radar was kept in excellent operating condition) 
and the ship maneuvered in and out among them easily. At one time 
as many as 120 bergs were visidle on a 15 mile scope. Later in the 
season the bergs began to break up and growlers became an even worse 
menace. 


The CURRITUCK was still near the Salleny's New Years Day and 
founc. satisfactory flying weather. The first maoping flight of about 
seven hours was flown, the helicopter also flying. It might be added 
here that the usual procedure after a flight was launched was for the 
ship to steam so as to keep uo with good weather which would be of 
short duration at a single spot. The ship was thus continuously look- 
ing for good weather and for ice bays in the pack ice for wind protect- 
ion, being guided in the former by the aervlogist's recommendations. 


On the 2nd both PBM's accomplished long mapping flights for 
the best day's work in the Antarctic to date. Soth PEY's again map- 
ped on the hth, one mapped on the 5th and also on the 6th. Operations 
were eninently successful and a substantial portion of the area 
assignment had been completed by this time. 


On the 6th the ship received orde:s to proceed east to Scott 
Island in lctitude 69 and longitude 179° &£ to scout for the Central 
Group which was having difficulty breaking through the Rass Sasa ice 
pack to Little America. On the 8th a PB attenpted to scout for the 
Central Group but was turned back due ts bad weather. The SOC was 
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flown this date. On the i0th the sip arrived near ~cott Isiazd. 

roth PA!'s scouted for the Central Group on the llth wd 12th under 
feneraily poor weather conditions. The helicopter and the SCC aiso 
flew, the letter flying to Scott Istand and scouting the thichiy 
strewn ice covered area. Duty having been completed, the ship then 
proceeded westward to her assigned area looking for favoratle cper— 
ating weather. Often the weather was good but the northerly swell 

was running too strongly and the ice bays did mt previde refuge 

from the swells. In this area adjacent to the magnetic »,ole, the 
Magnetic compasses were of no value whatsoever. The second or aux~ 
Lliary wark 18 gyro compass was of great value, tut should te cut in- 
to all repeaters to be of full value. The importance of the fathometer 
in these poorly charted waters is also obvious if any progress is tobe 
made. (Cn the 2ist wind under the rotor blades of the helicopter bent 
thex upward putting it out of commission. By the 22nd the ship was 

in lonyitude 140 East and weather was good this date. Tro PEM's 
accomplished long mapping flights. During these flights the CACAPON 
joined and fueled the ship. The CACAPON then proceeded to a rendezvous 
with the PHILIPPINE SEA, carrying mail for home. While hoisting a- 
board, one PBM's wing tip was damaged when it came into contact with 
the side of the ship. Weather was poor tor the next few days and a 
flight was not made until the 26th at longitude 130 East. The dam- 
aged wing tip was replaced in the neantime. Again on the 27th and 
28th both planes flew photographic missions. The SOC was also flow. 
At this tire the ship was off the Shackleten Ice Shelf at 12 degrees 
East. It was durirg these flights that unfrozen lakes or "oases" 

were discovered. Also it was in this area that the largest icebergs 
were sighted, one estimated at more than seven miles long. Great 
numbers of seals and whales were seen on or adjacent to the pack ice. 
The final flight in January was on the 30th. 


The CURRITUCK launched one PBY the first of February in long~ 
itude 120° Fast. On the 2nd both planes flew missions from 115° East. 
On the 4th the CURRITUCK fueled the HENDERSON and transferred stores. 
After fueling the seas became rough and the weather becane worse. 

Ship handling in heavy seas was norial. The sea was kept on the bow 
and the speed was adjusted to wave period to give best results. The 
ship rides well down wind, but turning into the wind should be made 
early if there is reason to expect an increase in wind and seas, since 
turning across the trough could jeopar‘ize the planes secured on deck. 


The days were now growing roticeatly shorter and colder. 
Trouble was being increasingly experienced by freezing of the circul- 
ating water of the boats. During this tine flight operations were 
often scheduled but the weather conditions forced their canceliation, 
Cn the 8th the CURYITUCK fueled from CACAPON, After fueling winds 
increased to about fifty knots and the ship lay to tne next tw days. 
On li February both PSM's completed photographic missions. During 
their absence the five inch guns were fired at ice bergg for test of 


fuzes and training. ‘aving ohotographed the adjacent area the CURRITUCY. 
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moved westward the 12th. The next day in longitude 939 East, both 
Pp¥'s made successful flights. On the l6th the snip had reached 

65° vast locking for favoratle weather enroute. The HFNDERSIN join- 
ed and was fueled from CURMITUCK on the 17th. On the lcth the 
weather was still poor ard the CURNITUCK continued to 40° East. Snow 
storms were encountered, reducing the visibility to zerc. Finally, 
on 22 February conditions improved and both PBi'e were launched on 
photographic missions, one reaching 1° East, the Westernmost limit 
of exploration. ‘he helicopter was repaired by this time anc also 
flew. The weather again deteriorated and the CURRITUCK now tured 
east in search of better conditions. Heavy winds tore off the port 
aileron of one PS’. At noon of the 25th mountains on the mainiand 
were seen from longitude 549. The 26th one PBN flew a mission while 
the aileron of the other was repaired. It so happened that the area 
over the continent that would have been assigned the second PBN was 
closed in. ‘oth planes flew the next day. February 2tth the ship 
was in longitude 7L° East. 


On the first of March both Ppat!'s made their last flight over 
the continent. The helicopter tlew that day also. At this time new 
ice was forming on the water, and on the planes during takeoff. Scat 
engines readily froze. ihe temperature hovered around 15° F, and it 
was concluded that seapiane operations with present equipnent were 
detinitely inpracticabie below this. ‘Weather was unfavorable for 
flving on! arch 2nd, and on the 3rd the CACAPOK joined and fueled, 
all ships departing thereafter ircependently across the fifties and 
forties for Sydney, Australia, At this time the weather conditions 
were in an auspicious phase for the crossings, cut a succeeding storm 
caught up with the ship and on the 9th during a 32 degree roll (35 
degrees maximum reached) of the ship, the srare PBY without wings 
located aft on the fantail feli over the side, its beaching gear 
fittings having crystallized. The fuselage of a second PB was twisted 
during the storm, rendering it unflyable. 


The ships rendezvoused the 12th in Z3acs Strait and preceeded 
to Sydney for a six day visit. Departing the 2th the CLnRITUCK fuel- 
ed from CACAIC! and proceeded independently to the Canal Zone and 
Norfolk, orders having teen received to go direct to the Zast Coast 
for deactivation rather than returninz first to San Diego. 


ACOOMPLISHENTS (STATISTICAL) 


Le Ship Perforsance. 
(a) wiles steamed - 29,19. Days at Sea - 127. 
(2) Fueling at ses fron tanker - "ic. tines - 7. 
(c} FPuvling Sestroyer at Sea - Ne. times - 2. 
(d) Casualties or other dacage sustained ty ship - Mone. 
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26 Aircraft Operations. 
(a) Number of }lights, PB - 36. Total hours - 26,3, 


(b) Number of Flights, HO3S-1 - 27. Total hours - 21.3, 
(c)} Kumber of Fligrts, SOC-l - 3. Total hours - 62, 
(d) #Losses durins Operations - None. 

(#) Damage sustained during above operations - One PB 
with tip daraged (quick1y repairable) during one re- 
covery, and slight hole (also quickly repairable) 
punched in side of PBX by boat during hoisting in 
mother recovery. 


«During a storm. while enroute oydney after conclusion 
of operations, one PBEM was lost over side and the other 
two damaged in varying degrees. 


3. Aircraft Photography. 


(a) Antarctic continental area photographed: 46,618 sq.miles. 
(b) Coastline photographed from, 167920! East to 14°00! 
Zast less following sections: (150058! to 14°38"), 
(87°L4! to 79053"), and (49°57! to 56°20"). 


GENERAL COLD.ENTS AND REOOSS°ENDATIONS 


1. It is felt that this type ship by reason of its large cergo, 
provision, and living spaces plus plane handling facilities is ideally 
suited for extended survey missions, either arctic or tropical. 


2 The morale during the operation.was excellent. Large quant- 
ities of recreational gear were carried, the most important being movies 
and a hobby shop. These were augmented by books and music. There 

was little time, inclination or space for athletics. It is believed, 
however, that the main interest of the men was in the operations and 
in the satisfaction of doing their jobs well. ‘Jany worked as much as 
thirty-six hours without rest in order to keep the planes in commiss- 
ion so that a plane wuld never be prevented from going on a mission. 
It is believed, incidentally, that opportunity wes taken of every poss- 
ibility which existed for a successful flight.. This was lergely due 
to the aisost infallible aerological teas on board. Complete reliance 
was placed in them by all concerned. Station weather ships, of course 
were a must, 


3. Regular ship's routine during the long days was maintained 
by setting clocks o:f zone tire to nave sunrise about 0700-plane 
hoisting time. 


lL. The helicopter was little used, but should be carried on 
exploratory nissions since it can be invaluable under certein com 
ditions. The SOC was a nuisance--it couldn't fiy when the PEM's 
couldn't and just added cozrplication to the flicht deck. 

7 - 
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5. The food was excellent and canteen supplies were carried in 
sufficient quantity to last out the operation, To conserve manpower, 
reduce waste, simplify accounting and reduce expense to officers, all 
personrel without exception were placed on the general ness. For 
leng steaming periods with the present personnel shortage this is 
strongly recomended. Officers! mess of course are privileged to add 
small delicacy items as and if desired. 


6. It is desired to emphasize strongly that well qualified 
technicians are essential in radio and electronics. That equipment 
must work constantly at peak efficiency if my progress is to be made 
with safety in the ice and over sketchily surveyed waters. Expert 
maintenance ana repair personnel are far more to be desired than aux 
iiiary equipment. 


7. The use of ice bergs to provide a lee for seaplane operations 
should not be counted on. Long deep swell produced the worst and mst 
frequent hoisting problem and a berg unless aground will not help. As 
the ship developed hoisting technique, it arrived at a stage where 
hoisting was possible under any condition which was satisfactory for 
seaplane water operations. If the berg assists hoisting under worse 
conditions, the plane is still without a warm-up and take-off area, in 
addition to which winds in lee of a berg are dangerously confused. 

The use of bergs to provide a lee in emergency should be kept in mind 
and their use when grounded is recommended at any time. Under all 
conditions care must be exercised not to get in irons alongside as it 
must be remembered that the ship is limited in freedom of movement 
during hoisting md fueling of the planes. If the berg is drifting 
aa than the ship, serious damage might easily result in getting 
clear. i 


8. Ice pack was found to smoth wind chop to a marked degree 
and pack bays were sought and used. Here again, however, no protect- 
ion from swell can be expected. 


JOHN E. CLARK 
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Tne objectives of this command, set forth in CIF 68 Operaticn 
Plan 2-46 anc arrexes thereto briefly were as follows: (a) To supperc 
the general plan for immard radial exploretion of Antarctica by tender- 
based aircraft, (b) to carry out assigned naval and scientific projects, 
{t) to train nersonnel and test material in the frigid zone, (d) ‘to 
amplify existing mowledge cf hydrcgrapry alone the route to be travers- 
ed, \e, to supply fuel to the Western Task Group anc to such other ships 
as might be designated. an objective conplenentary to the latter was to 
train personnel im and to perfect rechnicues of Sueling at sea by the 
Elwood sethod. 


NARFATIVE: 


Cn 30 September iSL6 the ship first learmec thay it night 
participate in the expedition. Participation was confirmed on 8 Cct- 
ober, The then comaanding officer instituted timely mezsurez to pro- 
cure for the ship the materials art alterations essential to opera~ 
tions in regions of extreme cold. Subsequent commanding officers 
prosecuted the precras so tnat when this writer tcok command cn 29 
Nevember, 1945, preparaticns were almost complete. The cnly cutstand-= 
ing item was procurement of personel anc materie:s necessary %< she 
institution of a hobtyecrafe prorran, 


Por dealayveé the sailine of this snip for several houre on 2 
December, The delar -revented early rendezvous with ‘Ts 62.2, but en- 
abied the ship to receive late arriving persomel and materials which 
hed Deen ordered. xendecvcus wag further delared tr 2 cagualty «c the 
#. Spring bearing on the stardoard shaft. Errore in macnirine of the 
spare bearing intioduced pretlems of Sitiing which were nct overcome 
for Niftresio. hoers,. 
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VFRRICK an’ the YANCEY. After fueling these ships, the CACAPON pro- 
ceeded to rejoin Task Group 68.2 in the vicinity of the Balleny Islands. 


Difficulty with the SG-l radar wus first experjenced on 19 
December when it became inoperative due to a defective tube, The 
difficulty was finally resolved on 27 December 1916, by personnel on 
the staff of CTG 68.2. 


Icebergs were first sigtted at Latitude 61-20 S. Longitude 176- 
00 E. at 2416012 December 1946. In the absence of effective surface 
gearch radar, the long hours of daylight were a source of comfort to 
this command. 


This ship rejoined the Task Group on 26 December 1946. The 
HENDEHSON was fueled alongside. Foul weather prevented fueling the 
CURRITUCK until the 29th on which date this ship departed to take station 
approximately L00 miles northwest of the CURRITUCK, there to serve as 
a weatner station and as a possible emergency base for planes should their 
parent vessel become fog or snow-bound, 


While patrolling the station northwest of the CURHITUCK, this 
ship had two emergency calls from the HENDERSON for medical assistance. 
At these times and on one other occasion this ship transferred fuel and 
replenished stores of the HENDERSON. On the last occasion, 21 January 
1947, thts ship took her outzoing mail for further delivery to the 
PHILIPPINE SEA. 


Rendezvous with the CURRITUCK was made on 22 January 1947, on 
which date an attempt was made to transfer 1500 gallons of luboil from 
own ship's stock, A 14" hose was used but proved ineffective due to 
the viscosity of the luboil, The operation was of scme value, horever, 
for it necessitated operating this ship on one engine while the transfer 
was being attempted. After picking up mail from the C'RRITUCK, this ship 
proceeded east to rendezvous with CTG 68.h. 


Rendezvous was mace with CTG 68.4 in the PHILIPPINE SA at 
2515202 January 1947. The commanding officer accompanied by the First 
Ideutenant and a U. S. Army Chief Warrant Officer, a member of the 
previous U, S. Antarctic Expedition, boardec the PHILIPPINE SFA where 
all met the Officer-In-Charpe of the Project. The commanding officer 
and the First Lieutenant with similar officers on the PHILIPPINE SEA 
Aisceussed provosed means of effecting transfer of the heavy leads 
destined for Task Group 66,2 and mutuaily agreed that "Burtoning" would 
be more feasible than the provision whip method. ‘Purtoning" wes later 
effectively used to effect the transfer of more than 23 tons of gear. 


While awaiting take-off of the RLD planes, this ship fueled the 
SENNET, the BRCWISGN and the NORTHVIND, and transferred a patient to the 
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PHILIPPI? SEA, Two days prior to the take-off, this ship was in- 
strumental in establishing radio communication between the base at 
Little America and the carrier. After the take-off of the planes, thir 
ship effected transfer of stores and passengers from and to the 
PHILIPPINE SPA without untoward incident, and thereafter preceeded 
generally westward to rejoin Task Group 68.2. 


The trip weet was nightenarish, Much pack ice and many ice- 
bergs were encountered, To further complicate the absence of effect- 
ive radar, a storm of preat intensity was encountered for three davs. 


Rendezvous with CTG 68.2 in the CURRITUCK was effected on 8 
February 197. Stores, mail, passengers, fuel and luboil were trans- 
ferred after which the ship proceeded to rendezvous with the HENDERSON. 
Similar services, except for luboil transfer were rendered and this 
ship proceeded to station approximately LOO miles northmest of the 
CURRITUCK, 


Approximate station was regained on 11 February. Station was 
difficult to maintain due to preventive maintenance and to actual 
engineering casualties which prevented this ship from having full 
boiler power on the line. 


On 28 February this ship had a pyro failure while fueling the 
HENDERSON. No personnel casualties were sustained but two span wires, 
two fuel hose messengera and two sections of )" fuel hose were lost. 
New gear was rigged, and the fueling was resumed five hours after the 
mishap. Steps were taken to insure against rapetition of similar 
accidents, 


The ship preceeded generally westward to Longitude 29-30 E. 
in obedience to orders of CTG 68.2. It was on this westward trip 
that the greatest concentration of icebergs was observed. At one 
time this ship, on the A scope and the PPI, had over two hundred larce 
{cetergs within a ten mile radius, (Thie count did not include bergs 
of 100-300 tons whose rounded contours would not reflect with sufficient 
intensity to maintain an image on the PPI.) The large bergs were of 
unusual shapes amd sizes, probably the result of having overturned on 
SRIGG or BANZARE BANK, 


In compliance with instructions from CTG 68.2, this ship had 
made preparations to particivate in a proposed expedition to the oasis 
iscovered on the continent, However, weather and other circumstances 
forced abandonment of the project. 


After reaching 2%-30 £., orders were received to make easterly 
courses, Due to weather and other circunst-mces, CTG 68.2 announced 
abandonment of plans to send an expedition to the oasia which had been 
dissovered on the continent, On 3 March made rendezvous with and fueled 
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CURHITUCK and HENDERSON. Soon after completion of the latter, C23 58,2 
amnounced his intention to oroceed Sydney. 


Enroute Sydney this ship encountered hea-ry weather, Jost one 
life raft and had several feet of small steam piping torn away from the 
forward wel deck. 


On 1) March this ship entered Bass Strait and fueled HENDERSON 
on easterly courses, The CURRITUCK joined up on 12 March and on signal 
from CTs 68.2, all ships anchored northeast of Wilson oromontory, CTG 
68.2 held a conference of commanding officers and discussed plans for 
entry, shore leave and liberty. 


Enroute to Sydney the commanding officer advised the crew on 
expected behavior. While at Sydnay the behavior of this crew was un= 
iformly good. Only ten infractions of discipiine were recorded, the 
most serious being an over-leave of two days duration, No officers or 
men were late returning from the last shore leave or liberty, 


Prior to departure from Sy.mvy all members of the staff of 
CTF 68 and CNG 68.2 doing temporary duty on this ship were transferred 
to the CURRITUCK, This ship received personnel destined for Aest Coast 
ports, 


This ship was underway from Sydney at 1100, 20 March, cleared the 
harbor and joined up on CURRITUCK when the latter was clear. Heavy 
weather was encountered that evening and the next day to such degree 
that fueling scheduled for 21 March was not attempted until 23 March. On 
the latter date this ship fueled the CURRITUCK, after which the latter 
left the formation to proceed Panama, while this ship and the HENDERSON 
proceeded toward San Diego. 

Enroute San Diego this ship held intership drilis with the 
HENDERSON, fueled the latter on 25 and 31 March, On the latter occasion 
this ship transferred personnel and pear destined San Diego, After 
completion of the last fueling the HFNDEHSON was ordered to proceed 
San Diego, while this ship set course for San Pedro in obedience to orders 
fron CTF 68. 


The remainder of the trip was without incident. No shipping 
Was encounterad except a gmall schooner rigged yacht which was observed 
in Latitude 23-55 N. 131-30 W., at 051825c April 1947, This ship enter- 
ed Los Angeles Harbor, San Pedro, California and anchored in berth 
ASLE 8 at 0816002 April 19h7. 
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The HFNDERSCH was designated by ComDesPac on 1, September, 
15h6 for participation in special cold weather operations in the Ant- 
arctic. At thig time the vessel was in a maintenance status at Sen 
Diego, California, and had on board a complement of 15 officers and 
123 men. 


No further information was received relative to this assign 
rent until about 1 October, 1946 when CTF 68 Ser. 05 dated 23 Sept~ 
ecber, 1946 was received. CNO Conf. Ltr. op33/hec Qch Serial No. 
065p33 dated 26 August, 1946 wag listed as an enclosure to this letter 
but was inadvertenly omitted when mailed. 


The present Commanding Officer reported on board to relieve 
Command on 5 October, 1946 and at this time there was m information 
available as to the general concept of the proposed cold weather oper- 
ation. Inspection of the ship upon relieving of Command revealed that 
during the time the HENDERSON had been in a maintenance status spare 
parts and other equipaent had not been kept up to full allowance. How 
ever, immediate steps were taken to requisition and obtain these items. 


About 15 October, 1926 CIF 68 Serial 036 dated 9 October, 1946 
was received giving preliminary information on Operation HIGHJUMP. 
This was the first information received relative to types of ships 
this vessel would be operating with and the general concept of the pro- 
posed operation. Also paragraph 5 of this letter definately indicated 
that all special coid weather clothing would be procured and issued to the 
various ship by the Task Force Commander. Upon receipt of this same 
reference Commander Destroyer Squadron THIRTEEN took immediate steps 
to exchange personnel who did not have six months obligated service 
from 1 November, 196. 


On 28 October, 1946 the HENDERSON was ordered to San Franciscc, 
Catif. Area for plane guard duties with the USS SOXER (CV21) and re~ 
turned to San Diego, California, on 9 Novemter, 1916. At this time 
the ship's complement was 17 officers and 191 men. Eight critical rat- 
ings were ordered to the HENDERSON fron ComDesPac for temporary duty 
during this period. 


The HENDERSON returned to San Diego, Calif. on 9 November, 
19L6 and went alongside the USS DIXIE for a period of two wecks for 
routine tender overhaul. During the period alongside the tender the 
ship began taking on stores and provisions. At the game time bathy 
thermograph equipment was installed by NEL San Diego, California. 
Racks for forty helium bottles were manufactured and installed by the 
tender. 


On 9 Novexber, 1946 CIF 68 serial 0102 of 2h October, 1946 
was received directing individual ship to procure their om cold 
weather clothing. Requisitions were prorptiy submitted te NSD San 
Diego, California, for this clothing, and no difficuitty wes experiencee 
in obtaining required amcunts in the desired sizes. 


te 
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On 12 November, 1946 the Staff Supply officer for Task Force 
69 came aboard and gave considerable helpful information on expediting 
procurenent of stores and suppiies, as well as giving instruction in 
how to properly wear winter clothing. 


she USS CURRITUCK returned to San Diego, California, on 15 
November and upon her arrival a conference was held between tho Com 
tanding Officers and all heads of departzents. 


The HENDERSON reported to CTF 68 for duty on 20 November, 196. 


PISS TTT y II: 


after leaving from alongside tne tender on 23 November, 1946 
the HENDERSON proceeded to sea to rendezvous with the USS CURRITUCK 
and conducted fueling-at~sea operations. Upon completion of this op~ 
eration, the HENDERSUN returned to port and mored to Pier 3, U. S. 
Raval Station, San Diego, California, for installation of rescue basket 
and equipment. While alongside the pier more provisions, stores and 
special equipzent were received aboard. 


The ship got underway on 27 November, 1¥u6 and proceeded to 
Fuel Dock, San Diego, California, to take on spscial BuOrd equipment " 
(MxaIV depth charges), Ammunition and fuel; upon completion returned 
to pier 3 U. S. Naval Station for completion of installation of regcun 
baskets and equipment. 


Upon completion of installation of rescue baskets and equip- 
meant on 29 November, 1946, the HeXvkRSN returned to her formal mor 
ing ut Ewy 20. 


Monday 2 December 1946: 1200 - Underway from buoy # 20 for 
fueling dock, San Diego, California, 1345 - Underway from fueling 
dock, proceeding out of harbor. Passed sea buoy "1A", set course 210° 
(T), speea 19 mots, to rendesvous with Task Group. 1/18 - Arrived 
at randezvous. Proceeded indepeadently. 


cs Gucscey 2 Loce.bers; 0540 - Sighted Guadelupe Islands, bearing 
212° (T), distance hO miles. 0600 - Stopped for bathythermograph read- 
ingse 12h0 - Changed course to 206° (T), speed 14 knots. 1800 ~ Stop- 
ped to take bathythermograph readings and twice daily hereafter. 


Friday 6 December; Base course 20 (T), speed 15 laonts. 
Set all clocks back one hour to conform to plus 9 gone time. 


Saturday 7 December: About 1800 - wind increased to force 8, 


Sunduy 8 December; 1305 - Stopped to take B. T. readings and 
allow Neptunes Rex and his court to come atvard. 1321 - Remmed base 
course 204° (T), speed 15 knots. 1200 = 1600 Took first rawin. Sky 
overcast entire day. 
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Monday 9 December 1946, 0213 - Crossed equator at 132° hit we 
1658 - Port engine stopped for repairs . Starboard engine making 
turns for 20 knots. 2030 - Repaire completed on port engine, all en- 
ginea ahead 15 knots. 


Tuesday 10 Decembers 1045 - Chmge course to 238 (T) to 
intercept the CACAPON and CURRITUCK. Change course to 223° (T) speed 
18 knots to intercept CACAPON and CURRITUCK. 


Wednesday 11 Decanber; 0050 - Target bearing 201° (T), range 
64,400 yards on S. G. radar. 0057 ~ Target bearing 270° (T), range 
90,000 yards S. G. radar. 0150 ~ Sighted Fatu Hukir of the Marquesas 
Ielands bearing 182 (T), range 17 miles. 0310 - Sighted Hiva-oa Is~ 
land, Marquesas group bearing 153° (T), range 19.5 miles. Stopped at 
060; for one hour due to loss of water suction. Underway again set 
course 215° (T), spged 25 knots. Made radar contact CURRITUCK and 
CACAPON bearing 228° (T), distance 16 miles. 1115 commenced fueling 
from CACAPON. Went along starboard side of the CURRITUCK to transfer 
WHITE, F. V. Wi2, 22h 86 00, USN, for instruction in photography. 1722 
Took station 2,000 yards ahead of the CURRITUCK, base course 217% (T), 
speed 16.5 knots 


Thursday 12 December: O110 ~ Made radar contact on YANCEY 
(AKA93) bearing 204° (T) range 26 miles. 0925 ~ HENDERSON, CURRITUCK, 
CACAFON and YANCEY, in that order, started passage through the Tuamtus 
Archipelago. CURRITUCK launched helicopter to search for hidden reefa. 
Passed Philipps Island, Saken, and Hiti Island, in that order. From 
all indications Saken and Hiti Islands are about two (2) miles further 
west our charts indicate. 1015 ~ Sonar picked up reef bearing 
185° ‘t) range 2800 yarda. Held tactial drill with HENDERSON as guide. 
Secured from tactical drill set base course 321° (T), spaed 11 knote. 
1700 ~ Set clocks back one (1) hour to conform with plus 10 zone time. 
Changed base course to 2° (T), speed 16 mots. Proceeded independ- 
ently to resume course along designated track. 


Friday 13 December: Commenced issuing winter clothing. Passed 
throngh intermitten rain squalls; heavy overcast all day. 


Saturday 1 December: 0013 - Radar (5G) contact on Ile Tabval, 
bearing 185° (T) range 40 miles. Passed island to port bearing 120° (T) 
23, 400 yards. Held Captain's inspection of personnel, messing and 
berthing spaces. Heavy overcast al) day. 


Sunday 15 December: Changed course to 2n° (T) speea %6 knots. 


Monday 16 December: Test fired tw 20m mounts in the after- 
mon. 1700 - Set ship's clocks back one (1) hour to conform with plus 
11 gone time. 2200 - c/e to 192° (T) to rendezvous with the CACAPON. 
2300 - c/a to 13 knots. The sky was overcast all day, wind light, wita 
@ heavy suell. 


Annex 2 [n) -j- 


CONFIDENTIAL 


Tuesday 17 Decenber: Sighted the CACAPON at 0415, bearing 
114° (T) range 25,000 yards. Refueled from CACAPON on base course 
215° (T) speed 12 knots. Sighted the CURRITUCK at 0750 bearing 155° 
(T) range 15. miles. Pursuant to verbal orders of C. 0. USS CACAPON, 
Dr. Re Fe Diets of the Navy Electronics Labrotory, reported aboard 
for temporary duty. 1010 - Completed refueling. At 1100 went along- 
side starboard quarter of the CURRITUCK, base course 215° ( T) speed 
12 knots. WHITE, F. V., MM2, 224 86 00, USH returned aboard, by 
breechers buoy and aircraft crane, having completed temporary duty 
on the CURRITUCK. 1112 - Rrercised in operation of the air-sea rescue 
basket equipment. At 1230 set course 2519 (T) speed 16 mots to resume 
designated track. Changed course to 219° (T). Passed over a sea 
wpountain during the night. Fathometer rose from 2900 to 700 fathoms. 


Wednesday 18 December; 09]5 - All engines stopped due to loss 
of vacuum. O90 = Commenced making turnsfor 10 knote on port engine, 
By 0945 = had regained vacuum and set speed at 18 knots. Changed 
course to 217° (T) speed 17 kets. Visibility pocr all day. 


Thursday 19 December: Commenced 3 sonar ssarch on either 
bow. 2206 c/e to 232° (7). 


Friday 20 Decemberr Force of wind 6, vicibility good with 
a low and middle cloud coverage. Crossed the 180th meridian west 
bound at 1210 in latitude 520 55'S. 1917 = Stopped all engines due 
to water in the fuel 012. 2045 - Engineering casualty corrected, 
resumed base course and speed. 2215 - c/c to 199° (7) apeed 14 knots. 


Sunday 22 December; 0800 c/c to 18)° (T). Picked up whales 
_ ne — gear at ranges from 800 to 1000 yards. 2130 - ¢/c to 
169° (T). 


Monday 23 December: 0145 - c/e to 090 (T). 0200 - c/c to 
COO? (T). 021i Radar contact bearing 020 (T) range 2,800 yards. 
c/e to 020° (T). 0217 - Sighted the CURRITUCK on base course 212° 
(T) speed 16 knote. 0830 - Bagain circling the CURRITUCK at various 
speeds for calibration fortheir R.D.F. gear. Sighted first icebergs 
at 1315. Radar picked them up at a range of 22,000 yards. Fifteen 
minutes after the first te were sighted we were in a large field of 
then. Steered various courses and speed to clear icebergs. 1600 - 
Completed passage through field of ice bergs, set course 225° (7). 1700 
- Set clocks back one (1) hour to conform with minus 11 time sone. 
1931 = c/e to 220° (tr). 


_ Tuesday 2 December; Parted company with the CURRITUCK, pro- 
ceeded cn duty assigned in accordance with previous instructions, 
using various courses and speeda to pass clear of ice bergs. Our gen 
eral directions to clear icepack is NeW. 1800 = Ran into heavy snow 
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squalls followed by heavy fog. Slowed to 5 knots. Sonar proved 
invaluable in detecting growlers, pack ice and ice bergs. Crowlers 
could be detected at ranges of 1,000 to 2,500 yards. Ice bergs were 
picked up at 5,500 yards and on one occasion at 7,100 yards. Radar 
had trouble picking up growlers and pack ice. Large and small bergs 
could be detected at great ranges which was of great assistance in 
navigating in vicinity of the pack ice. Magnetic compass showed de- 
viations up to 131° W. Ye are now in the region of continuous day 
light. Retained in the fog for rest of day. Maximum visibility, 2, 
200 yards. 


Wednesday 25 December: Christaas Day. Visibility poor ranging 


from 50 yards to 1,500 yards. Sea calm, with light wind. Continued 
to get excellent information on ice from radar ard sonar. 


Thursday 26 December: Running in and out of fog continually. 
Visibility never increasing over 4,000 yards. Steering various courses 
and various speeds to clear ice bergs and pack ice. The general head 
ing was W.S.W. The B.T. observations showed a "eter" pattern most of 
the time which accounts for the excellent results obtained with sonar 
equipment. Set course 090° (T) and speed to correspond to visibility 
to effect rendesvous, with the CACAPON. 2130 - Changed course to 161° (T). 


Friday 27 December: 020 - Arrived at rendesvous positicn, 
cougenced steaming in a two mile square attempting to contact the 
CACAPON. Made contact with the CURRITUCK on voice radio late in the 
morning. Strength one (1). Fog continued. Visibility ranging fro» 
300 to 1,500 yards. Average speed 5 mots. Wade voice radio contact 
with CURRITUCK again about 1430. Radar had picked up the CURRITUCK 
and the CACAPON earlier in theday, but it was impossible to disting- 
uish them from all the ice bergs in the vicinity, since both ships 
were lying to in the vicinity of ice bergs. Laid to in the fog for 
about 2 hours. 1437 - Moored starboard side to the CACAPON. Pursuant 
to verbal orders of Commander Task Group 68.2, Arbuthmtt, J., Jr. 

716 60 22, v6, was transferred to the CACAPON for Tetporary Additional 
Duty for about one (1) month. Completed fueling from CACAPON at 1950. 
Set course 000° (T), speed 5 knots, on route to assigned station 300 
miles to westward of refueling rendesvous . 


Saturday 28 Decesber: 0205 - c/c to 270 (T). Sun broke 
through occasionally. Visibility averaging 10 miles. Force of wind 


four. 1930 - Sighted several "Killer" whaling boats. 2029 = Passed 
Japanese factory ship Nisshin Maru #1 operating § amall whaling boatc. 


Sunday 29 December: 0730 - Changed course to 180° (7). 
Another day of poor visibility, never increasing over | miles, and 
light winds out of the W.N.W. and W.S.We Continued to steam on stat~ 
ion in a four (L) mile square for the remainder of the day. 
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Monday 30 December: Visibility averaging from 5 to 7 miles. 
Winds varying from force 1 to force 6 from E.N.E. to E.S-E. 


Tuesday 31 December: 400 ~ c/o to 180° (T) speed 5 knots. 
Visibility from 5 to 7 miles low and middle cloud coverage ~ wind 
force of 3 from E.N.E- and EeS.Be 


Wednesday 1 January: Patroling station 300 miles to westward 
of CURRITUCK acting as weather station. Steering on north and south 
heading for approximately twelve (12) hours at a time. Visibility 
ranging from three (3) miles to 00 yards. 


Thursday 2 January: Conditions sme as preceeding day. The 
sun shines Yaintly through the overcast each day for an hour or teo. 
fhe horison is always poor but the running fixes have never been fur~ 
ther than 15 or 20 miles from the D.2. 


Friday 3 January: On station 300 alles to westward of the 
CURRITUCK. 0945 ~ Chief Pharmacist mate reported an acute case of 
appendicitis on board. Changed course to 000° (tT), speed 20 kmwts. 
Notified Conmander Task Group 68.2 of situation and requested imacd= 
date rendezvous with the CACAPON. The CACAPON's last posit report 
indicated they were 300 miles to the north of us. 1300 = Set clocks 
ahead one (1) hour to conform to minus 12 sone tise. 1530 = Changed 
course to Ob (7). 1902 - Changed course to G1 (7). 1915 - Sighted 
CACAPON bearing 020° (T), range 10 miles. Moored starboard side to 
CACAPON. Pursuant to Bulled form "G" the following men were transferred 
Q. Ro, Fl, 347 27 98, USN, MILLER, D. L., Sl, 798 37.17, USH. Com 
pleted refueling about 2300. Set course 216° (T), speed 12 krots for 
operating area along 17° E. Longitude in vicinity of ice pack. It 
was noted that ice bergs wore more numerous at refueling position than 
further south in our previous operating area. 


Saturday January: fn route to operating area along 17° © 
Longitude in vicinity of ice pack. Visibility poor with intermitten 
snow flurries. Arrived on station at approximately 1500, c/c to 180 
(T) speed 12 knotg to look for ice pack. Arrived at ice pack at 2145 
in vicinity of 65 15! 8. The ice pack was very different from any 
observed before. The ice was jammed in tight and the edge had a vey 
distinct outline. Several bergs over 200 feet in height could be 
seen deep within the pack. B.T. readings showed a marked change fron 
8 positive to a negative gradient. Visibility was good with a low 
Cloud coverage - sea calm with mo drift ice of any kind. Radar picks 
up pack ice at a range of 12,000 yards. 2200 - c/e to OW (T), speed 
3 note. 


Sunday 5 Yanuary: 0617 - ¢/c to 180° (T). Visibility average 
maxinun 10 miles. 1230 - c/c to 2259 (T). Commenced swinging ship to 
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compensate magnetic compass. Took an extremely long time for compass 
to settle down. Compensation was mot completed. The approximate 
distance from South Magnetic Pole was 175 miles. 


Konday 6 January, 0015 - Set course 00 (T), speed 3 knots. 
0513 - c/e to 18 (7). 0955 ~ Stopped 1,000 yards off ice pack to 
take B.T. readings. Weather and sea same es proceeding day. Commenced 
swinging ship to compensate magnetic compass. 1735 - Completed 
swinging ship. Had greatest difficulty in compensating on SSE and 
SSW headings. 1800 - c/e to 020° (T). 


Tuesday 7 January; Steaming singly as part of Task Group 
68.2 on assigned station along the Antarctic ice pack at longitude 
1L7° RB Qh00 - c/c to 180° (T). 0905 - s/c to 0900 (T). 1600 - 
c/e to 260° (T). 1636 - o/c to 300 (T). 1700 - Fog closed in, vis- 
ibility reduced to 500 yards. 1947 - Fog lifted, visibility increased 
to 4,000 yards. 


Wednesday 4 January; 0200 - c/e to 090° (T). Intermitten 
fog throughout the day. Visibility never increased over 5 miles. 


Thursday 9 January: Visibility poor, mderate sea, and 
light wind. CPhM reported an emergency medical case on board. 121i - 
c/c to COOP (T),speed 16 knots to effect repdervous with the CACAPON 
250 miles to the north. c/c at 1500 to 002 (T). c/c to 013° (T). 
2111 - Made radar contact with CACAPON bearing 066° (T), range 26,000 
yards. c/c to 066° (T), speed 20 knots to rendezvous with tenker 
which io lying to. While mored alongside tanker to transfer emergency 
medical case the ships rolled together caving in sides of LOM mount 
ful and # k3. Transferred CROSS, R. Jr., SCl, 269 75 19, USN to 
CACAPON for treatzent, authority Bulled form "GC". 


Friday 10 Jamuary: Refueling from CACAPON. Completed re- 
fueling at 0200. Set course 185° (T), speed 12 knots for operating 
stetion on 1:7° E. longitude in vicinity of ice pack. Visibility poor - 
maximum 2 miles, wind force 3, swell confused, everaging from 3 eo 5 
feet. c/c from 18° (T) to 150° (T) at 1300. 1800 - c/e to 140° (1). 
Arrived in vicinity of ice pack at 200. 


Satarday Li January: Wind of force 3 - visibility poor, 
maximum 5 miles, swells average about ; feet. Steaming on north-south 
courses to remain on station - speed 3 knots. 


Sunday 12 January: On atation along 147° E. meridian in 
vicinity of ice pack. Steaming north and south ccurses to remain 
on station, speed 3 kmots. Swells confused averaging 16 feet high. 
Visibility bad, maximum: 2 miles closing in to 1000 yards. Wind, force 
5 from XN. W. 
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Monday 13 January: Wind of force 2 from H.¥. Swells averaging 
S ReW. Average visibility one (1) mite. Received orders from CTG 68.2 
to move westward 300 miles from present position. c/c to 270, speed 
4 knots. 

Tuesdsy 1h January: Courne 270° (T), speed h knots. Wind 
changing from force 4 to 7. Predominately from the cast. Swelis 
averaging 5-8 feet from the zast. Maximua visibility $ mile. Commenced 
onowing lightly in early part of aftermon. Changed to heavy snow in 
late afternoon and continued for remainder of day. 


Wednesday 15 January: Course 270° (T), speed ) knots. Cros 
sed magnetic equator about 0600 at 64° 25'S. Distance from south 
magnetic pole approximately 200 miles. Wind died down after 0600 to a 
velocity of 12 kmts, from the N.E. Swell averaged about 6 feet fron 
the Rast. Visibility increased after 0600 to eight (8) miles, 


Thursday 16 January: Average force of wind 3 from the N.E. 
Average visibility was 5 miles. Arrived on station end contacted ice 
pack at 64° u5' S. Commenced steaming on east and west course to re~ 
main on station, speed 3 mots. 


Friday 17 January: On statdon in vicinity of 136° B, meridan 
and 64° 30° § Latitude beading into sea and wind on course 000 (T) 
through 100° (T). Wind of force 6 and 7 from 090° (T). Swells between 
10 and 12 feet from 090° (1). Average visibility 1 mile. Light snow 
in early evening changing to heavy around 2100. 


Saturday lo Jenuary: Swells 20 to 28 feet high from the east. 
Wind of average force 7 from B.S.E. and at times reaching a maxisum 
velocity of 40 knots. Average visibility was balf a mile, Showed 
continuously all day with extremely heavy srow late in the evening. 
190y - o/c to 20 (T), speea h mots. TDY (RO!) antemna broke loose 
from the mast. Holding bolts gave way due to continvous rolling of 
ship. The barometer dropped from 29.32 to 24.76 in twenty four hour 
period. 


Sunaay 19 January: On assigned station in vicinity of ico 
pack near 136° EB. Longitude. Course 280° (T), speed knots. Average 
wind of force 3 from E.SeEe Swell was confused and about 5' high. 
Average visibility about 1 mile. 100 - c/c to 160° (T). Continuous 
snow. Sun broke through the snow around 1800. c/e to OW ‘T), speed 
3 krote. 


Monday 20 January: Course 090° (T), speec 3 knots. Obtained 
two sun sights in latcer part of morning to give first sights for fix 
in three (3) days. c¢/c to 27 (T). Obtained another sun sight and 
LAN at 1515 to verify moming fix. 2200 - c/e to 090° (T). Average 
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force of wind 2 from E.S.E. average visibility 15 mites. Height of 
6Well from 3 feet to S feet from N.S. intermittent snow flurries the 
entire day. 


Tuesday 21 January: Oub - Sighted CACAMUN bearing 023° (T), 
range nine miles. Commenced fueling from CACAPON on base course 030° 
(T), 5.5. knots. Received supplies from and discharged mail to CACANIN. 
Pursumt to BuMed form "G" GILLESPIE, R. V.,WTS, 3b2 66 97, USN. De 
two RIOS, L. B. RDX2, 3¢y Jo 26, USN, WenDeR, R. A., Fl, 347 27 98, USN. 
Were transferred to CACAPON for treataent. Pursuant to original orders 
from Director of Scripps Institution of Oceanography, MANN, H. J. ; 
Civilian, was transfered to the CACAPON. KYTE, E. J., Sl, 567 3962 USN, 
and MOORE, G. R., Fl, 347 27 98, USN, were received aboard for duty 
from the CACAPON, treatment having been completed. 1300 - Completed 
refueling, set course 250 (T), speed 5 knots. Average wind force 
5 from E.S.£., visibility 8 niles, average swells of 5 feet from E.S.E., 
barczaver steady. 2200 - Reca3ived orders from Commander Task Group 
68.2 to take new station 300 miles distance from the CURRITUCK bearing 
300° (Tt). Changed course to 336° (T), speed 5 knots. 


Wednesday 22 January: c/e to 31M (T). 1600 - Arrived on 
station c/c to 2700 (T), speed 3 knots. Average wind force l from 
EeS.fe, visibility 15 miles, swolls 5 feet from E.5.Ee Snowed inter~ 
mittently during the afternoon. 


Thursday 23 January: On station 300 miles bearing 300° (T) 
from the CURRITUCK. ¢/c to 285° (T). 1300 c/e to 270° (Ty. 1700 - 
c/e to 115° (T). 2000 Average wind for today of force 2 from S.E. 
visibility 5 miles, swell 5 feet from E.S.E. 


Friday 2h January; Average wind of force S from £.3.E., 
visibility 8 mites, swell of 7 to 10 feet, from E.S.E. continuous 
light snow through aftermon and evening. 


Saturday 25 January: Patroling station 300 miles to the W.N.¥. 
of the CURRITUCK. 0600 - Received orders to proceed westward at 10 
knots. c/ce to 270° (T), speed 10 knots. Average wind of force 5 from 
E-S.Ece, 2 10 foot swell from E.SeEe visibility of 5 miles, light 
continuous snow. Received word that the CURRITUCK was moving westward 
at 7 knots to 130° E. Longitude and we were to adjust station accord- 
ingly. 


Sunday 26 January: Proceeding to station 300 miles to the 


W.N W. of the CURRITUCK. Average wind of force 3 from the East. 5 
foot swell from E.S.%. visibility of 5 miles, light continuous snow. 
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yonday 27 January: On station 300 miles to the W.N.W., of 
the CURRITUCK. Woather average visibiltiy 8 miles, wind of force 3 
from E. shifting to N.W. and then back to N.E., swell of 4 feet frou 
E. by S.E- light snow through out morning. 1630 - Received word that 
CURRITUCK was moving west to vicinity of 125° E. Longitude and to ad- 
just station accordingly. c/c to 285° (T), speed 7 imote. 


Thuesday 28 January: Weather visibility 25 miles, average 
wind force from 8.E., swells of 3 feet from E.S.E., weather generally 
was cloudy with broken skies. 


Wednesday 29 January: On station 300 miles W.N.W. of the 
CURRITUCK. 1616 ~ c/c to 5 knots, proceeding west to new operating 
area. Weather wind S.E., force 4, visibility 12 miles, 5 foot swells 
froa E. with secondary swells from N.E. and >.% Light smow showers 
during morning. The barometer commenced dropping in the early morning 
and by midnight had reached 29.13 inches. 


Thuraday 30 January: 1040 - c/c to 270° (T), speed 7 kwts 
upon receiving word that the CURRITUCK was moving westward to 115° EB, 
Longitude. Weather, visibility 20 miles, wind of force & from E.S.E. 
k foot swell from E, The barometer continued to drop like a rock 
reaching a new low of 28.52 inches. Excellent weather prevailed 


Friday 31 January: Proceeding to new station along 105° E. 
longitude, 300 niles to the W.N.W. of the CURRITUCK. Weather overcast 
with light snow flurries, visibility 15 miles wind of force 3 shifting 
from S.E. to N.W., and back to E. 4 foot swalls from N.W. and BE. There 
was a marked increase in the nuaber of bergs in this area. The storm 
passed to the N.E. of us. Barometer rose a3 steadily a: it had dropped 
yesterday. 


Saturday 1 February: Weather, wind from the £.3.E., force 
kh, Visibility 15 miles, there were two opposing swells of about ) feet, 
one from the east and the other from the north. Sky was overcast the 
entire day. 


Sunday 2 February: On station 300 miles W.N.#. of the CURRITUCK. 
1700 = Set all clocks back one (1) hour to conform with minus 12 zone 
time. Weather, wind of force 3 from NeE., 3 foot swell, confused, vis- 
ibility 15 miles, observed light intermittent rain during morning. Ice 
bergs regain mumerous. 


Monday 3 February: 130 - Received orders to rendezvous with 
the CURRITUCK (AV7) to refuel. c/e to 100° (T) speed 10 knots. Weather 
wind N.E. becoming E.N.E. force 5, sky overcast with precipitation 
south of ship all day, kh foot swelle from NeE., visibility 15 miles. 
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Tuesday & February: En route to rendezvous with the USS 
CURKITUCK (AV7). Sighted the CURRITUCK bearing 160° (T) range 11 
miles. c/c to 180° (T) speed 15 knots. 1540 - Laying to in lee 
of CURRITUCK. Captain left ship for conference with Commander Task 
Group 68.2. Commenced receiving small atores, provisions and supplies 
by boat from CURRITUCK. 1600 - Three man and one offica: nent to 
CiHRITUCK for dental treatment. Fifteen men left the ship for a 
recreation trip to (AV7). 182 Captain returned tc the ship. 1915 - 
The recreation party returned to the ship. Underway on base course 
125° (T) speed 6 knots for fueling, 2115 - Commenced fueling from 
CURRITUCK » 


Wednesday 5 February: 0030 - Completed fueling. Set base 
course 295° (T). Speed 12 knts for assigned station 10 miles to W. 
NW. of the CURRITUCK. Weather, light snow with occassional light 
fog, wind £.S.E., force 5, visibility 10 milea reduced to 1 mile in 
fog, swell of 5 feet from E. 


Thureday 6 February: Steering various courses aud various 
speeds to clear ice bergs. 1300 - c/c to 270 (1), speed 10 knots 
after receiving orders to mve five (5) degrees further west. Weather 
wind from £.S.E. of force 3 with very light winds in evening. Swell 
of 5 feet from East winds decreasing to 2 feat in evening, visibility 
6 miles. Encountered light snow showers and patches of fog through 
out the day. 2300 - c/s to lh knots. Numerous ice bergs. Barometer 
dropping. 


Friday 7 February: On station 300 miles tc W.N.W. of the 
CURRITUCK. Weather, wind of force 6 from the Kast, visibility 3 miles , 
Swella 8 feet in early mrning increasing to 20 feet in the evening 
from East. Overcast with continual light snow. Barometer steadied 
up for about three hours then commenced dropping again. 2400 - Bar 
ometer read 28,91 inches. 


Saturdey 8 February: Barometer dropped t> 28.80 inches. 
Observe rolls between 20 and 30 degrees. Weather, wind of force 6 
with gusts up to 40 knots from E.S.E. The weather was overcast with 
continuous light snow and intermittent light fog. Barometer began to 
ateady down about 1800. By <l00 the storm was abating. 


Sunday 9 February: On station 30v miles W.N.W. of the CURRITUCK. 
Weather, overcast, becoming scattered after 1800. visibility 20 miles, 
wind from S.E. force 5, swell from E.S.. of 8 feet. 


Monday 10 February: 0542 - Sighted CACAPON visually Dearing 
110 (T), speed, range 15 knots. Took station 500 yards astern of the 
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CACAPON. c/s to 5 knots. Commenced refueling, base course 090° (T), 
speed 8 knots. Pursuant to verbal orders of Commander Task Force 68.2, 
ARBUTHNOTT, J. Jr.,ETM2 716 60 22, USK, returned aboard and resumed 
his regular duties having completed teuporary sdditional duty on board 
the CACAPON. 1110 - Completed taking on supplies and transferring of 
mail. Completed rveling, set course 13 (T), speed 15 knots for 
assigned station slong Antarctic ice pack approximately 300 miles to 
the westward of the CURRITUCK. 1700 = Set ships clocks back one (1) 
hour to conform to minus 10 sone time. Weather, overcast clearing a 
little in evening, wind from S.°.W. force 5, visibility 20 miles, 
easterly swell of 10 feet. 


Tuesday 11 February: 025 - Sighted factory ship ARISTOPHANES 
from Capetom. Weather overcast in morning with snow and fog, clear 
skies during afternoon, average visibility 20 miles decreasing to 1 
mile during snow and fog. Wind shifting for W. to N.E. then S. and 
back to W. in the afternoon. 


Wednesday 12 February: 1700 - Set all ships clocks back one 
(1) hour to conform to ninus 9 zone time. Weather, visibility 20 miles 
in morning decreasing to average of 3 miles..in the afternoon during 
fog snd light“snow. wind force four frou S.W. swell of 2 feet from ¥. 
over all weather was overcast with light snow and fog. Fog becoming 
cloner in late evening, decreasing visibility to 150 yards. Had com 
munication with one of our pianes, Baker One, this afternoon. They 
were 63 miles to the east of us. Bergs plentiful. 


Thursday 13 February: Steaming o. various courses in a west- 
erly direction. Set all ships clocks back one hour to conform to minus 
8 sone time. Weather, fog until (500, light snow beginning at 0900 
and changing to light rain about 1700, visibility variable 1/h to 5 
miles with an average of about 2 miles, wind N.E. force five, swell 
NeNe Be 4 feet. 


Friday ly February: Set ships clocks back one (1) hour to 
conform with minus 7 sone tixe. 2045 - Crossed the Antarctic circle 
southbound in Longitude 73° 02' & Weather, occasional light fog 
accompanied with very light rain, visibility 6 miles, wind W.N."., force 
3, veoring to N.N-E. force 5 in early afternoon, swell from N.¥. of 
5 feet. 


Saturday 15 February: Weather, wind from £.S.& force 7 with 
guste to 35 knots, visibility of 3/ mile. Swells from east averaging 
16 feet and reaching 2 height of 25 feet. Barometer 28.60 inches. 

The sky obscured with continuous light snow and high winds. 
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Sunday 16 February: On westerly course in vicinity of 
Antarctic ice pack. Weather, visitility 3,000 yards, wind ES.E. 
average force 6 increasing to force 7 in the late afternoon, swell 
from E.S.E., average height 12 feet increasirg to 20 feet in the 
iate afternoon. Continuous moderate snow with intermittent light 

fog with high sea. Barometer 29.60 inches. 


é Monday 17 February: 1900 ~ Sighted the CURRITUCK besring 
300° (T) range about 2,000 yards in heavy snow storm. Comnenced 
fueling from CURRITUCK, base course 320° (T), speed 6 kmots. Weather 
intermittent light snow with occassional rain, visibility average 2 
niles, wind S.E. force 7 decreasing to force 5 late in tho aftermoon. 
Swell of 10 feat from E.S.5, 


Tuesday 18 February: Base course 320° (T), speed 6 knots. 
OOO - Completed fueling from the CURRITUCK. Set course 27 (T), 
speed 12 knots for operating area in vicinity of 40 E. Meridian. 
1430 - Sighted ship on horizon bearing 260° (T), range about 20 miles, 
ship identified as a Norwegian ship, Antarctic. Weather swell average 
2 feet from E., visibility 25 miles, wind from E. force h, overcast in 
morning with scattered clouds in the afternoon. 


Wednesday 19 February: On assigned station to west of the 
CURRITUCK. Weather, visibility 25 miles, wind of force 2 from W., swell 
of 3 feet from N.We 


Thursday 20 February: Em route to assigned station on app- 
roximately 300 miles to the west of the CURRITUCK, course 270° (T). 
0345-Observed a strong Aurora Australis for about two hours. Weather 
cloudy varying from overcast to a scattered unstable air Mass, vis- 
ibility 20 miles, wind of force 2 from W.N.W., swell of 2 feet from N.W. 


Friday 21 February: On station west of the CURRITUCK. 1700 
Set ships clocks back one (1) hour to conform to minus 6 sone. Weather 
scattered to broken skies with a few snow showers, visibility 25 miles, 
mo swell during the morning one from the S.¥W. in the evening of abort 
feet, wind average force 3 from N.W. shifting to W. then to S. 


Saturday 22 February: 0900 ~ Received orders to steam east- 
ward at seven knots, c/c to 090° (7). Weather, scattered clouds be~ 
coming overcast about 1600, visibility 30 milea decreasing to 15, 
wind of force 4 from W. shifting to N. and increasing to force 5, 
swell of 4 feet from S.°.H. 


Sunday 23 February: Weather, overcast with continuous light 


snow, wind from NeE. force 5, visibility 5 miles, swell was confused 
of 6 feet height. 
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Monday 2: February: On station to westward of the CURRITUCK. 
No ice bergs in this vicinity. Weather, overcast with an occasional 
light snow or rain. Wind of force 3 from N.N.E., visibility 10 miles, 
swell from W. of 12 feet. 


Tueaday 25 February: 0900 - Conducted test firing of 20m. 
Exercined crew at G.Q, Conducted teat firing of 5" ¥.T.ts. 170 = 
Yonducted test firing of UMM. Weather, overcast with light snow, 
wind of force |; from N.E., visibility 8 miles, swell of 8 feet from E. 


Wednesday 26 February: Steering various courses and using 
various speeds to clear brash ice. Conducted test firing of 5° mounta 
fl and #2. Observed ice pack in Longitudes 53° BR, and 54 E approx 
imately 65° 45' S. 1uhS - Sighted land of continent (Enderby Land) 
bearing 19° (T). Distance 45 miles. Weather, overcast with light 
intermittent snow, the visibility 10 miles, wind from E. force 5 swell 
of 4, confused but mostly from H. 


Thursday 27 February: 0947 = Conducted test firing 5"/38 
battery. 1530 =~ Received orders to proceed to fueling rendezvous at 
6 8 66° E. Set course 080° (T) speed 15 knots. Weather, overcast 
with occasional light snow, wind from S., force 6, sea swell of 5 feet, 
and average visibility of 10 miles. 


Friday 28 February: Sighted CACAPON (4052) bearing 10° (T). 
Range 20 miles. 1100 — Fueled from CACAPON. Speed 10 knots, 123h - 
CACAPON suddenly veered sharply to the starboard. Orm ship had on 25° 
right rudder but was unable to keep up. Parted both hose and all lines. 
There were no casualties to personnel or own ships equipment. Accident 
due to gyro failure on the CACAPON. 1255 = Set course 090° (T) speed 
12 knote while CACAPON rerigged for fueling. 1625 - Base course 075° 
(T) speed 10 knota, cormenced receiving fuel. 1830 - Completed fuel» 
ing. Set course 27 (T). speed 3 knots. Weather, overcast becoming 
scattered in afternoon, wind from 5. force h, S.£, swell of 5 feet, 
visibility 25 miles. 


Saturday 1 March: On station 300 miles to the WeNeWe Of the 
CURRITUCK, course 270° (T), speed 3 mots. Received word that our 
operation in the Antarctic were finished and to head for a rendezvous 
at L. 63° 451g 85° £. Set course 090° (T), speed 15 knots. Weather 
heavy snow, visibility 3/k mile. ind from ENE, force 7, NE. swell 
of 18 feet. Observed Aurora Australis from 0215 to 0400, there was no 


noticable effect on operation of ship. Our maximum roll 
tbany others in the forties. esta 


Sunday 2 March: & route to rendesvous Weather, overcast 
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bacoming scattered in afternoon wind from W.N.W. farce 4, visibility 
20 miles, a swell of 6 feet. 


Monday 3 March: & route to rendezvous with CURRITUCK and 
CACAPON. 0300 ~ Sighted CURRITUCK and CACAPON visually. Took station 
astern, base course 050° (T), speed 6 mots. CURRITUCK commenced re- 
fueling from CACAPON. 1330 - Took station along CACAPON to receive 
fuel, base course 090° (T), speed 12 knots. 1800 = Completed fueling. 
CACAPON de d, we remained in company with the CURRITUCK. Base 
course 1LO° (T), speed 13 knots, scattered clouds, visibility 20 miles, 
swell of foot from N.W. 


Tuesday 4 March: In company with the CURRITUCK. Course 
© (tT), speed 13 knots. Keeping station 2,500 yards astern of the 
CURRITUCK. Scattered clouds, visibility 25 miles 3 foot swells from N.W. 


Wedresday 5 March: In company with the CURRITUCK. Base 
course 075° (T), speed 16.5 knots. 0200 - Set all ships clocks ahead 
one hour to conform with minus 7 zone time. 1500 = Received orders 
to proceed independently at high speed through the roaring 0's and 
50's. c/a to 22 knots. c/e to 061° (7). Steaming great circles route 
to NeW. entrance to Bass Strait. Weather broken to overcast with a 
{Low snow showers. Wind of force and from S.S.W., visibility 20 miles, 
NeW. swell of 5 feet. 


Thursday 6 Narch: En route to N.W. entrance to Bass Strait. 
c/a to 16 knots. O100 - Passed last iceberg to port. 0118 - c/s to 
10 knots. 0200 - Set ship's clocks ahead one hour to conform to minus 
8 tine sone. 0400 - c/c to 057° (T). Ob3b - c/a to 20 knots. 22W - 
c/e to O44 (T). Weather, mostly cloudy with light snow in early 
morning, visibility 25 miles, swell of 10 feet from W. wind from ¥. 
of force 5. : 


Friday 7 March: &m route to N.W. entrance to Bass Strait 
course 0&9 (T), speed 20 knots. c/c to OW6° (T). c/e to 045° (T). 
c/s to lk knots. Weather, overcast with light continuous rain, wind 
from N. force 4, visibility average 8 miles reducing to 14 at times. 
N.W. swell of 7 feet. 


Saturday 8 March: En route N.W. entrance to Bass Strait. 
Course 045° (T), speed Ly knots. 0200 ~- Set ship's clocks ahead one 
hour to conform to mimus 9 sone time. Weather, overcast with light 
rain in morning, clearing rapidiy after 1500,wind from W.N.W. backing 
to W.H.W., force 6 average visibility 6 miles. NeW. swell of 10 feet. 


Sunday 9 March: Weather overcast with high winds, rough 
seas and heavy rain showers, visibility 6 miles except in rain, wind 
from H.W. of average force 7 with gusts reaching 60 Imots, swell of 
15 feet reaching heights of 30 feet. 
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Monday 10 March: 100 - Sighted King Isiand bearing 100° (T), 
range 26 miles. 1700 - Proceeded to anchor N.E. of King Island with 
Cape Wickham light bearing 270° (T), range 5 miles in 10 fathoms of 
water. Weather, broken skies in early AM, clearing in PM. Visibility 
20 miles, NE. swell of 16 fect decreasing to l, feet upon approach to 
lend. Wind fron W.N.W. force u. 


Tuesday 11 March: 0815 - Underway and joined CACAPON as she 
entered the strait. Base course 088° (T), speed 10 knots. 1105 - 
Conzenced fueling from the CACAPON. 1425 - Completed fueling. 1500 - 
Took station 700 yaros bearing 135° relative. Course 088° (T), speed 
5 knots. Weather roatly clear with few scattered clouds, wind from 
N.E. force 5, swell from E.Nek. of 3 feet, visibility 20 miles. 0200 - 
Advanced ships clocks 1 hour to conform to minus 10 zone time. 


Wednesday 12 March: 0205 ~ Sighted CURRITUCK bearing 20U° 
(T), distance spproxisately 7 miles. 0500 - CURRITUCK took station 
sheaa of formation and assumed guide, 9955 - Anchored N.E of Wileon 
Pronontory on Longitude 147° &. 5 miles off coast in 11 fathoms of 
water. 1035 — Captain left the ship for conference on CURRITUCK. 
1200 = CACAPON anchored in vicinity. 1215 ~ Heavy winds set in fron 
westward, force 6. 1225 ~ Commenced dragging anchor moved to 75 
fathons. 1415 - Captain returned to the ship. 157 - Underway in 
column formation, CURRITUCK, CACAPON and HENDERSON in that order. Set 
course 073° (T), speed 15 knots. 


Thursday 13 March: 1555 ~ Pursuant to Bulled form "0" SHIELDS, 
P, T. MM3, 659 66 02, USH was transfered to the CURRITUCK for troatnent. 
1600 - Took last rawins. 1630 - Set course 030° (T), speed 5 knots 
in formation. 1835 - "assed the H.M.A.S. BELLANA (Cruiser) and the 
H.M.A.S. QUIBERON (Destroyer). 


Friday lj March: Making all preparations for entering port 
Jackson Harbor, Sydney, Australia. CURRITUCK fired 21 gun salute to 
the nation of Australia. Salute answered from shore battery. 0852 - 
CURRITUCK fired 13 gun salute to Rear Admiral H. B. Farncomb RAN, 
Commanding Australian Squadron. 1030 = Moored port side to CACAPON 
in berth §2, Woolloomooloo Bay, Sydney, Australia. 


Saturday, Sunday, Monday, Tuesday, Wednesday, Moored Sydney. 
15 16 17 18 19 


Thursday 20 March: 1330 - Pursuant to orders of Director of 
Scripps Institution of Oceanography, Nr. Herbert J. Mam, civilian 
scientist came aboard, from the CACAPON for transportation to San Diego, 
California. 1347 - Underway from mooring. 1600 - On station 1,000 
yards with CURRITUCK forwation guide. Set base course 096° (T), speed 
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15 knots. Weather, overcast, visibility 18 miles, wind from S.E., 
force 6, swell from S.E. of 9 Leet. 


Friday 21 March: Weather, scattered clouds, S.&. Wind 
shifting to S. force 6 rising at times to force 7, S.E. Sweil of 12 
feet, visibility 15 miles. 


Saturday 22 March: 0200 - Set ships clocks ahead 1 hour to 
conform with minus 11 zone time. Weather same as proceeding days with 
wind ard sea dropping after 2200. 


Sunday 23 March: 1600 - CURRITUCK perted company en route 
to east coast by way of Panama. Weather, scattered clouds with no 
wind or swell. 


Monday 24 March: 0200 - Advanced ships clocka one hour to 
conform to minus 12 zone tins. Weather same as procesding day. 


Tuesday 25 March: 1200 - retarded ships clocks 24 hours to 
conform to plus 12 zone time. Changed date to Monday 2k March 19h7. 
1350 - Croased 180th Meridian eastbound in Lat. 22° 54! §,. 2357 - 
c/e to O47 (T). 0900 - Commenced refueling from CACAPON. 1105 - 
Completed fueling. 


Tuesday 25 Narch: 1700 - Passed Late Island of the Vavau 
group abeam to starboard distance 20 miles. 1830 - Passed Fanus Lai 
of the Vavau group abeam to starboard distance 5 miles. 


Wednesday 26 March: On station 2,000 yards ahead of CACAPON 
base course 047° (T). 0200 - Set ships clocks ahead one hour to con- 
fore to plus 11 zone time. 1400 - Sighted Tutuial Island bearing 
034° (T), distance 50 miles. 1715 - Passed 10 miles east of Vago Pago, 
Samoa. 1805 - Sighted Tau “sland of the Monua Group bearing 080° (T), 
distance 55 miles. 


Friday 28 March: 0145 - c/s to 1: lmots due to boiler 
trouble on CACAPON. 


Saturday 29 March: 0200 - Atvanced clocks one (1) hour to 
conform to plus 10 rone time: 


Sunday 30 “arch: 0315 - Crossed equator northbound in Long. 
156° 1y' 8. 


Monday 31 March: Took station on port beam of CACAPON for 
refueling. 11230 - Completed refueling having received 102,160 gallons. 
Pursuant to verbal orders of Cormanding “fficers of U.S.S. CACAPON 
(A052) the following men were received aboard for transportation to 
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San “diego, Yalifornia: Lt.Comdr. L. L. Glark, USNR. Mr. J. Gibbs, 

Dr. H. E. Diets, and Doctor “opkins civilian scientists from N,EL., 
Yan “4ego, California. 1148 - Pursuant to orders of CT 68, parted 
company with CACAPON. 


Wednesday 2 April: 0200 ~ Advanced ship's clocks one hour 
to conform to plus 8 zone time. 


Sunday 6 4pril: 052 - Sighted les Coronados. Entered 


San Yiego Bay channel. 1000 - Moored port side to U.S.S, PERKINS 
at buoy #27, San Diego, California. Reported to “omDesPac for suty. 
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1. Prelininery Ereperatione. 


Atter official notifie:tion that the Plt ISLAND would purti- 
cipate in Overstion ALiHJUMP, a two months ‘valla ility period «ae given 
in AS¥ at Portsmouth, Vircinia. Alonz with needed repnir wor and in- 
stallations, o helicozter deck was installed for.ard of the pilot house, 
an innovation uniaue in seaplane tendor construction. After entering 
the Nrvy Yard on Septenver 13, 1946, 911 hande carried out a strenuous 
period of preparation, with an overload of work undertaken ty all handa 
because of an aciits shortaze of nerronnel. dowevar, ag work prosree- 
sed, more personnel vere assigned to the snip, so that by the end of 
the yard period on November 13, vractica)ly tha full allowence for 
Operation HIGEJU“P wns aboard and being indoctrinated in their shic- 
board duties. 


Leaving the yard on November 13, the PINE ISLAND proceeded to 
the Deperming Station for a routine check and then on to NOB, Norfolk 
the same day, fror the 13th to the 18th wae spent in loading stores 
anc continuing with preparations for sea, and on the 18th the ship pro- 
ceeded to Yorktown, Virginis, for loading ammunition. Tis operntion 
was completed on Novenber 22, Little t!me was avatletle for needed 
indoctrination of all hands in actual rractice for unde way air oper- 
ations, although a short drill] wis carried out with a PHM from NAS, 
Norfolk, on the afternoon of the 22nd while overating in the Chesa- 
peare Bay, Magnetic compasses were also calibrated at the same tine, 


Arriving back at 403, Norfolk, at dusk on the 2:md, the PIXE 
ISLAND anchored out and ‘ent alongside Pier 3 at NCB early the fol- 
lowing morn'ns, 23 November. From the 23rd to the 2nd of December, an 
intensive schedule of loading stores, aircraft, seall arms ammucition. 
fueling shin and receiving additional versonnel wea carried out. It 
was Talt that an additional two weaks for practicel operations at cea 
would heve been highly desirable and beneficial at this time, cut thia 
could ,ot be accomplished decausa of the time limit of the operation 
achedule. 


2. Sorfotk to Panama. 


at 1350 on December 2nd, 1945, the ship got unterwiy ‘n ac- 
cordance with current sortie plan and proceeded out of the “hesaceake 
Bay entrance ‘or rendezvous with the U.S.5. MOUNT OLYMPUS, flying the 
flag of Rear Admiral Cruzen. At 1690 course wos set for Panam, Sanal 
Zone, on course 14) degrees T, epead 15 Kqiots, in column with the MT. 
OLY Fis, U.2.2.G.0, NORTHYIND, and the deatroyer, U.S.S. ARONSON,” 


The cratse to tho Canal Zone was uneventful: the time 2nroute 
ws utiliced in rout.ne shipboard training and exerciser. Crooked 
Teland Pasauze wre navigated durtng the mid and morning watch of 5 
Decemter 1945, tut with clear visibility end calm seas, no difficulty 
in pasrage wees erncertenced, 
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At 0600 on 5 December, after clearing Castle Island, the PLE 
ISLAND was granted permission tn >rooeed independently to Coion in 
order to reach there in sufficient time to launch her PEMS in prepar- 
ation for transit through the Canal. At 1100 on the Sth. Cape Maysi 
point, southwestern point of Cuba, was rounded and course waa aet to 
pass five ailes to port of Navassa Island. At 1800 Navasea Islani 
wee passed abear to starboard ani direct course was set :or Colon 
for ETA at 08%, Decenbder 7th. 


On the afternoon of December 6th a special CIC drill was con- 
ducted with PEM aircraft attached to VPB-74 based at Coc>r Solo, Canal 
Zone, permitting CIC porsonnel to work out special exercises dealing 
with low visibility control of aircraft. 


Tela Grande light was sighted at 0600 on December 7th. The 
PINES ISLAND entered the breakwater at Co on at 0800, and anchored in- 
mediately afterwards for discharging aircraft and receiving Canal 
pilote aboard. Underway at 1100, the ship proceeded through the Canal 
with no difficulties and moored at Pier 1, Naval Submarine Base, Bal- 
doa, at 1837. The first leg of the voyage to the Antarctic had been 
completed. 


3. Panama fo Qnerating Aron. 


Underway from Balboa at 0900 on 10 December, the PINE ISLAND 
took aboard it': two PBM aircraft outside the Pacific entrance to 
the Oanal and then proceeded to rendesvous point. Rendervous with the 
Central Group and the other units of the Rastern Group wae effected at 
23:0, and the PIXE ISLAND took station number 5 in column open order. 
At 0800 on December 11, the Task Force broke up into independent unite 
taking statione on tracks at 50 mile intarvals with the PINE ISLAND on 
the ersternmoet track, At 1100 Malpelo Island was passed close abean 
to port at a distance of one mile; this was tha last land sighted until 
the first flights over tho Antarctic Continent. 


Proceeding ever southward, the outer domain of Neptunus Rex 

wes entered at 1600 on December il, and to the dismay of the many pol- 
lywogs aboard, Davy Jones made his official visit at 1530. Full pre- 
parations had deen made by the Shellbacks to properly initiate the lani- 
lubbere, and though a very euapicious beginning win made, the plans for 
continued initiations and full caremony had to de suavended bdecausa of 
unforseen ship repair work, which did not allow time for full initiation 
cerenonies. 


The Enuator was crossed at N6CO on the morning of the twelfth 
at longitude @2 47 W, and the pollywoge breathed thankful sighs of 
relief when the official announcement w>s made by the Ceptain that time 
did not allow for further ceremonies. 


The days immediately following crossing the Eouetor were ones 
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to be enjoyed by all hands. Fair and calm weather prevailed and days 

were evend in routine shiv training and exercises. Preparations were 

made for entering the “Eonring Forties", includin- the construction of 

a «noden water shield on the forward oart of tha helicopter deck to 

give added rrotection to the helicopter in the anticipated coming rough 
weather. At 0600 on December 17th, rendezvoure was effected with the 
CANSISIEC and BROWNSO for fueling in latitude 22-%) South and Lon. 97-50 4, 


Following refueling operetions, the En:tern and Centra) Groups, 
including the CANIS.%O, proceeded westward to the vicinity of Scott 
Taland, while the PINE ISLAND and the BiiOWNSON proceeded souta on Longi- 
tude 99 30 West. 


On December 18th, the ROVNSCK came alongside the starboard 
quarter to receive provisions and upon completion of this operation was 
assigned Station 30 miles on the starboard beam of the PINE ISLAKD, Both 
ahipa proceeded southward conducting esearch for Swain's Ieland, report- 
ed in position 100 West Longitude and 59 South Latitude. 


The dreaded "Eoaring Forties" were entered at 1200 Tare time on 
December 20th but none of the expected rough weather wes encountered. 
At 1600 on December 21st, the first of the wild-life of the Antarctic 
was encountered in the form of small flocks of petrels which were to 
become commonplace from there on. On December 23rd during the forenocn 
watch, the first whale sightings were recorded in Latitude 58 South and 
Longtitude 99 40 West. The reported vic:nity of Swain's Island was pass- 
ed with no landfalle;: weather vas clear, visibility unrestricted. Sev- 
eral cloud formations on the horizon gave illusiona of land formations, 
and these typical formations co.1ld have well given the old time navi- 
gators the same iilueions. Swain's Island was marked off as non-existant. 


Up until this time, ice hed been expected to be sighted daily, 
but it wes not until 0730 Tare on Desember 24th that the first iceberg 
wap sighted on the horizon in Latitude 62-56 South and Longitude 99-59 
West. Zecause of tha non-eziatance of ica, north. of thie latitude, a 
late break-up of the ice pack was exvected. Refueling of the BROWESON 
was accomplished in the forenoon watch of the 24th, upon completion of 
which the BAOWISON took un her previous station. 


Icebergs became commonplece after the initial sightings, and 
from the occasional pieces of brash ice passed, the nortrern limit of the 
drift ice won expected to be encountered soon. 
4. Operating area (First Phase) 

At 0000 on December 25th, the northern lizit of the loose pack 


ice wae sishted, tending generzlly in a southwesterly direction, with 
many icebergs on the outer edge and within the pack. Courre was eet in 


ANTEX I(e) spas 


a fouthwecterly direction. to sceut the ou-cer edee of the drift ice, but 

at 2¢%) further progress anth win l-wrecticabdle and the -'‘{p was stopped 
in artitcde 67-1" South and Longitude 101-26 Wert. At 1100 the helicap- 
ter wer leunched fer an ice reco naissance flieht, with the Taek Group Com- 
mander 9° obsery.r. bu. me oventngs in the omen pack, rurficiert for cea- 
‘lane cperetions, were ocserved further south, Ti.e ship hove to in the 
vicinity of » laree iceberg about 1009 feet long and 300 feet t:lck, and 
hnlicu, rout're ws daclarod for the crew to enjoy Christmas Jay ue best 
they could when ec fer away from the usual atmoephere of Christmas. 


On Decemter 26, weather continued generally unfavorable for flizht 
cperetions, tut it wan decided to nolet out one FEM for a test flight. 
at C83 tke plane was 0 sted out. but during the fueling operation. one 
of tne assisting bostse damaged the port wingtip float and the plane was 
hoisted tac aboard. All flizht operat-.one ware cancelled until more fav- 
Grable weather, Still in the vicinity cf the lorze icebe1z, which had be- 
come srrounded by the outer rim of the drift ice, the creation of en arti- 
“telsl seadrone was attemp.ed cy meneuvering the ship upwind of the drift 
ice and then drirt‘rg back across to clear the ice Yrom tne srea, Tris 
wee of little velue, however, as t.@ ice closed in move rapidly than it 
coul! te cleared out. At 16350, 3 rounds of five ineh were fired into the 
icebrrg from a range of 2000 yards, tut if the icelterg had teen expected 
to co'!lapse ereryone war direppolinted, as the impact of the projectile 
win hardly ncticestle, 


On December 27th, the weather continued unfaboratle for flight 
operetionn with hesvy fog lying over the area. By the afternoon of the 
2° th, the vaether showed tndicationa of improving. but the waterwas still 
too rougr for orerations. An attempt was mace to take tno ship inaide the 
nack ice, dut zfter atout five mile penetration with continued low visi- 
vbllity, courre was reversed and the ship took atation to the north of the 
vack, to await improvement in the weether. 


The following dey, the 29+b of December, weather saemecd favorable 
for flighta at 0790 and one vlane wns readied for flight. However, by tie 
time tae plane w-s ready to zo into the water, snow squalls reduced the 
visitility te zero and the plane was left suspended on the hook. The 
weether steadily improved so that by 1290 fi.eling of the PSM on the hook 
‘ae commenced, ond upon completion at 1240 was cast off. The first flight 
to the Antarctic Continent was sterced at 13°5 with Lt, Comdr., Howell, 
PC, and Jantein Dufek es “teerver. Thie first “light reported favorebl- 
weather for mayoing operationa over the continent in the vicinity of Cape 
Dart, cso FEM mm er 2 was lacncked and started on the second flight tc ths 
continent at 1835, Lt.(4g) Ball was PPC of the eecond flisht. 


The firet flight returned to the sktp at 2305 and although indi- 
estions of a slight dstericration in the veether was noticed, it was de- 
cided to eand cut ae third flight. Lt. LeBlanc was P°S of tne third crew, 
and Cavtein Caldwell accompenied the flicht as observer. Shift of flight 


crew personnel wie mede on the wcters and attcr checking and refueling, the 
trird “Llieit for the continert departed at 9244 on Dacemter Mth. 
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Flight & revurned to base at 141 and wes immeliately hoisted uboard, 

“he vestrer bea me increasingly unfavorable, and fiieht 3 enroute to the 
continent wes revorriig low collins and visibility. At O60°% radio con- 
tact wis lost with f1$ent 3 at nlotted poeition at Latitude 71-2: South 
and wunegltcde 29 30 Weet, and all radio circuits were alerted for fos- 
eitle trancuissions. The ETA of Flight 3 we 1245 on 30 Decemter, and as 
that ti e drev nearer, the conditions of no communications, low ceiling 
ant vieittlity, accentuated the anxiety wich wra srowing avong all the 
officers and crew ae to the fate of the fiight. 1245 pasred with no fur- 
ther contact with flight 3; loat plane procedures were iretituted, and 
the one remecining arrembled PEM was placed in readinesr for a search 
flight ar -con ar the weather beczme favorcble. Bad weather prevailed 
thro-ghout the 3lat. 


5. Reecue operations. 


No one felt the spirit of the New Yeer, and e general feeling of 
impetience begen to prevail when there seemed to be no asigh of the weether 
lifting. Hourly mesra:es were being broaicest to tha miening PSM on all 
rad$o circuits, and pe haps it was the feelin that semething was being 
laft undone whic: brought the request from merbers cf crew to the Chaplein, 
essing that a nightly prayer be offered in behalf of the migtsing :lane and 
ite crew mecbers. 


The Sew Year dawned with little outward prospect of the weather 
clenring. Slight improvement vegan in the wanther about cidmcrning, but 
b, tie time the P:i was over the side, a dense for had covered the area, 
an@ the PBK with two rearming bonts alongside secure’ to the etern of the 
snir by a 399 foot line. Misfortune etruck again in the early morning 
hours of the midwateh on Jenuary “Ind, when the waterborne PEM astern of 
tha ship swung into tne side of the ship and damased the port winstip 
deicing boot and aileron. It wns immediately hoisted sboard for purvey of 
danase. and after consideration of time elenant involved, lt was decided 
to sturt imiediatsly assembling the spare PIM on board. 


The next two daye were spent in strenuous effort on the nert of 
the Air Department personnel in preparing the t o remaining pleres for 
flight operations and both planes were reported ready “or test flights on 
the mornirg of January 5th. No break in the weather had occured in the 
meantime. The weather improved slightly durins the forenoon watch, and 
octh tlanes were hoisted over the side, But neain the br-ak in the weather 
failed to hold, nd egain misfortune struck as the rlanes were hoisted back 
atoard. Most unfavoreble weatber prevailed with heavy sweltts coming ta 
from astern and vareliel to the shin. During the hooking or of the seccnd 
plare, the roul weather pendant carried away, falling rvorword on the plane. 
the former vee tent near the lerdinzg edge of the wine and four holier were 
torn in the hull; the largest above tie tent former being about a foot lonr 
and one ine! wide. ead the other three elout two ‘nchee in diameter. The 
weather clenred in the afternoon of the fifth, and the arcmebled PEM was 
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again hoisted over the side for a test flight. The test was satisfactory, 
and with continued improvement in the weather, the plane was gassed, and 
departed on the first rescue and search flight to the Antarctic Continent 
at 1900, Weather in near the continent was bad with low ceiling and visi- 
bility, and after a negativesearch over the last reported position of the 
lost plane, covering 100,000 scuare miles of territory, the search plane 
returned to the ship because of increasingly bad weather. 


At 1130 on Jamuary 6th, the same PEM again depprted on the second 
resoue and searcyu flight, but was forced to return because of unfavorable 
wenther with negative results, and was hoisted aboard at 2015. 


On Jamary 7th, the PINE ISLAND was joined by tha CANISTEO and 
BROWSSON and a routine transfer of supplies was made between tho vegsels, 
In the afternoon, both planee were again in comiesion and were hoisted out 
for tast flights, but weather was unfavorable for extended flights, and 
both plenes were hoisted aboard after local flights. On January Sth, the 
weather seemed to have taken a definite turn for the better, but by the 
time a plane was holsted out and alrborne, snow squalle and increasingly 
bad weather forced the plane to return to the ship. 


The following day, one plane was sent on a local weather flight 
which reported very unfavorable weather towards the continent, and at 
1115 it wae recalled to the ship. In the meantime opportunity wes taken 
to refuel from the GANISTEO, and a very successful operation was conduct- 
ed vith the ships lying to and drifting with the wind, The CANISTEO, 
upwind fron the PINE ISLAND, drifted at a slightly slower rate. “he 
waterborne PEM was hoisted aboard at 2015, and flight operations were 
secured for the day. 


With no decided break in the weather, Commander Task Group 68.3, 
Captain George J. Dufek, decided on the following day, Jamuary 10 to 
move 100 miles to the west in esearch of more favorable operating con- 
ditions. The new station, in Latitude 67 00 South and 104 00 West, was 
Teached at 1820 on January 10th, and after sending out the helicopter on 
an ice reconnaissance flight which reported no possible Openinge further 
south in the pack ice, it wre decided to lay to north of the pack ice 
and wait for more favorable wecther. 


Barly January llth, the weather began to improve, and Aerology, 
for the first time in days, indicated that the weather might hold for 
two or three dayn at least. Flight Quarters were sounded at 0439 and one 
PEM, Lt. (jg) Ball, PPC, was soisted over the side, becoming airborne for 
the continent at 0700. Weather improved as the plane proceeded toward 
the south, and at 1124, word wes receivéd that the scone of the crash nad 
Deen located -bout eight miler inl-nd on the Antarctic Continent. The 
second PBM, Lt. Comdr. John Howell, PPC, wee hoisted over the side at 1120 
and was lvusded with var'ous items of eurvival gear for the surviving mer.- 
vere of the crashed PEM. It tecame airborne for the continent at 1415, 
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In the ceactime further word wis reretved trom the PL at the tcene 
of the crnsh that there were six curvivors of the ¢cresh with three of the 
crew mectere killed; Fne, M. A. Lopez, WV. L, deniersin, APM1, and Fr. W. 
Wiltdeme, AMM1. Survivel gear wee dropred, and the survivors ware dired ed 
to oroceed overland to & bay of open water about eleht miles from the crash. 

-Tiis plene wes forced to depert from the area Sor base before contacting 
tre second plane teczuse ‘t was ruaning low on fuel supply. “he second 
plone had little difficulty, however, in locating the survivors and after 
a curvey of the altuution, Lt. Comdr. Howall anked and was granted per- 
nieaion to land in the water ani weit for survivors. 


Whet followed aftor thet har een to'd and retold again. Only a 
camificent display of individuel ccurave and endurance kert the survivors 
going. The rhip with great relief and thankfulness received the vord at 
“739 on Janusry leth that £11 men.ers of the survivors were safoly aboard 
the nlane, waict. subsequently became airborne for the ship xt 08%. 


The reacue plane w:s waterborne at 1044 in Latitude 67 00 South, 
Longitude 104 20 Weet, and was hoisied uboard at 1125. Thus ended one 
of tke most memorable and try ng periods for ell hands, and an immediate 
holiday was declarad by the Executive Officer, to reward the crew for 
many long weary hours spent during the reacue operetiona. 


&. Operations Horch of Cape Dart. 


From January 12th to January 17th, unfavorable weather vereisted | 
and advantaxe wis taken of thie period to sive the crew a well earned 
rest. On the 17th, the BROWNSON rendezvcused with the PINE ISLAND end both 
shins nroceeded southwest in cesrch of more favorabla werther for transfer 
of survivors and supplies to the BROWS, which wan to effect a rendezvous 
with the PEILLIPIVE SEA, Txie transfer was accomolished on January 18th 
and the BROWNSON departod the area for scheduled rendezvous. 


On January 19th, enotha near catastrophe was narrowly cverted 
when the halicon-er crashed in the water on its landing a>-roach after 
an fee rnconnaierance fli ht. However, both occuvants, Captain Dufex ond 
Lt. Comdr. Sessums were cuickly rescved by a crash boat etanding by near 
tke ehip, and outaide of cold exnogure, sscaped without injuries. 


At 0400 on Januery 20th, the PI ISLAND proceeded northvert, 
skirting the ice pac:. in search of mora favornble weather conditions. 
The northern edge of the vack was skirted along the 67 depree nerealltel 
of lctiteda, to lonzitute 1°C west. end tnea courre wre set to the south. 
He-vy weatrer had in the meart!ne opened new lecds in the ice ~ack end at 
1699 on January Zcnd. the ship lay to e~ the edve of the ice sack. oanving 
achieved its mreavest noutaning to date, in latitude 6° 12% South and loa- 
gituda 119 34 ‘vest. 
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Weatier Lsyroved and et 1890 on January 23rd, both PBM's were holst- 
ed over the side, the first plane taking departure for the continent at 
2007 and the second at 242. Both planes had successful flights to the con- 
tinent and were hoisted aboard in the early morning of Jamary 24th et 0439 
and 0545 respectively. Prior to termination of th's flight, terminal weather 
had deteriorated and a let down on inetrumenta of 8000 feat was reauired 
and heavy snow fall commenced with and continued after landing. 


Tlight operations in this area were wade extrezely difficult by the 
existing areas of brash ice and heavy swelle neer the pack, and it was 
decided to move back eastward to longitude 176 went, end course was cet to 
Rortheast. At 0730 on January 24th, course was changed to 090 7 at 1615 
to skirt the northeast edze of the ice vack rlong the 67 degree parallel. 


At 9500 on January 25th. course was changed to 150 to head farthor 
south toward the continent, and at 1430 scattered areas of drift ice vere 
encountered whith gradually increased until the northern edge of the ice 
pack was encountered at 1539. All engines were stopved ct 1620 to lie to 
awalting favorable weather for flight operation, having reached thefarthest 
point south to date in Latitude 68 40 South and 106 17 West. 


On January 26, with favorable weather, both planes were hoisted 
out at 0445. The first plane departed on a photographic and mapping miasion 
to the Antarctic Continent at 0630 and the second nt 0721. In the middle 
of the forenoon watch, the SOC was hoisted out for a local flight and the 
remaining helicopter on board was flown from the seaplane deck to the hel- 
{copter deck. This was the first tine that all four planes on board were 
in the alr simultaneously. The two PHi's returned from successful flights 
at 133) and 1439 respectively, and both were hoisted aboard by 1500. The 
completion of these two flights marked the ond of operations in the Cape 
Dart arsa, and the decision was made to move to the eastward to Peter I 
Island aad then on to Marguerite Bay where it wae hoved a suitable anchor- 
age could be found to resume mapping of the continent. Course wn set to 
the norshaast at 15230 on Januery 26th to rendezvous with the CANISTEO for 
refueling operations in Latitude 66 45 South and Longitude 105 00 West. 
The PINE ISLAND was fueled fron the CANISTEO in the morning of January 27th, 
and both ships continued in company for Peter I Island. 


7. Operations Batween Pater I Island and Marmerite Bay. 


The pack ice v's encountered in 67 50 South end 99 00 West, and 
the ship wae forced to skirt the edge of the pack to the northeast. The 
northern limit of the mcx was cleared at noon on January 28th in Latitude 
66 15 South ard Longituds 95 30, and course wes set to the east in 
increasingly rough eeas, It was apparert that Peter I Island was inac- 
cestable at this time of the year with the pack oxtending approxinately 
90 miles to the northward. Easting w2s contimed by the PINE ISLAWD until 
2000 on January 29th, and in Longitude 93 3° West, course was set south 
to raach the pack ice in hopes of finding suitable weather for contin- 
uation of flight operations. 
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Tae CANISL2G ws datacned during the evenine watch to take up 
wether station to the west. Heavy concentrations of larga tabuler teres 
ana adrift ice were encountered in Latitude 67 46 South and at norn on 
Janusry 30th the ship lay to waiting for an improvesent in the weather. 
The henicopter w.e launched on the afternoon watch to searca for possible 
leade in the ice to allow further movement to the s.uth, but engine 
troiable developed and it wis forced to return imrediatoly to the ship. 
tne shin lay to in this positton throughout the 3)at in a heavy fog and 
w:.en by noon on February 2nd, there was no improvement in the weather, 
course we set to tha southe:at. Contact with heavy pack ice wan meade 
about 2) miles to the routheest and tha ehip commenced skirting the 
pacit to the northeast. Dense foz and heivy sere prevailed throughout 
the ord, and courre wen set to the north and eist heading into the eeas. 
The lost of the drift Lee was cletred in the morning wateh in Latitude 
66 “4 South and Longitude @P 39 West. Slow progress, at 5 mots, was 
contimied to the northeast. <he wiad : bated during the midmerninzg watch 
af the 4th, but heavy fog persisted and the ship hobe to at 0640 3ogar 
time. 


Fasting ws contimed in a variable weather and sea combination 
of fog and snow and icebergs until she 7ItLh meridian of Jonaitude 
war reached at 2209 o. the Sth of February. At this time course ers set 
to the south in search of the ice pack and more favorable weather. A 
southerly -ourse wae naintained throughout the night of the Sth with in- 
creas'ngly better weather and seaa. <A small concentration of barga and 
brash ice w:s encountered in Latitude 66 30 South and 73 00 West on 
tio 6th of February, but no indications of the vack ‘rere ir. evidence. 
Speed was increased to 15 «nots, and course w:n continued eouth. The 
cont .nental shelf was crossed at 173) 2 on the 5th with the fathoeter 
sktallowin, off rapidly from 170) fathorna co 250 fathoms. The vack was 
met at 1999 in Lotitude 59 19 South and 77 West with a hure concentra- 
tior. of berss lying in the direction of Charcot Island. Course was set 
to tue southwest to skirt the pack and was continued to 69 46 South anc 
71 00 West. Tale was the southernmost point reached by the FINE ISLAND 
throughout the cruiee. 


The ship lay to north of the peck st 229) to await improvement 
in the weather. Ccnti:sed snow scualls prevented flight operations on 
February 7th, but on the morning cf the 8th. both P3M's were hoisted 
over for nappin~ flishtra to cut in the coast Letween Mar~uerite Bay and 
where macning had been discontinued to tne eart of Cape Dart. However, 
weat .er over the continent wc unfavorable and toth nlanes raturned and 
ware hoieted aboard in © snow sougll after only two houre in the air. 


The BRO*iSON ‘oined the Plve ISLAND during the midwatch of the 
Sto bringing long awaited mail from tie Stntes. Weather becare favor- 
atle for flight aquartere iz the early morniue and both planes were hoist- 
e2 out and were airtorne ty 023% Roger. 


The weather eteadily dateriorated throughout the afternoon and 
toth planes were advised to return ton the base, The two planes joined 
up over the contirent and returned in company, reaching base at 1620. 
Snew scualle were forming in the area, tha lart mlane getting dow in 
rertricted vieaibility. Both clanesa were hoisted aboard without incident. 


On February 10th, Commander Task Group 68.3. Captain Dufek, 
ehifted his fleg to the BHOWNSON ani the RROWNSON departed the area at 
1645 for Charcot Island where en attemot was to be made to put a land- 
ing party eshore, 


On Februzry llth, ordere were received to proceed to Marguerite 
Bay and course was set to the northeast. A heavy concentration of 
erowlers, drift ice, and bergs was encountered to the north in Latitude 
69 15 South through which the ship had to proceed with heavy seas and 
wind "to contend with", Course was continued to the northeast, and at 
9640 on February 12th, the northern coast of Alesander let Island was 
sighted, distent about 49 miles. Appe-ring much cloeer than it actual- 
ly wns, the ruzzed and brokan coast line of high anow-cover&d peaks and 
mountain rarfes stood out in bold relief above the fog layer nenr the 
base of the coast line. Thin wea the first land of the Antarctic sight- 
ed by mereonnel of the ship (with the exception of the Aviators), and 
it provided an excellent view of the awe-inrpiring white wasteo of the 
Antarctic. 


At 2215 a er~ap of five small islands were sighted in Latitude 
6& 41 South and Longitude 72 13 Veet and from their a~pearance and po- 
eition they were believed to ve the Johansen Islands. The positione of 
these islin@s were pccurately rlottéd by the Navigator ae e celestial 
fx ws ottained at the time of the sightings. 


Rendezvous with B20-NSON was erfected early on February 13th, 
and both ships cruised north to the southvest of Adelaide Island, wait- 
ing for (Improvement in the wasther conditions to enter Narmuerite Ba,. 
At midnight on February 13th, course was “at toward the eastern tip 
of Alexander First Island and by Of00 the ice shelf was approached 
within 10 miles. At this tine course was chanced to the sast to enter 
Mesguerite Bay. 


Preparations were made to fuel the SR°*«NSO\ end courre was set 
to the north wh'le enrrvirg out the operatio . In th proceas of trans- 
ferring Cantain Dufek from the ¥°C\NSO:. to the PIN! ISLAsD by meena of 
the breeches buoy, an unervected surge of the shine caused the carrying 
line to wrt as the Commodore reaz:.ed the center of the span. The Com- 
~sdor= was catatulted literally into the icr water Letweon the two shine. 
Without hesitation, the “S0.NSC did a full left turn to port and ina 
eurert example of shiphandling ane seamanshi:. Captain Dufek woe aboard 
the lifeboas of the E2C.7SC! in the record breaking time of seven minutes 
from the time he was catapulted irto the water. Fortuzstely the Commodore 
ruffered only a =inor mead injury anit 2cr the second tine during the 
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crufes, he mid another narrow escape from the waters of tne Anterctic. 
The fueling operetion was completed without further incident snd course 
was set tc the cortheaat for the west of Adelaide Isaland. 


8. Operation ip Wedzel) 


At 0240 2ebre, ordere were received fron Commander Task Group 
60.3 to discontinue operations in the Marguerite Bay area and to proceed 
around the tip of the Pclwer Peninsula to the Weddeil Sea. Accordingly, 
coucse wee set to tne northwest to effect e rendezvous with the oller, 
CANISTEC. in Latitude 66 30 South and Longitude 70 00 Veet. The CAHISTEO 
joined the formation at 1509 Roger and courre was sot for the Weddell Sea. 


Progrese around the Palmer Peninsula was slow due to high winds 
and heavy seas. A vibration was noticed in the port shaft of the PINE 
ISLAKD at epeeds avove 12 knots, and it was believed that there was a 
posribility of a damaged propeller, causéd by proceeding through the 
heav; ice on February llth. 


Cn February 17th, Commander Task Group 68,3 transferred his 
flag back to the PINE ISLAND south of the Shetland Ieland and ccurse 
wos set eost to pass north of the South Orkney group of telands, After 
rounding the Orkmey Islands, the task grovr was split. each ship pro- 
ceeding to a newly aerigned station on Latitude 66 00 South. 


Larze corcertrations of dbergs were ercountered in Latitude 63 
20 South and Longitude 34 40 West. On February 2lat, rendezvous was 
efrectad with the CANIS{20 during the morning watch of the 2ist, and 
fueling operetions were completed during the afternoon. Heavy pack 
ice wea ancountered at 1600 Peter at Latitude 63 40 South and Longitude 
39 00 West,.and elow progrese was continued to the eastward in compeny 
with the CANISTEO, the BROWNSON being used to acout ice conditions to 
the south. 


The CANISTEO war detached on the 22nd to take uo a weather 
station 50 miler to tha northeaet cf the PIXE ISLAND, and the Task Group 
contimed slowly eastward along the &4th parallel of Latitude in search 
of suitable aircraft operaving conditions. Weather continued unfavorable 
throughout, with overcast skies, fog, and snow flurries. 


An atter.rt on the etrd to cet farther aouth in the Weddell Sea 
feiled as the heavy pack wre encountered in Latitude 64 © South and 
Longitude 27 0° weet. Tue pack waa skirted to the north an d east. 
After clearing the pack. course wea set to the east and on the 24th to 
the southeast, in an attempt to get close to the Antarctic Continent 
for flight ~perations. Erast ice end drift !ce were encountered egain 
on the 25th in Latitude 67 90 South snd Longitude 16 00 West, and course 
wes fet ageir to tre east. At 1190 Z 0: the 26th, the Buasten whaler, 
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SLAVA, and three killer boets were sighted in Latitude 66 50 3 and 

Longitude 15 30 W. Identification wee established by radio - no in- 
formation on lee or werther wee fortrcoming. Three other ships were 
slighted about an hour afterw-rdée but no identification was made. ‘The 


area seemed to abound with whales aa continuous sichtings were made while 


pasaing throoseh this area, 


Heavy pack, brash. and drift sce were encountered in Letitude 
66 55 South and Longitude Of 39 West end was skirted northeastward to 
Latitude 66 32 South at which time course was set to 090, At 2100 
Zebra on Yetruary 27th, tke ship passed through the intersection of the 
Zero Meridian and the Anterctic Circle and progress was made to the 
eestward. Course wes again changed to the southeast o- the 28th and 
then south so that by 2000 Zebra on the 28th, a vosition in Latitude 
6R 14 South and 07 27 East had been reached. Fev berge were ence:nter- 
ed in this erea,-and the sea was calm and glasny. At 2000 Zebra, 
course was changed to 210 degrees T. The pack was encountered on this 
course in Latitude 69 20 South and 03 00 Vest ond was skirted to the 
West for a suiteble operating aree. Weather continued to improve and 
shortly tefore noon. flight quarters were sounded. Both planes were 
hoisted out in the early afternoon with excellent operating ccnditions 
exleting in the imnediate area, but with unfavorable weather towards 
the Continent to the south. The ship's position at this time wes ap- 
proximately forty miles off the charted coast of 3neen Maud's Land, but 
no land was visible nor were any radar contacts made. Realistic tl- 
lusions of mountain peaks were made by cloud formations but all {ndi.- 
cations vere that at lesst no larse mountain ranres e:isted within 100 
miles of the ship's position, 


The planee were unatle to get over the Continent as a cloud 
layer starting at 500 feet fifty allea from the ship and rising to 
13,000 feet southward existed in the vicinity of the Continent. A 
small group of islands were reported with reservetions by one of the 
plenes in Lat. 70 005 S and Long. O02 35 S, but their existance is 
doubtful because of the existarce of eo many lrge bergs in the erea 
which may well have been mistaken for islande. Failing to reach tne 
continent. toth planes acouted the ice conditions to the east and 
west and then returned to base and were hoisted aboard. 


On March °nd, anothe~ attempt was made to carry out flight 
operations, but rapidly developing snow soualis in the entire area 
brought about the cancellation of all vrepnretions, and it wea de- 
cided to move avay from the pack end proceed northward. ‘ile skirt- 
ing the pack to the northward, virgin ice wae observed to be forming 
on the water's surfece, and at }100 Z, March 3rd, the Comzander Task 


Group 64.3 ortered the group to cease %perations, withdraw northward from 


the area, end when clear, to set course for Rio de Jeneiro. Brazil, at 
Ceat oustained speed. 
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Departure from the Ant=rctic wos taken at ORO? Z March 4th, at 
positton Lat, 62 37 S and Long. 07 15 W:a great circle course war set 
for Rio to errive on 11002 Mare: 18th. Many verges, 0:6 of which was 
two Diler long, with severel large concentrationr were encountered to 
Lat. 51 5 S and acattered bergs to 50 30 S. He-vy winds and seas 
were met et Lat. 51 30 S during the night of March 7th, but abated by 
the afternoon of the Ath. Continued further heavy weather was expect— 
ed through the "Forties", but arrival in Bio wee not expected to be 
delaysd. After aix days of shore leave and liberty in Rio, course was 
to be eet for the Canal Zone end then to the new hone port of the PINE 
ISLAND, San Diego, California. Arrival in San Diego would complete a 
oruiee cf 24,000 miles for the PINE ISLAND with 998 continuous days at 
eea and 128 daye total under way since departure on Operation HIGHJUMP 
december 2, 1946. The eausator had been crossed twice on opposite sides 
South American Continent, the Antarctic circle crossed several tives, 
the Greonwich Meridian transversed at the intereection of the Antarc- 
tic Curcle, Cape Horn had been rounded, and the Seuth American con- 
tinent had been circumnavig ted, taking departure on the west side and 
returning again through the east. Sterting out ninety percent land- 
lubbers, the ship ended th. cruise with a well-searoned, salty crew. 
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Ie PREPARATION FOR OPERATION HIGHJUMP. 


The CANISTHO arrived Norfolk, Va., 21 October and at 0937 
moored at Craney ‘sland to discharge cargo. at 0955 Captain Kirte: 
reported to ComServLant to obtain any available pertinent information 
concerning our availability in preparetion for Operation HIGHJUMP. 
About 1530 Captain Mirten returned with information that che ship 
would moor outboard of the USS AMPHION (AR13) at pier 7, NOB, for 
availability until 15 November, the date designated for our report- 
ing to CIF 68 at Norfolk. 


At 0910, 23 October, the ship moored port side to the USS 
AMPHION at pier 7, NOB, and preparation for ferthcoming operation 
commenced. Information from Service Force revealed that our crew 
complement would be in accordance with post-war allowance and arr_ 
angements were made to procure 100% allowance. The Captain called 
a conference of all officers and discussed all available information 
concerning Operation HIGHJUMP. We were informed that TF 68 would 
make a cruise to the Antarctic in search of scientific data during 
the short Antarctic sumer. The Bureau of Standards would install 
cceanographic equipment for the study of the ocean bottom and sea 
water during the entire cruise. All instructions from CTF 68 were 
discussed and responsibility of each project assigned. Procurement 
of heavy winter clothing, renewing of salt water lines in engine 
spaces and lagging of exposed water lines were considered ship's 
priority number one. The installation of scientific equipme::t was 
established as Service Force and NavShpYd Norfolk responsibility. 
the Supply Officer was instructed to obtain supplies for an eight 
month cruise. The repair force from the USS AMPHION commenced work 
on engine epace piping. The electronics andordnance forces started 
work on routine inspection and repair of our equipment. The fire- 
room was secured and cleaning of boilers commenced. Steam flushing 
and fire main water being furnished by the USS AMP TO1!, 


At 1,00, § November, the Electronics Officer from NavShpYd, 
Norfolk, Captain Pryor, accompanied by Lieutenant Commander Satter- 
field, Service Force Electronics Officer, came on board to inspect 
the spaces tentatively assigned for installation of ionospheric 
and oceanographic equipment. The space amidships was considered in- 
adequate for operation of oceanogranhic equipment and the space on 
tne superstructure deck, port side aft, was selected pending approval 
of Dr. Hough. The potato locker was selected for conversion to an 
operations room. The space on the main deck selected for ionospheric 
installations was considered too low for proper antenna construction. 
The 40mm clipping room on starboard side of the 02 deck amidships 
was designated for ionospheric installations pending approval of 
personnel from Bureau cf Standards. 
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Wtz and wr. Kral from toe Bureau 


Atv 2000, 9 ‘ovember Mr. : ; 
A vortica of the icrospheric squip- 


of Standards reported aboard. 
ment accompanied them and was placed aboard ship on lu November. 
The clipping room on 02 dec« was satisfactory but space considered 
jnadequate necessitating the additional assignment cf the port 
clipping room at seme frame and level. 


At 0400, 11 November a conference of repair officers from 
the USS AMPHION, engineers from the NavShpyd, Norfolk, Bureau of 
Standards personnel, Drs. dough and Barnes from yoodshole Insiitute 
and Lieutenant Commander Satterfield from Service Force was held 
aboard the CANISTHO0. Plans for installation of both dorospheric and 
oceanographic equipment were made and responsibility assigned. 


At 1105, 1h November Lieutenant L. L. Edwards, USN reported 
aboard under orders from CNO for temporary duty in connection with 
the ionospheric progrim. 


On 15 November, the CANISTEO reported tc CIF 68 for duty. 
The tender availability was extended to 22 November due to delayed 
progress of work and arrival of equipment. 


On 19 November dock trials wera conducted alongside the USS 
AXPHION. Tests were satisfectory. 


At 1100, 21 November cic 68.3, Captain Dufek, and staff 
Commanding Officers of the USS PILE ISLAND and USS BHOWNSON came 
aboard for a discussion of Operation HIGHJUMP. 


22 November at request of CTG 68.3 the availability of the 
CAXISTBO alongside the tender was extended to 27 thvember, tentative 
date of our departure, 


25 November received orders from CTF 29 to depart ‘iorfolk 
to Aruba, 27 November. Load Aruba ard arrive Canal, Zone prior 8 
December to report CTF 68 for duty. Spare propellers for the USS 
PINS ISLAID, USS BRCOWMSCN and USS CANISTSO were loaded and secured 
for sea on cargo deck. 1300 Captain Wi. Kirten, Jr. relieved of 
co.mand by Captain ©. Ke Walker. Wr. We Ne Reith and tr. H. be 
I'serd, radio engineers from Naval esearch Laboratory reported a- 
board for duty in connection with jionosvheric project. 


27 ivemder at 0937 departed Norfelk for Aruba in accord- 
ance with CTF 2° dispatch 251612. 


3 December stocd into St. “icholas Yay, Aruba end moored 
port side to finger pier. Loaded 92000 barrels NSF and 17990 bar- 
reais diesel fuel in 12 hours. Seventv-five percent of the crew 
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enjoyed liberty until midnight. The Lago O11 Company sponsored a 
beach picnic, baseball game and dance especially for the ship. 


l December at 0900 we departed Arvba and set course ror Crist- 
obal, Canal Zone. 


5 December arrived Cristobal Harbor at 0615 and proceeded to 
Pier 9, Cristobal. Discharged seven enlisted Navy passengers and 
etopped off with fresh and frozen provisions. Fifty percent of the 
crew were permitted to go on liberty. Almost all hands bought the 
usual souvenirs and sampled the usual night life. 


6 December at 0555 cast off lines and prepared to transit the 
Panana Canal. The ship entered Gatum Locks at 0715 and completed 
passage through locks at 0845. Experienced almost continuous heavy 
rain showers on entire transit of canal. Arrived Pedro Miguel Locks 
at. 12:0 and departed Miraflores Locks at 1419. We then proceeded and 
moored port side to Peir #1, Naval Ammunition Depot, Balboa. 


On Sunday, 8 December the U.S.C.G. icebreaker NORTHWIND moored 
alongside to starboard. 


On Monday, 9 December Dr. Raymond Gilmore reported aboard for 
duty as a biological observer and collector. At 0900, the Commanding 
Officer attended a CIF 68 conference on board the flagship, USS MT 
OLYMPUS. This was the last meeting of ali the commanding officers of 
she task force. (Comnent by CIF 68: Only half the ships of the Task 
Force were present). 


All hands enjoyed port and starboard watch liberty during the 
four day lay-over, while final arrangements were being made for the 
long veyage ahead. Stores were topped off where necessary. Fueling 
conferences were held with the other ships of the task force and all 
hands had their last taste of civilization ashore for a few months 
to come. Task Group departure was scheduled for 1000, 10 December, 
but a steering casualty delayed our departure until 1608 on 10 pec- 
ember, when we departed Balboa. After dropping off the harbor pilot, 
we set course and steamed toward the Antarctic. 


II. ENROUTE ANTARCTIC. 

11 December ship entered Domain of Neptunus Rex. Davey Jones 
came on board in the evening and served summons to approximately 155 
uninitiated Pollywogs and gave notice of events to take place the 
following day. 


12 December at 0800,’his Royal Highness, King Neptune and 
his Royal Party came aboard and conducted a golem but 
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13 Lece.ver throupi. 16 Decer:er hols numerous emergency and 
Casatuty crilis wnile rocd weather continued. Fveniny school classes 
In wapebra, Psvrrotomy, onglish, Auto ;’echanics and Spanish were 
orpanized. The hesuy craft program vas also set in motion with all 
hands, taxing an active interest tr leather working and model making. 
Traininy of al] personnel was accelerated with fuli advantare tcli.s 
taken of many excellent trainin;, fiies aboard. 


17 December fueled the USS PINE ISLAND and the USS GRO.NSON 
in that order and exchanged movies and "traaed" various needed items. 
we acted es middle: an by obtainins stores and provisions from the 
PINE ISLAND via a provision whip and later transferring the sume to 
the SPOWMSON via the same method white rueliny her. Sent one enlisted 
man to the PINS ISLAND for dental. treatiuent while the PINc ISLAND was 
alongside fueling. Transfer to and fros. the PINE ISLAND accomplished 
by means of a breeches buoy. Completed fueling at sea operation at 
1415. Elwood Nethod of fueling used quite successfully dessite in- 
experienced fueling crews on all ships. Resumed assiened station and 
re-se* course for Antarctic rendezvous. 


21 December joined the USS &T. OLYPUS and the USS SENNET to 
fuel them. Successfully fueled the MT. CLYPUS in mderately heavy 
seas. Fueled the SEX >T after considerable difficulty with jury rig 
for hauling in and securing hose on toard the SEXNET. Considerable 
amcunt of the delay was attributed to the rough geas that were grow 
ing worse rather than better. From mistakes that were made on board 
beth the SEXNET and this vessel during the operation, a new plan was 
devised for any fueling of the Smo/ET in the future. This plan involv- 
ed uti.izing the suhrarine's midsnips mering cleats as fair leads, 
rather than their sralJ and obvicusly too weak pipe davit. Completed 
fuelin~ operation at 1745 and resumed south-southwesterly courses. 


2¢ Decenber throuwch 2u Gecember took advantace of generativ 
good weather to continue reneral exterior matntenence and traininc 
pregraz. During past three weeks a detail of eirht men had teen 
lagging ail steas and fresh water pipirg on weatner deck. 


25 December ail hands ceiebrated a merry but not write 
christsas. Aithouen in Latitude of South, weather still nild with 
air and sea water temperatures avererine WP, 


2c December rendezvoused vith the USS T, OLYLPUS and v5S 
SENET and fornec column forraticn at lllu. Encournterea our tirst 
taste ct antarctic weather as heavy troken fous set in, reducing 
visitility to as iow as 2.4 yards. ‘adar was relied urcn to keep 
proper stations, All hands tnriiied at sirht cr icebere, first mat- 
erial in‘icatisn that we were appmachine the antarctic Circle. 


CONFIDENTIAL 


27 December at, 0:50, the U.S.C.G. NORTHWIND joined owlumn 
formation. Encountered first touch of sub-freesing weather with 
fog and generally low visibility continuing throughout the day. 


28 December, due to continued fog with resutting poor visib- 
ility, interval between ships in formation was increased to 1000 yards, 
on suggestion of this vessel's Commanding Officer. This somewhat re~ 
lieved the tension of watch standere on the bridge, who for the past 
three days had been trying to keep station astern of the NORTHWIND, an 
apparently difficult vessel to control in anything but a calm sea, 
Sighted numerous icebergs, necessitating maneuvering formation to avoid 
thea. At 1140 amidst a virtual sea of icebergs, formation wormed its 
way across the Antarctic Circle. Visibility never better than 6000 
yards. Air and sea temperature hovered just above freezing. 


29 December continued picking way through icebergs and even 
more numerous "growlers". Fog patches continued at times to cut dom 
visibility. At 1000 sighted large ice field to port and maneuvered 
to avoid same. At 1300 commenced fueling the U.S.C.G. NORTHWIND. Suc- 
cessfully completed fueling at 1700. At 175 the U.S.S. SENNET came 
alongside to fuel. Completed fueling SENNET at 2150. The new fuel- 
ing rig planned and adopted after the first refueling was highly sat- 
isfactory. Supplied the SENNET with ice cream and freshly baked bread. 
At 2200 resumed station in column formation. 


30 December with visibility varying from 0 to 10 miles, Scott 
Island and Haggett's Pillar were sighted at 103. our formation rand- 
ezvoused with the USS YANCEY (A4Ka93) and the USS MERRICK (Aka97). Our 
ship broke formation at 1430 and commenced fueling the YANCZY, followed 
by the MERRICK. Completed fueling operation at 1830 after making many 
course changes including a 180° turn with refueling vessels alongside 
to clear numerous icebergs. Movies and New Year's greetings were ax- 
changed. With'a "Well done* from the Task Force Commander, took de- 
parture from Central Task Group and proceeded to join Eastern Task 
Group in the vicinity of Peter I Island. 


31 Decemter, with air temperatures remaining below freesin 
most of the day, visibility increased to the maximum. Continued gteeas 
ae niall to Peter I Island, and made preparations for ringing in 

e New Year. 


1 January 1947 celebrated New Year's Day amidst heavy seas 
and strong southeast winds of 30 to 35 knots intensity that continued 
throughout the day. Air temperatures hovered around freezing. Visib= 
Liity continued excellent. Dr. Gilmore, the naturalist accompanying 
us, prepared to take a whale census while we passed through the inter 
nationally cbserved whale Sanctuary to the eastward. ; 
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2 January winds diminished slightly, averaging approximately 
25 xnote, and diminishing to 8 knots by midnight. Visibility contin- 
ued excellent until evening, when fog set in, reducing visibility to 
500 yards. 


3 January, visibility continued poor due to intermittent heavy 
fog patches. At 2000 encountered the northern limit of the ice pack. 
Ship was maneuvered so as to skirt wall clear of pack ice. This was 
difficult inasmuch as the SU radar was operating sporadically and 
could not be depended on to give any length of accurate operation. 


4 January, visibility continued very poor but no ice encount- 
eared for the first time since taking departure from Scott Island. Our 
Medical Officer reported that skin infections, respiratory infections 
and common colds and ailments had dropped off noticeably upon arrival 
in Antarctic waters. However, appetites were inversely proportionate, 
necessitating an increased ration for all hands. The sales and con- 
sumption of candy bars from the ship's store more than doubled when 
cold weather arrived. 


5 January, we were forced to skirt an extensive ice pack. Many 
whales were sighted since leaving Scott Island and were logged with an 
accompanying description by Dr. Gilmore. 


6 January we were forced to make passage through several miles 
of heavy broken ice to reach rendezvous with the destroyer BROWISON. 
We moored BROWNSON alongside and fueled her in calm seas. However, 
long heavy swells wade it necessary to tend all available fenders be- 
tween both ships continuously. At completion of fueling got ship un- 
derway and continued toward rendesvous with the USS PINE ISLAND. 


7? January, rendesvoused with PINE ISLAND in early mming and 
hove to close aboard. Commanding Officer attended ComfaskGroup con~ 
ference on the PINE ISLAND. 


§ January spent the day lying to in company with the PINE Is- 
LAND at edge of ice pack in the Bellingshausen Sea. Weather excellent 
and sea smooth; man overboard drills were hold. 


9 January got underway and moored alongside PINE ISLAND to 
fuel her. At completion of fueling stood clear and resumed station 
lying to close aboard PINE ISLAND. 


1G January got underway to take station about 150 miles to 
the northwest of the PINE ISLAND and act as weather station and emer- 
gency sea drome for the PINE ISLAND's efforts to search for and rescue 
downed PBM crew. Encountered considerable ise enroute and arrived on 
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atation early evening. Hove to about 5 miles south of ice pack. 


11 January through 16 January was spent lying to on station 7 
yust clear of ice pack to our south. Often we were forced to get 
underway to remain clear of heavy ice pack. Received news of rescues 
of Mariner PB fl crew on the morning of the 12th. All hands anxtous- 
ly followed the running account of the rescue through the radio mess- 
ages intercepted from both the rescue plane anc the PINE ISLAND. 

Vary heavy NNE winds sprung up on Tuesday, the lth, and continued 
through the next day, finally dying down on the 16th when the wind 
shifted to the Southwest. The monotony of lying to was broken up 

by several "excursions" with #1 motor launch to the ice pack. A giant 
iceberg was "boarded", specimens of many species of birds were ob- 
tained and cone seal was killed and brought back to the ship. Many 
pictures were taken and to all the men able to go on the trip this 
was a welcome break in the monotony of shipboard Life. 


17 January, late in the evening, got underway to shift position 
100 miles to the westward and continued duty as weather station and 
energency sea drome. 


pack in a light fog, we arrived on station and resumed duties lying to. 


19 January got underway and prepared to fuel the USS BROWNSON. 
Fueled the BROANSGN, who rendezvoused with us, early in the morning. 
Comenced fueling operation at 1000 and completed at noon. Our last 
mail for home was transferred to the BROWNSON for further transfer to 
the USS PHILIPPINE SEA, the first available transportation to the U. 
S. After the BROWNSON's departure we resumed duty lying to on station. 


20 January through 22 January, continued Lying to but were 
often forced to maneuver to stay clear of the ice pack. After ex- 
pecting to find close to 0° F. temperature in the Antarctic, all 
hands are still surprised at continued mild weather. The heavy wea~ 
ther clothing that was issued has, to date, proved more than adequate. 


23 Jenuary, got underway to take newly assigned position 
relative to the USS PINE ISLAND. 


2 January ~ Arrived on station and hove to off ice pack to 
the south. Resured duties as weather station and exergency sea drome. 


25 January, continued lying to clear of ice pack to our south. 


26 January, got underway in late afternoon to rendezvous with 
USS PINE ISLAND. Seas smooth but intermittent fog banks restricted 
visitility. 
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27 January, rendesvoused with USS PINE ISLAND at 0500 and 
prepared to fuel her. At 1000 commenced fueling PINE ISLAND. 
After completion of fueling operation at 1300 we took etation as- 
tern of PINs ISLAND and proceeded in open order to the eastward. 
Constant maneuvering was necessary both to keep station on PINE IS~ 
LAND and to avoid ice. Viaibility that was alternately bad and then 


wrse added to the ever present danger of ice. Our racar was in-~ 
valuable in locating icebergs both large and amali, and in keeping 


station on the guide ship ahead. 


28 genuary, continued bed weather made icw evasion increasingly 
difficult. In late evening we were detached from company with the 
PINe ISLAND in order to proceed te new position and resume duties as 
weather station and emergency sea drome. 


29 January, weather clesred as we continued underway to new 
weather station position. 


30 January, encountered heavy ice pack and hove to on station. 


31 January, we were forced to get underway several times so 
as to stand clear of shifting pack and small bergs eas wind shifted 


and increased in strength. 


1 February through 2 February, continued lying to in the 
Bellingshausen Sea. Wind increased in strength throughout the day, 
reaching a hiyh of 40 knots from the east at midnight of the 2nd. 
Kept ship underway at 1/3 speed to maintain safe position relative 
to wind and sea. It aleo became necessary to shift batlast in order 


to remove excess rolling moments. 


3 February, high winds from 30 to ku knots in intensity 
continued throughout the day. Frequent maneuvering was necessary 
to avoid drifting ice. 


l February, continued underway to new station. Wind decreased 
in strength as the ship continued to the south. We were forced to 
maneuver continuously in order to avoid irregular ice packs. 


5 February, winds decreased to from 10 to 16 knots. Continued 
moving to avoid scattered ice anroute to new station, 


6 February, the wind moderated and heavy snow set in liniting 


visibility to several thousand yards. Hove to in mid-afternoon just 
clear of ice pack in the eastern Bellingshausen Sea. 


7 February, got underway again and made preparations for ree 
fueling the USS BPOWNSON on her raturn from her rendezvous with the 
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USS PHILIPPINE SEA. Spent entire morning refueling the BROWNSON 
alongside. Dr. D. F. Barnes, representative of Yoodshole Institute, 
was hove on board via breeches buoy to carry out hydrographic re- 
geacch during remainder of HIGHJUMP Operation. We also transferred 
approximately 30 tons of supplies from the BROWNSON along with 38 

bags of mail from home. The latter was afforded an eager welcome 

by all hands. At about noon after completion of the fueling ope. ation, 
the BROWNSON set course for rendezvous with the USS PINE ISLAND and 

we continued underway to regain and maintair station. 


8 February we continued lying to in calm seas with excellent 
visibility. 


9 February through 11 Fabruary; got underway in the evening 
of the 9th to proceed to newly assigned position. Intermittent 
snow and fog reduced visibility on the 10th and continued through 
the 11th. Considerable meneuvering was necessary to avoid occasional 
icebergs. 


12 February through 13 February, continued steaming singly 
to our new position. We were forced t steam at reduced speed be- 
cause of ice conditions and poor visibility. 


id February, with improved visibility we continued steaming 
south toward Charcot Island. At 2000 hove to 40 miles north of 
Charcot Island, amid scattered ice. 


15 February, received orders in the early morning and got 
underway to proceed to rendezvous with PINE ISLAND and BROWNSON on 
their way north around the Palmer Peninsula to the Weddell Sea. In 
the middle of the morning watch passed Mount Caudrey Adelaide Island, 
visible 53 miles to starboard. Met up with the PINE ISLAND and 
BROWNSON in mid-afternoon and took station in line formation. 


16 February through 16 February, continusd steaming in company 
with the PINE ISLAND and BROWNSON in line formation. On the 17th, 
formation was changed to column because of poor visibility. 


19 February, in the early afternoon, took departure from the 
PINE ISLAND and the BROWNSON and proceeded independently. 


20 February, rendesvoused with the BROWNSON in the early 
morning and refueled her betwean 0900 and moon. After completion 
of fueling we continued on course and the BROANSON returned to her 
station. We stopped in the aftermon to take oceanographic soundings. 


21 February, rendesvoused with the PINE ISLAND in tne early 
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morning and prepared to refuel her at 1000. Completed refucling 
operation at 1300 and took station on the PINE ISLAND's port quarter. 
We continued in company with the PINE ISLAND to the southeast of the 
Weddell Sea. 


22 February, in the early morning, we proceeded on orders to 
take station SO miles north of the PINE ISIAND. After arriving on 
new station continued on course paralleling the PINE ISLANB's. 


23 February, we continued on a southerly course to keep re~ 
lative station on the PINE ISLAND. Much maneuvering was necessary 
to avoid small scattered icebergs. 


24 February, proceeded to take new station 150 miles to the 
northeast of the PIKE ISLAND and act as weather station and emergency 
sea drome while PINE ISLAND awaited satisfactory flying conditions. 


25 February through 26 February, spent alternately lying to 
and steaming underway vw keep on station 150 miles northeast of PINE 
ISLAND. 


27 February, spent morning lying to. In the afternoon we got 
underway in an easterly direction to maintain position on the PINE 
ISLAND. 


28 February, steaming all day on easterly and then southerly 
courses to maintain position on PINE ISLAND. We stopped in the late 
evening for oceanographic suundings and then held "swing ship" to 
compensate compasses. 


1 March completed compensating compasses and headed west. 
Acting as a weather station. 


2 Warch, alternately lying to and steaming in position 150 
miles northeast of PINE ISLAND and acting as weather station and 
emergency sea drome. 


3 March, at 0020 commenced joining up with the PINE ISLAND 
and BROWNSON to take departure from Antarctic on way to Rio de 
Janeiro. Stopped in the evening for oceanographic soundings. 


III. ENROUTE RIO DE JANEIRO 


4 March, steaming in line formation with PINE ISLAND abean 
to port 50 miles and BROWNSON abeam to port 100 miles on northeasterly 
course. Stopped in afternoon for oceanographic readings and while 
lying to we had a minor engine room breakdown when the fuel 011 ser- 
vice pump cut out. 


annex I (p) - 10- 


CONFIDENTIAL 


S March, steaning in line formation through area of numerous 
icebergs necessitating a great deal of maneuvering. Held "swing ship" 
din afternoon to calibrate magnetometer. 


6 March, the USS BROWNSON ieft her station to join up with 
us for fueling and we sighted her at midnight. She took up position 
on our port quarter at a distance of 1500 yards. 


7 March, numerous icebergs continue necessitating various 
course changes in northeasterly direction. Comuenced fueling BROWNSON 
in morning and completed transfer by noon at which time the BROWNSON 
departed to join PINE ISLAND. 


8 warch through 13 March, steaming on northeasterly course 50 
miles on starboard beam of PINE ISLAND. During this period we cleared 
all ice regions and concentrated on cleaning and painting the ship 
in preparation for our arrival in Rio de Janeiro. Wa stopped daily 
for oceanographic soundings. 


Uy, March, joined up with the PINE ISLAND and BROWNSON. We 
steamed in course formation with the PINE ISLAND leading, CANISTEO 
second and BROWNSON astern of us. 


15 March through 17 March, spent these three days ateaming 
in column at night and lying to during the day to complete cleaning 
and painting in preparation for entering Rie de Janeiro harbor on 
18 March. We sighted land in the evening pf the 17th, 50 miles dis- 


tant. 


18 March, got underway on the mid-watch and entered the har- 
bor in the morning while in column astern the PINE ISLAND with the 
BROWNSON astern of us. We were anchored and had the "in port" watch 
set by noon. 


19 March through 23 March, anchored in harbor of Rio de Janeiro, 
Brazil in company with 16 68.3 for purposes of liberty and recreation. 
Daily in port routine for foreign port carried out. While here we 
received ordera to proceed to Ascension Island upon being detached 
from TG 63.3. 


2h March, we got underway in the morning ir column in order 
of PINE ISLAND, CANISTEO and BROWNSON and proceeded northeast along 
coast of Brazil the rest of the day. 


IV- ENROUTE ASCENSION ISLAND 
25 March, made preparations for fueling early in the mrning 


and at 0816 the PINE ISLAND was alongside to port for fuel. We com 
pleted fueling her shortly after noon and the BRONSON came alongside 
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immediately after. ‘fe completed fueling the BROWNSON at 1406 and 
wore immediately detached from TG 68.3 whoreupon we departed on 
@ course for Ascension Island. 
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PHASE I = PREPARATOZY FERIOD 
(28 September 14u6 to 2 December 1946) 


The U.S.S. BNOWNSON was immobilized at Bath, Haine, due to 
the lack of personnel, when information was received on 28 Septenter, 
1946, trom ComDesLant to the effect that we had been designated to 
participate in the HIGHJUMP project, and were to be in such material 
condition as to permit extended operations away fron repair. facilities 
by the tentative departure date of 1 December 1946. A few essential 
repairs were accomplished with the aid of the Bath Iron Works, but 
only preliminary planning could be carried out until the ship was 
mobilized on 31 October, when intensive preparations were initiated 
which continued with unabated vigor until the tins of our departure 
from the U. S. 


On 31 October we got underway from Bath for Portland, Maine, 
where we carried out two half-days of independent ship exercises in 
Casco Bay. After mooring alongside the tender SHENANDOAH on 2 
Noverber, change of command was effected. The tender availability 
was utiliged primarily to accomplish urgent repairs on all electronics 
equipment and secondarily to accomplish necessary hull or machinery 
repairs and to commence work on winterized lookout stations. The 
excellent and unlimited cooperation of SHENANDOAH persornel enabled 
us to bring all electronic equipment up to operating standards. 


Taking departure from CASCO BAY on 7 November for New London, 
Connecticut, we reported to ComSubLant on 8 November for operation 
with the Submarine Training Group and varried out two days of exer= 
cises with submarines before departing for Norfolk, Virginia on 13 
November. We arrived NOB, Norfolk on ly November. The following 
day we repr ted to CIF 68 by dispatch and shifted to a berth at 
Norfolk Naval Shipyard, Portsmouth, Virginia where certain special 
installations were to be made for the operation. 


The period from 15 November to 1 December was designated as 
a@ preparatory period for Operation HIGHJUMP. It is significant to 
note that in this period of 18 days there were eight holidays for 
the civilian-manned shore establishment, leaving only 10 effective 
working days. Consequently, long hours of work on part of officers 
and crew were necassary which involved some confusion and loss of 
effort, Fortunately, however, the cooperation of Navy Yard personnel 
in making installations and repairs was excellent. Throughout this 
period we also drew stores from NSD, Norfolk = an operation which 
continued up to the very moment of our departure. 


The personnel situation at this time was extremely unstable 


-and our complement quite unbalanced. Althcugh at the time excess-— 


ively over allowance in certain rates, acute shortages existed in 
others. Lack of suitable oppertunity to carry cut required medical 
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examinations further hanyered crystalization of an organized crew by 
keeping us in doubt as to wiio woulc te making the trip. Large numbers 
of key personnel had been released due to inpending discharges ad even 
up until the last week personnel were still arriving on board for 
several days stay who were disqualitied for the operation due to 
impending discharges. This fact alone added greatly to the burden 

of making preparations. 


Preparations were furtner handicapped by inadequate or delayed 
dissemination of some information as to plans, projects, and require- 
ments for the operation. Too limited distribution of information to 
activities concerned also hampered preparations. 


On Friday, 29 November, we fueled from a barge at the dock in 
the shipyard. Finally, at liu3 Monday, 2 December, 1946, we got under- 
way from our berth at the Norfolk Naval Shipyard and stood down the 
Elizabeth itiver enroute to rendezvous with other units of the task 
force outside the Virginia Capes; anchoring just long enough off 
Lamberts Point to receive a late delivery of 11 Mk 1) depth charges 
from an ammunition barge. Although it had often appeared that we 
might not be completely ready to participate in Operation HIGHJULP, 
we passed through the Capes with the knowledge that we were adequately 
prepared and feeling that although minor deficiencies might come to 
light which would embarrass us, they would not prevent us from the 
successful accomplishment of our mission. 


PHASE II = PASSAGE TO PANAMA 
(2 December, 1946 to 10 December, 1¥u6) 


At 1540 Monday, ¢ December, 1946, we rendezvoused with other 
srips of the task force sailing from NORFOLK, and formed column in 
the following order: MOUNT OLYMPUS (AGC 3), PINE ISLAND (AV 12), 
BRGWMNSON (DD 868), and NORTHWIND (WAG 282). A storm was reported off 
Cape Hatteras and the ship was roiling considerably when at 181U we 
experienced a atcering engine casualty. A man on the steering engine 
room watch had knocked against a bug tie on the steering panel, there- 
by stopping the steering motor. Electricians correctea the difriculty 
and steering control was regained immediately. At linus, loss of 
make-up feed suction due to an error in sounding by messenger made it 
advisable to reduce speed and shift to cold suction. The deficiency 
was soon corrected, however, and machinery was not endangered. Both 
casualties were attributed to inexperienced personnel, 


On Wednesday, | December, at 0907 the duty boatswain's mate 


discovered smoke coming out of the hatch leading to the 'midships 
storeroom, Compt. B-zOl-A. Fire Quarters was sounded and a preliminary 
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investigation revealed the compartnent filied with smoke and intense 
heat, making it necessary to use salt water to keep bulkheads ad- 
jacent to fuel tanks cool. ‘Thick smoke prevented the fire party, 
equipped with RBA units, from determining the exact location of the 
fire until the compartment had been cooled and smoke partially with- 
dram. The fire was then isolated to S.D, stores room 2-110- 21. 
Sludge and foreign matter made it impracticable to use submersible 
pumps Lor the removal of excess water so an educator connected to the 
fire main was rigged which functioned satisfactorily except for slight 
difficulty encountered in keeping the suction clear. After the fire 
was extinguished an attempt was made to salvage as much material as 
possible. Katerial was washed with fresh water, dried thoroughly, and, 
where necessary, coated with preservative. The dry provisions were 
water soaked and unusable except those contained in vacuum packed cans. 
Subsequent examination revealed that the hydraulic line of the depth 
charge release mechanism had ruptured, contributing to the intense 
heat, which made the fire difficult to extinguish. Damage to ships 
structure was negligible except for burned insulation on overhead 
cables. 


The NORTHWIND, having had trouble keeping up with the group, 
left formation at 210), Wednesday, 4 December, At 2207 we passed San 
Salvador Island light abeam to port, distance 10 miles. Shortly after 
0S00, Thursday, 5 December, we steamed through Crooked Island Passage. 
At this point the PINE ISLAND left formation to proceed independently. 
During the morning we held drills with the air-sea rescue equipment 
ana about lluU we sighted Cuba as we started through the iindward Pass- 
age. the next evening, Friday, 6 December, at 2133 the MOUNT OLYMruS 
was forced to drop behing and head into the sea to perform an emergency 


appenaectomy. Consequently, we received orders to proceed inderendently. 


We had used the period of passage to PANAMA to good advantage 
by completing organization bills, assigning personnel to battle and 
emergency bill stations, conducting preliminary training and shifting 
men between divisions as necessary to round out the ship's organiza- 
tion. This turned out to be quite a job since 754 of the officers and 
crew were relatively new aboaru the BROWNSON. 


At 0700, Saturday, 7 December, we sighted the Istimus and at 
lUL7 stopped in the vicinity of the PINE ISLAND just inside the break- 
water to pick up our pilot and LT. BAILEY, Representative of Naval 
Research Laboratory, assigned to CTG 68.3's staff. de entered tne 
Gatun Locks at 1055, where, at 1220, we received onboard 1y civilian 
members of the Federal Auditing Board for the Panama Canal Commission 
for whom arrangements had been made by the Marine Supt. of the Canal 
to make the transit with us. ‘e cleared the Lira Flores Locks at 
1636, completing our passage through the Canal, Sha tly, thereafter, 
we moored to our berth at the Panama Railways Dock at Balooa, Canal 
Zone. 
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The following three days were a hectic perial of last minute 
preparations until we got underway early Tuesday morning, 1C Decenber, 
for passage to the operating area. 


PHASE III — PASSAGE TO OPERATIONS AREA. 
O Dec NO to 2 c 


At 0855 Tuesday, 1O December 196, we got underway from our 
berth at Balboa, Canal Zone, and stood out into the Gulf of Panama 
where we stopped for several hours to practice radar omtrolled sea- 
plane Ja ndings with the Mariners from the PINE ISLAND, While tho 
PINE ISLAND remained behind to hoist in and secure for sea, we re- 
joined the other units of the force, fo column on the MOUNT 
OLYMPUS, NORTHWIND #2, BROWNSON #3, SENNET #4 and heading acuth. 
About 0500 the following morning the PINE ISLAND moved into her station 
astern of the SENNET until Uts0O, when the ships fanned out to take 
station on individual parallel track routes to facilitate taking of 
hydrographic data. Distance between ships was 40-60 miles, 


4p our southerly course brought us deep into tropical wators, 
all hands were granted walcoze permissian to go over the side for a 
swim. For several days during cur two hour stops for ocemographis 
soundings, with armed men and lifeguards on the torpedo deck and in 
the whaleboat to act as shark watch, we all enjoyed vhis privilege. 
Morale was also increased at this time by receipt of ordera from CIF 
68 to rendesvous with the PHILIPPINE SEA in tho Ross Sea in late 
January. - This meant the receipt of mail! 


On the lth and 16th we test fired 20 Mi and 0 MX mounts with- 
out casualty. 


December 17th, we received 82,780 gallons of fuel oil and 8 tons 
provisions from the CANISTE0. Our relatively green crew sane through 
with flying colors on this, the first fueling operation at sea. During 
this operation, Mr. Barnes, civilian cceanographar, wes transferred to 
the CANISTEO by breeches buoy to give instrustions on taking of oceano- 
graphic data. Later the ssme day, at 2015, the floor of the sea rose 
suddenly from 2000 fathoms to 265 fathoms in about 8 miles, depth of 
265 was recorded for 3 miles, then the bottom dropped rapidly to normal 
depth in about |; miles. The rise was assumed to be an uncharted high 
x ti and unofficially named the “Brownson Plateau* = location 25-03 S, 
9T-LLF, 


At 1300 we came up on the starboard quarter of the PINE ISLAND 


to transfer a radar spare part. It soon became apparent that they 
wore planning to send us some provisions so we rigged the span line 
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to a pad=-eye on mount #1. ualfway through the operation, the tension 
on the line began to pull the pad-eye Loose and the span line had to 
be cast off, Not desiring to delay any longer, it was decided to con- 
clude the operation at that point. 


On 21 December we received orders to make a slight change in 
station to enclose the most probable area of Swain's Island. Ground 
swells had increased in magnitude giving us a steady roll of 20 to 30 
degrees. Everythirz was lashed down securely as we approached the area 
in which the OpOrder warned we might "expect to encounter some of the 
roughest weather in the world™. Constant presence of three or four 
albatrosses, however, calmed the fears of our superstitious shipnates. 
At 0710 we passed over an uncharted pinnacle at 600 fathoms, mean bot- 
tom at this position, 45~138, 100-3).51, was 2000 fathoms; base extend- 
ed north-south for distance of 9.5 niles. 


Lt 2145 on 23 December we passed the plotted position of Swain's 
Island in clear weather. No land was sighted or picked up by radar. 
Our fathometer track congistently showed uniform mean bottom; several 
cloud formations gave a strong impression of land masses. 


The day before Christmas found us well into the Antarctic region. 
At 0800, as we approached the PINE ISLAND for fueling and provisioning, 
we sighted our first iceberg; from then on they became quite numerous. 
Transfer of 93,000 gallons fuel required 8 hours because cf low de- 
livery rate of FINE ISLAND's pumps (12,000 gal per hour). ‘he CANISTEO 
with her rate of 1800 gal/minute had transferred approximately the 
same amount in less than one hour. 


We had now arrived in the operating area after a successful 
passage profitably employed in training and further shaking down. 


The Executive Officer and engineering officer had gone througn 
the OpPlan, CTF 68 project mammal, special letters from Bureaus to 
BROWNSON and special letters on operation HIGHJUMP to determine pro- 
jects specifically assigned to BROWISON plus those general projects 
which might be carried out. Upon detemaination of the applicable pro- 
jects, a card index was set up in rhich projects were outlined and 
reference material noted. rroject responsibility was then assigned 
to specific officers and individual conferences were held with officers 
concerned to discuss and stress type of report desired. We were now 
ready to begin ow werk, 


PHASE IV - FIRST PERIOD OF OPERATIONS 
December 1 to 19 January 19 


Early Christmas morning we sighted pack ice and spent the 
remainder of the day maneuvering to avoid it. The large bergs. 


wn 
i] 
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appesred quite frequently now with bergy bits coveving most of the 
area outside the pack. By 0800 we had encountered several small floes 
on a bese course of era As the pack which we were paralleling on 
our starboard hand slowly developed before us we were forced to alter 
our course southward, watching all the tire for an opening to slip 
through to the west. We made one unsuccessful try before sighting a 
lead at 0930 throngh which we managed to pass by stopping all engines 
and coasting to avoid damaging the propellers. It was clear sailing 
on the base course for a while but by 1015 we sighted pack ice dead 
ahead, once more forcing us to bear southward. At 1130, finding our- 
selves working around to the southeast with fog closing in, we decided 
to back track in an attempt to round the northern edge of the field. 
By 1300 we had sighted an opening to the weat which developed to be 
clear for about fifty miles before closing in once more. It soon 
became apparent that we had about reached the limit of our southward 
progress and that we must be content to work back and forth slowly, 
waiting for the pack to break up and trying at the same time not to 


lose any ground. 


The fog cut our visibility down to less than 2000 yards but the 
ice blink gave us an additional 500 yards or so which helped consider~ 
ably. We maintained a rough chart of the ice pack on the DRT in the 

pilot house which gave a generat picture of our progress and was help~ 
ful to the oncoming watch in that it gave, them a picture of the situa~ 
* tion. Injection temperature was about 32° which resulted in about a 
quarter-inch of ice on the intake. 


For three days we moved back and forth on mumerous courses 
and speeds between latitudes 66-1,5S and 66-545 and longitudes 107- 
458 and 111-38.74 trying to continue southward to our assigned 
atetion - at 70°S on the 110°W mridian. During this period we 
crossed the antarctic circle five times. At 0215 on the morning of 
the 26th our DRA went out of commission and remained so, with the 
exception of a two hour period 1000 until 1200. Since the sun never 
set it was impossible to fix our position by star sights and a con- 
atant overcast made it extremely difficult to take any sun sights. 
Consequently, for 18 hours we had little kmowledge of our exact 
position. Shortly after 0200 on the 28th we started south once more 
and about 1100 we sighted our first seal on an ice floe close aboard 
to port. 


We pushed on southward until 2000 Saturday, 29 December, when 
we ran into close pack, heavy fog, and snow, forcing us to reverse 
our course and head back to clear water. Acting as an emergency aero- 
drome and weather station for the PINE ISLAND, then about 150 miles 
to the east of us, it was necossary for us to remain in an area 
sufficiently clear of growlers for a PBY to land. Sunday the over- 
cast lifted completely for the first time since before Christmas; 
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the unlimited ceiling and visibility conwibuted greatly to a rise in 
the spirit among all hands. To the Navigator it meant. a chance to 
definitely fix our position with both the sun and the moon visible 
for eights; to the Gunnery Officer it presented an opportunity to 
run a comple te horizon check with the main battery. 


When we received word from tne PINE ISLAND Monday, 30 December, 
that flight operations had commenced, we started circling a large 
clear area (9 miles by 6 miles) bounded by four large icebergs. By 
approaching within 50U yards of several wo were able to inspect then 
closely; two were particularly worthy of mention, one for its construc- 
tion, tne other for its size. The first had a large archway formed at 
one 2nd with two Large beautifully formed peaks 125 feet high along- 
side. In the centar was a small pool of deep blue water, the color 
undoubtedly resulting from a reflection of the blue glacial ice of 
which the berg was composed. ‘ne second, withvut doubt the largest 
geen to date, was quite rectangular in shape which made it easy to 
compute its displacement. Hy measuring its dimensions with the help 
of a stadimeter, pelorus, and radar we found it to be 230U' X 900! X 
10U' and conservatively estimated its displacement to be upward of 
20 million tons = in the vernacular of our crew - "many ice cubes", 


Our pleasant state of affairs came to an abrupt end, however, 
upen receipt of word from the PINE ISLAND that PBM George 1 on flight 
#3 piloted by LT JG LE BLANC with Capt. CALDWELL, skipper of the PINE 
ISLAND, aboard was overdue and weather about the PINE ISLAND was 
rapidly closing in. George 1 had taken off at 0428 Thursday morning. 
with fuel for twenty-one hours on a ten hour flight to phctograph and 
explore the Demas Mountains and coastline of Cape Dart to the south 
of the PINE ISLAND. Reporting every half-hour, his Ja at report had 
been received at 06U6 at which time he was LU miles from land with 
sufficient clear water below for a landing. Since that time nothing 
had been heard except unidentified fragments of voice transmission on 
channel Dog or Charlie at 1525. Meanwhile, a heavy fog had settled 
over the PINE ISLAND md&ing rescue flights impossible not only because 
of reduced visibility, but also because the fog was heavily laden with 
ice crystals which would quickly form ice on the Leading edge of the 
wing of any plane brave enough to attempt to fly through it and force 
it to land. We radioed CTG 68.3 suggesting that a platform be 
constructed on our fantail to accomodate the helicopter, the help of 
which would, we believe, enable us to push through the ice pack to 
the Eights Peninsula. 


On 6 Jamary we rendezvoused with the CANISTEO for fueling. 
With an unusually calm sea, it was decided to moor along side the 
CANISTEO to expedite transfer of fuel and materiale. The operation 
was highly successful. A slight break in the weather allowed one 
Plame toget off from the PINE ISLAND which covered an area eleven 
thousand one hundred square miles centered approximately at last 
plotted position of missing plane with negative results, Zerc celling 
over mountain tops prevented inland search. 
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The following afternoon we rendezvoused with the PINE ISLAID 
and CANISTLO, bringing all units of TG 68.3 togetner for first time 
since the CANISTEO departed with the Central Group on 1/ December 
for the Ross Sea entrance. CTG 68.3 requested the commanding officer 
to come on board PINE ISLAND at which time we received orders to get 
under way at 2000 and push southward through a lead plotted by air 
reconnaissance to take up station on line of bearing from PINE ISLAND 
to Cape Dart where we were to act a3 weather and advanced communications 
atation for the Search planes. Just before getting under way, Doctor 
Rk. Me GILKORE of the Department of Interior came on board from the 
CANISTEO to make the trip down into the pack with us for wild life 
research. 


We got under way at 2000 and headed due south into the pack 
until the evening of the 9th when we reached the limit of our southern 
penetration at 68-138 and headed west, speed about 1 mots because 
of ice coverage which varied from 50% to 40%. The next morning we 
sighted our first penguin, an Emperor about feet high. He not only 
appeared to be unconcerned with our presence but also put on quite a 
show for us - waddling around on his feet, skimming ebout on his belly, 
rolling and tumbling on the snow, and making a general fool of hinselt, 
much to the delight and amusement of al) hands. That afternoon we 
test-fired the 5° mounts, #2 and #3, firing four rounds per berrel at 
a large iceberg, range 1700 yards. The projectiles seemed to make 
very little visible impression on the ice. 


On 11 January it was 12 days since we had last heard from 
George 1. Several flights had started out but only one reached the 
search area, and even he was forced to turn back by bad weather after 
a short search. The weather that morning was greatly improved and 
George 2 took off at 06:9. At 1116 we intercepted the message 
"Wariner George 1 burnt wreckage and live men at 71-035, 90-74", 
George 2 reported men were eight miles from water suitable for PBM 
landing. MNeanwhile, George 3 was dispatched, arriving on the scene 
just as George 2 was forced to turn back for fuel. We sighted George 
3 14 miles to the west of us at 1430 from our position 100 miles in 
the pack ice between the PINE ISLAND and Cape Dart. We established 
communications on the TDQ, wished them "God-speed", and retained 
contact until just before they arrived over the scene, 


While awaiting further developments on the rescue operation we 
sighted a seal on an ice flow and shot it with a Springfield '03 
rifle. We brought it on board for Dr. Gilmore to inspect. It was a 
Ross Seal which weighed 227 pounds and measured 5' 9" in length. 
Doctor Gilmore saved the skin, skull anc flippers to take back with 
him and about 40 pounds of seal meat which we later ate - very tasty. 
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George 3 landed at 1930 and sent two man ashore in a rubber 
life raft to aid the survivors who were walking the eight miles to 
the shore Line. While waiting to take the men on board, George 3 
found it necessary to taxi around quite frequently to prevent che 
formation of ice in the landing area. Around OL00 a heavy fcg closed 
in temporarily obscuring the activities ashore. We spent many anxious 
moments until the word finally came through that the fog had lifted, 
survivors loaded aboard, (0656) and George 3 was off the water (082k) 
on her way back. At 0940 George 3 passed within sight of us, landing 
at the PINE ISLAND at 1043 — rescue operations completed 2h hours 
after survivors were first sighted. It was with some disappointment 
that we learned that the survivors had not been able to receive any 
of the morale boosting messages sent out by CTC 68.3. 


On 12 January we discovered a bulge along a sean 6' below the 
water line at frame #52 in 5" magazine A-l09-M where our beam approach- 
es its maximum width. The hull plate was forced in une and one-half 
inches, horizontal axis 2', vertical axic 1$'. Additional damage 3! 
forward of minor cunsequence (along same horizontal line), Rivets 
were not damaged, no leaks were apparent, and a thorough examination 
revealed no other areas affected. Vertical frame menbors were bent 
but no shoring was deemed necessary at that time. Frequent inspections 
were planned to insure against Leakage or rivet failure. 


The next evening we received a storm warning and immediately 
started to retire to the north until morning when we received an "all 
clear® and returned to a southwesterly course. We test-fired % mount 
#1, 40 MM, and 20 MM during the day. That evening (14 January), we 
received orders to proceed northward clear of the ice to facilitate 
repairs to a progressive leak under the bonnet of the main stean 
guarding valve in our forward engine room. As we headed north, the 
wind, which had been steady at 20 knots for 36 hours, began to freshen, 
giving us considerable trouble in maneuvering to avoid ice floes before 
we finally cleared the pack shortly after 2400. Work was immediately 
commenced on the guarding valve, being completed 4k hovrs later. When 
repairs were nearly completed, we received orders to rendezvous with 
PINE ISLAND for provisioning. Course was set for rendezvous which 
we reached about 1600, 17 January. 


Although we had planned to provision fron the PINE ISLAND 
the evenine of the l7th, fog conditions made it nucessary to postpone 
the operation until the following morning. Consequently, at 0800 on 
the 18th, with fog still present we commenced provisioning by boat. 
Upon completion of provisioning just before noon, we brought five 
survivors of the wrecked PBM (Capt. Caldwell remained on the PINE 
ISLAND) aboard for transfer to the PHILIPPINE SEA. At 1158 we took 
ceparture from the PINE ISLAND for the CANIST¥O from whom we fueled 
at 1000 the following day. During the operation, Dr. Gilmore returned 
to the CANISTEO via breeches-buoy. By 1210 we had completed fueling 
and were on our way to Ross Seca. 
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During the passage to the onoration area and the first period 
of operations we had given basic instruction on - all armament, includ- 
ing test firing; tests to be run; general quarters stations; and 
emergency bills. We were now ready to commence the advanced phase of 
our operational training p«ogram = gunnery practices, full power runs, 
general perfection of emergency drills and battle practices. In addi- 
tion we had also established an ESO program with classes for the 
completion of high school educations, mathematics, physics, psychology 
and life, and languages. 


PHASE V — PHILIPPINE SEA INTERLUDE 
(19 January 1947 to 7 February 13. 


At 1210 on the 19th of Jamary we castoff all lines from the 
CANISTEO and set course for the rendesvous at 67S 175W in accordanco 
with CTG 68.3 181809Z directing BROWNSON to rendesvous with PHILJPS? 
SEA to transfer survivors and receive mail and stores for the Group. 
Under orders to scout the ice pack enroute, we skirted the pack until 
0600 the following morning when, having reached the southern limit of 
open water at 68-02S 115-354, we set a great circle course for the 
rendesvous point. We continued to make ice and weather repa ts to 
CTF 68 and CTG 68,3 throughout the remainder of the five day trip, 
which was uneventful except for frequent periods of rough weather 
during which we made every effort to make the ship ride as easily as 
possible in view of the serious condition of Lt.(jg) LeBlanc. 


On 2) January at 1500, we aighted the SENNET in column astern 
of the NORTHAIND. Reaching the rendezvous at 1706, we reported to 
CT 68.), for duty and thereupon received orders to scout southward 
to determine the northern limits of the ice pack between 175i and 
1658 in preparation for launching planes, At this time PHILIPPINE 
SEA was about eleven hours north of the rendezvous, beset by fog. 

We siirted the pack to 68~53S where wa encountered brash and drift 
ice heavy enough to impede carrier operations, Consequently, having 
requested and received pemnmission to return to rendezvous for transfer 
of Lt. (jg) LeBlanc to tne PHILIPPINE SEA, at 1130 on the 25th we 
circled approximately 50 miles to the east to determine the eastern 
limit of our lead and then headed north. 


Saturday evening, 25 January, we sighted the PHILIrPINE SEA 
at 2315, and immediately made preparations for the transfer of 
personnel and stores, Taking station on the port quarter of the 
PHILIPPINs SEA at 2355, distance 75 feet, we transferred stores 
first to test our rig. Each time we coved into a particularly favor- 
able position we sent aman over; first the able bodied survivors 
in a breeches buoy, then Lt. (jg) Kearns with a broken arm in a 
special steel chair, and finally Lt. (jg) LeBlanc in a stretcher. 
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Shortly thereafter the wind freshened and snow increased with a result- 
ant loss of visibility making it necessary to secure tne exercise at 
0230, 26 January. Several bags of mail had been transferred, however, 
so the majority of the officers and crew stood anxiously by while it 
was sorted, hoping for at least a ‘ew letters before turning in for a 
well earned rest. During the remainder of Sunday, 26 January, the 
Task Group steared on various courses in the area awaiting improved 
weather to complete the transfer of materials and tlight operations. 


At 0815 Monday, 27 January, we came alongside tne CACAPON for 
about 2 hours to take on 77,63 gallons of diesel oil. That afternoon 
at 1255 we camc alongside the PHILIPPINE SEA once again to resume the 
transfer of personnel and stores, which had been discontinued early 
Sunday morning. Knowing that we had approximately <0 tons (it later 
turned out to be about 30 tons) to transfer, we rigged two lines for- 
ward; one to the pad-eye on 5" mount #2, one to a set of pad-syes on 
the bridge, and a third line amidships. Two of the rigs were standard 
but the one to 5° mount #2 was novel in that each end of the span line, 
which passed through a large block secured to a pad-eye on our mount, 
was tended by a steam winch. A large hook was then secured to the 
span line instead of to a free rinning trolley as is the usual practice. 
Hence as one winch took in on the span line, the other winch payed out, 
thus moving the hook from one ship to the other. Each time the ships 
rolled the line became taut and during the first attempt to transfer 
approximately a 1.5 ton load in a cargo net it pulled our bow danger- 
ously close before the pad-eye failed, dropping the entire load into 
the 50' of swirling water between the two ships. The carrier personnel 
managed by quick action to haul the net aboard and salvage the argo. 
Nevertheless, we soon had the station in operation again by securing 
a 3/8" cable to a deck stanchion, passing the cable up over the top 
of tne mount, and then attaching the span line to the cable with a 
quick releasing pelican hook, All three lines led to the forward hangar 
deck from which we received a steady flow of cargo for 24 hours. A 
fairly heavy sea time and again doused the "0" Division men amidships 
with icy salt water. 


Upon completion of transfer of cargo, 28 men were transferred = 
CANISTEO 1, PINE ISLAND 8, BROWNSON 19. while this was being accomplish- 
ed the C.0. was called to the inter-ship phone and talked for several 
minutes to Admiral Byrd. The gist of the Admiral's remarks was some- 
what as follows - "I have been here in the background watching with 
considerable interest the progreas of operations and have been pleased 
to follow the activities of the bROWNSON, You are doing a fine job - 
keep it up. Flease inform your officers and men of my commendation for 
the good job they are doing." fhe C.0. wished Admiral Byrd and his 
companions good luck in the forthcoming flight operations %o Little 
America. At the conclusion of the day's operations the C.0. passed 
the Admiral's remarks to all hands over the P. aA. system. 
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Although the actual transfer was completed at 1545, there still 
remained a large job to be done. Immediately after supper several 
large working parties turned-to to sozt and re-stow all the cargo. 
We put a portion of the stores below, then lasted the remainder down 
topside. This proved to be unsatisfactory, howevor, so the next morning 
more working parties struck every possible crate below, filling every 
available spot. 


For the next two days we steamed around in formation waiting for 
the weatiner to clear. During the interlude we mace one more ice recco 
trip, this time reaching 6¥-C3S where we encountered the NORTHWVIND frou 
whom «se received two bags of mail which we delivered to the FHILIPPINE 
SEA late Tuesday evening. At 1925 on 29 January we commenced prepara- 
tions ror 30 knots; by 2200 wa were on station 2000 yards astern of 
the PHILIFPINE SEA making 32 knots. At 2214 the first plane took-off 
in a cloud of smoke caused by the JATO units. fhe second plane took- 
off 17 minutes later. As these two circled us before heading south- 
ward, we gradually slowed down with orders to stand-by to launch the 
other four planes upon the safe arrival of the first tao at Little 
America. The last four were finally launched at about 15 minute 
intervals commencing at 0633, 30 Jamary 1947. 


At 1252 on the 30th we took atation YOO yards astern of the 
PHILIPPINE SEA and CACAPON to act as safety ship during their transfer 
of supplies and pessonnel. At 1406 the FHILIPPINE SEA informed the 
Task Group - "Fa* your information we have received word that all planes 
have Janded safely on Iidttle America. Congratulations on your very 
able assistance" = to which ww replied - "Thank you. Congratulations 
on the successful accomplishment of your mission. It was a pleasure 
to participate in this unique operation." At 1637 we received the 
following TBS transmission from CTG 68.l) - "Temporary duty completed. 
Carry out basic orders. Official orders will follow. Give Captain 
Caldwell oz> regards and best wishes for his recovery. tiell done.” 
Accordingly, we set course to rejoin TG 68,3, 


Bad weather limited us to 8 mots for the first few hours 
after our departure from TG 68.);. About 2000 on Thursday, 30 Jamary 
improving weather conditions permitted an increase of speed and re- 
sumption of ice pack scouting. On 2 February at 1058, upon receipt 
of CTG 0216282, we discontinued ice scouting and stood to northeast 
to clear pack and continue eastward in area north of pack limits. 


Except for occasional periods of poor weatner the trip was 
uneventful until 07k), 7 february, when we sighted CANISTDO hull- 
down on the horizon. As we rejoined the Eastern Group, wa made 
preparations for fweling and the transfer of supplies - it was good 
to see an old friend again. 
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PHASE VI - TASK SRQUP FLAGSHIP 
(7 february 1947 to 19 February 1947) 


At 0838, Friday, 7 February, we started our approach on the 
CANISTEO, AB we slowly moved alongside we gradually discerned familiar 
faces and at 0913 the first line went across to begin once again an 
operation witich had by this time become almost second nature to us. 

In the armas of one of the CANISTEO's officers we spied with envy a 
small Adelie penguin, One hour after the comaencement of fueling and 
provisioning at 0935, having considerable difficulty maintaining 

proper distance with a quartering sea and wind, we opened distance 

too far when the wind suddenly freshened, breaking the fuel hose and 
spraying oil over our starboard side. While passing over the fuel 

hose we transferred itr. Barnes, civilian oceanographer, and one chief 
petty officer to the CANISTRO for duty. By 113 the second hose was 
connected enabling us to complete the operation at 1235 having received 
on board 111,756 gallons of fuel oil. 


Upon taking departure from the CANIST&O we steamed on a south 
easterly course for 3 hours until, at 1600, we encountered the pack 
which forced us to change course to northeast, north, and finally north- 
west before we eventually rounded its northern tip at 2217. 


At 0200, Saturday, 8 February, we headed southeast until just 
before noon when xe stopped for about an hour at CTG'’s direction to 
act as weather station. Upon cetting underway at 1215 we stood to the 
eastward until at 1,0U we turned south on the final leg of our trip 
to rejoin the PINE ISLAND. During this period we received word that 
George 2 and 3 were airborne but prior to their departure on coastal 
mapping flights bad weather developed, forcing them to return. George 
2, however, completed a stort flight to Charcot Island - a flight which 
was to have greater significance for the BROWNSON at a later date. 


Sunday, 9 February, we sighted the PINE ISLAND at 0128 and hove 
to at 69-59.3S 78-3hW to await daylight to comaence transfer of supplies. 
Lying to in the lee of the pack at the southern tip of a large lead, we 
were completely surrounded by 30 to 100 icebergs, some in the open 
water but the greater number embedded in the heavy pack ice which lay 
on tnree sides of us. It was interesting to watch the water on our 
lee side as it slowly began to freeze. Nwnerous spots of calm water 
wuich were freezing were also visible. For the first time in many 
weexs the sky was clear with beautiful cloud formations prevising a 
splendid backdrop for the impressive array of icebergs. 


The PINE ISLAND had launched two flights by 0825 on Sunday 
whea wa commenced the transfer of supplies ana personnel. A steady 
north wind made it necessary to mansuver quite frequently, tnareby 
delaying operations, with 23 tons of material to be discharged and 
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20 tons of supplies to be received we had rigged tno receiving stations 
to port and three discharging stations to starboard. At 1150 opera- 
tions were discontinued due to the impenaing return of one plane 
because of bad weather over the continent. At 1158, however, the 
plane was ordered to make a local flight so we resumed work until 

1412 when both planes returned. de moved into the lee of an iceberg 
while they were hoisted abvard the PINE ISLAND, then resumed opera~ 
tions for the second time at 1745, By this time our clear weather 
had disappeared, being replaced by a rather heavy snow squall, Conse- 
quentiy, it was with no regret that we completed the transfer at 18h6 
and hove-to to await further orders from CTU 68.3. 


During one of the flights it had been observed that it would 
be possible to proceed by ship to the northern coast of CHARCOT 
ISLAND, where it was hoped a small hoat landing could be affected. 
That evening CTc 68.3 requested approval from CTF 68 to take the 
BROANSON and attempt a landing in CHARCOT. The approval was received 
at 0049 Monday, 10 February, and by 0602 the comnanding officer was 
on his way to the PINE ISLAND for a conference. The Captain returned 
at 1152 and shortly thereafter additional materials for the proposed 
landing operation, including sleds, skis, sleeping bags, flags, , 
special clothing, and an extra motor whaleboat and portable fatho- 
meter arrived from the PINE ISLAND. We put our boat in the skids 
and hoisted the extra boat on our falls. At 1530 CIG 68.3, Captain 
G. J. DUFEK and four members of his ataff came aboard, bresking his 
flag. By 15ut we were underway far CHARCOT ISLAND, 55 miles to the 
east, 


CHARCOT ISLAND was sighted bearing 120°, 35 miles, at 1600 
that evening. At 2100 and 2200 we put mtor whaleboats #2 and #1 
respectively over the side. At 2135, the landing party composed of 
the Commodore, the C.0., Lt. (jg) Warfield and CPHOM Ryan, plus the 
boat's crew of Mountz, Bul, Wiley, Sl, and Finstein, 142, shoved off 
to attempt a landing. Soon after leaving the ship it was found that 
the portable fathometer was inoperative, so some few minutes were lost 
when they stopped to unrig it. Progress in the boat was very slow, 
their path being impeded by ice floes of various gizes. On approach- 
ing to -vithin about 500 yards of the shore line they encountered 
shifting loose pack, compacted by the wind and sea, composed of floes 
of such sizes that it was seen they could not reach the shore. So, 
reLuctantly the party returned to the ship. MAB #2 was hoisted 
aboard almost immediately (2225) and MAB #1 wae hoisted aboard at 225. 
Consequently, at 2310 we hove-to for the night with intentions of 
making anvther attempt the follcwing morning. 


After lying-to all night in heavy fog and frequent snow squalls, 
awaiting better weather which never came, at 0830, Tuesday, 11 February, 
we got underway to investigate CHARCOT's northern coast, seeking an 
area suitable for small boat landings. Since the off shore area was 
jammed with pack ice and bergs which barred all access to the northern 
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coast, a return trip was made to the southwest, still seeking a snelter 
ed area in the lee of the island. kncountering sclid shelf ice at 1450 
at 69-478, 75-538 we retraced ourprevious course to northeast where 
course was set for ROfHSCHILD ISLAND and ALEXANCLR I ISLAND, intend- 
ing to return to CHARCOT when the wind had shifted. This intention, 
however, was never realized, 


wednesday morning, 12 February, we investigated the area north- 
west of ROTHSCHILD ISLAND and ALEXANDER I ISLAND just off the HAVRE 
MOUNTAINS. It appeared that instead of being an island, XOTHSCHILD's 
is actually a peninsula extending out to tne westward from ALEXANDER I 
ISLAND. During the day we followed the coastline of ALEXANDER I around 
to the northward, doubling back and forth frequently to permit staff 
personnel to photograph coastline while we plotted it using bearings, 
ranges and heights obtained with the Uk 37-53 Director. Several times 
we attempted to maneuver into favorable position for a small boat 
landing out each time the attempt was thwarted by heavy swells, de- 
creasing visibility, and for increasing winds. Early in the afternoon 
as we rounded the northwest extremity of ALEXANDER I we sighted the 
JOHANSEN ISLANDS at 1,00, bearing 30°, 5 miles, located at 68-535, 
7-39. At 1500 we sighted an uncharted rock bearing 000°, 19 miles, 
located at 68-52S, 72-21. A second uncharted rock bearing 010°, 16 
miles, was sighted at 1845, location 68-27S, 71-524. A final unchart- 
ed rock was sighted at 1Uu7,bearing 060°, 6 miles, location 68-395, 
71-7. 


Steaming slowly in uncharted waters likely to be dotted with 
shoals and reefs, we kept the fathometer in operation continuously 
with the operator sending depths to the bridge every 30 seconds. At 
2140 prudence dictated we back full on both engines as the depth 
dropped below 15 fathoms. Distance and size were difficult to estimate 
in this region. Our course lay within ¥ to 10 miles of the shoreline 
but the distance never appeared to be more than 3 or h miles. Rocks 
on the shore line judged to be 150' high proved to be 850' high. reaks 
and ranges which appeared to be just back from the shoreline invariably 
turned out to be 20 or 30 miles away. Bare rock was visible, but tie 
majority of the peaks were covered with snow and ice. 


Early Thursday morning, 13 February a storm began to blow up 
so we headed on a northerly course to ride it out at about 5 mots. 
Wind and seas increased throughout the day giving us rolls as great 
as 40° at times. To keep the wind and seas about 2 points on the 
starboard bow for optimum riding conditions we found it advisable to 
Keep a 25 turn differential on our screws i.e. port engine making 
50 revolutions and starboard engine making <5. By 2200 the wind began 
to slacken and weather repa ts indicated that we could hope for better 
weather. Consequently, we changed course to 160° for the entrance to 
Harguerite zay. 
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At the entrance to ‘‘arguerite hay Friday morning, 1) February, 
with weather conditions unsuitable for flying CTS dgecided to refuel us 
while we were still in iceel'ree water and at 1142 we commenced our 
approach on the PINE ISLAND. 


Fueling and transfer of supplies was commenced at 1216, In 
the meantime the Commodore had decided to go over to the PINE ISLAND 
for a conference with Captain Caldwell during the operation. “e 
rigged for the exercise in our usual manner by securing a 3/8" wire 
cable to a chock on the port side of the foc's'le and passing it up 
over 5" mount #2 vere its fore and aft movement was checked by 
leading it through a shackle secured to a pad-eye. To this wire strap 
we shackled a quick releasing pelican hook which was to take the PINE 
ISLAID's provisioning span line. After testing the rig first with 
several loads of supplies, Captain &. J. DUFEX, CTG 68.3, had been 
started across when a large swell caused both ships to roll in opposi- 
tion making the span line dangerously tuut and causing Captain DUFEK 
to strike the left side of his head on an overhead structural member 
of the trolley. As the ships rolled toward each other the PINE ISLAND 
took up the slack with a steam winch to prevent the TGC from getting 
wet, Again the ships rolled out of phase parting the span line at 
1227 with a snap like the shot of a gun and dropping Captain DUFEX 
from a height of approximately 25' into the water at a point about 
midway between the two shins. He came to the surface once still 
strapped in the special steel chair that had been used, than dis- 
appeared from sight. A few seconds ter, however, he reappeared, free 
of the chair with his life jacket inflated, and floating rapidly aft. 
The men in the fueling party acted so qiickly in casting off their lines 
that the open end of the fueling hose, still spurting oil, landed in the 
water close to the Commodore as he floated by. 


By this time we were already angling away from the PINE ISLA‘D, 

coming around to take a recovery. The shafts had revved up to 250 
turns (about 23 knots) before the order was given, "all engines back 
full." We came to a stop 30 yards from the Comoodore and it was 

only a matter of minutes until he was hoisted into the whaleboat at 
1235. At 1238 Captain DUFEK was brought an board the ship; rescue 
operations comple ted 11 minutas after the span line had parted. From 
Captain Caldwell we received, "That was the test piece of work i have 
ever seene™ Under the ministrations of the %edical Department, and 
thanks to his rugged condition, the Comaodores' recovery was rapid. 


At 1310 we resumed fueling ano conpletea the operation at 1302, 
having taxen on board 54,970 gallons of fuel ofl. «ue trea fell ia 
astern of the PINE ISLA‘D and at 2233 pursuant to CTS 6).3's 1503382 
we set course to round the PaALZER rLiLsuLA for operations in tie 
deddell Sea. ‘ie@ather reports had indicated that we were in for a 
spell of bad weather with no pos={ ility of flignt operations for at 
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least four days. In view of this i* had been decided to forego the 
warguerite Bay operation and start imediately for the tieddell Sea. 
At 2h00 we moved out to our assigned station 10,000 yards on the 
Starboard beam of the PIN: ISLAND. 


Between 0120 and 0700 Saturday, 15 February, the barometer 
dropped .42 inches to 23.24. iind and seas increased throughout the 
day. At 15u5 we reached tne rendezvous where the CANISTHO joined us, 
taking her station 10,000 yards on the port beam of the PINE ISLAND. 

As the storm increased we regretted the fact that, steaming in formation, 
wea could no longer slow to our best riding speed. Throughout the night 
we were taking solid water up to mount #1 with spray over the bridge, 
which thoroughly drenched the watch. The after lookouts also fared 
badly with spray running over the gun deck aft of #2 stack. For all 
fractical purposes, our fan-tail was awash; all hands were cautioned 

to use the inside passageway. 


In accordance with the oceanographer's suggestion, fathometer 
tapes were marked every 15 minutes with zebra time correct to the 
nearest five seconds, latitude, longitude aid range and bearing of 
other ships. 


Sunday the storm abated and Monday, 17 February, at 2000 we 
passed 400 miles due south of Cape Horn in calm seas. Tuesday morning, 
18 February, dawned clear and bright so the Commodore decided to return 
to the PINE ISLAND; this time, however, by boat. Accordingly, at 1527 
cTc 68,3 shifted his flag and staff to the PINE ISLA'D. 


At 2000 that night the wind freshened with gusts up to 35 knots. 
Shortly thereafter we sighted the largest iceberg of the trip - 6} 
miles long, By Tuesday morning, 18 February, we were hitting 35° and 
37° rolls quite frequently; at 0800 we rolled 42°, Waves breaking over 
our starboard side constantly caused considerahle concern regarding the 
l, drums of aviation gasoline lashed amidships. One stanchion had 
already carried ayay when the weather moderated sufficiently to repair 
the. damage and relash the drums, At 2200 we establisined radar contact 
on the SOUTH OAKNEY ISLANDS bearing 136°, 73 miles and checked our 
position for about two hours by this means until they dropped out of 
Tange behind us. 


Finally on Wednesday, 19 February, gradually we turned south- 
ward into the Weddell Sea to commence the final period of our operations. 


PHASE VII - IN THE WEDDELL SEA 
(19 February 1947 to 3 March 1947) 


after almost a week cf heavy seas, the weather had moderated 
sufficiently by the morning of 20 February to allow us te go alonr— 


Annex I-(q) -l17- 


CONFIDENTIAL 


side the CANISTEO for fueling. Consequently, at 0930 wa commenced our 
approach. Fartunately, we had very few susplies to transfer because 
the spray running over the foc's'le froze quickly, sheathing both the 
forward part of the ship and the men working there in a coat of ica. A 
covering of slushy ice made the hauling lines difficult to handle and 
the continuous roll of the ship made footing insacure on the icy deck. 
Having received on board 54,¢l5 gallons of fuel oll, we completed the 
operation at 1116 and at 1555 set course for our station at 65S, 364, 
Late in the afternoon another storm blew up during witich we hit the 
heaviest roll of the trip, 509. Heavy seas and high winds continued 
throughout the night, leaving the entire forward part of the ship thinly 
coated with ice. During darlmess we slowed to steerageway using a 35 
turn differential on our screws to keep the seas on our bow. 


By Friday, 21 February, the state of the sea had returned to 
normal but we now found ourselves faced with a new problem. The length 
of darimess was increasing each night. ‘With a constant overcast which 
made the nights pitch black and a steady, cold, biting south wind, it 
became necessary to shorten the topside watches to two hours, with the 
exposed lookouts being relieved every twenty minutes. The inability to 
distinguish icebergs and growlers made it necessary to slow to steerage- 
way each night and head north while awaiting daylight. We sighted the 
northern limits of loose pack at 1247 and commenced ice recco to the 
east renaining well clear of the pack. Throughout the afternoon we 
conaucted gunnery exercises, withdrawing to the northeast that night 
during darkness. 


#ith the first light the next morning, 22 February, we resuned 
our southing. For the next six days we continued scouting the pack 
and firing gunnery exercises, gradually working our way southeastward 
toward the Greenwich Meridian but retiring to the northward away fron 
the ice each night upon the approach of darkness. During this period, 
on Monday, 24 February, the task group was ordered to take formation 
in the shape of a triangle with the PINE ISLAND at the southern vertex, 
CANISTES 100 miles to the northeast, and BHOw;SO! 150 miles to the 
northwest. In this formation we continued to the southeast in search 
of a suitable area for launching aircraft but bad weather plagued us 
constantly. Everyone was primed to leave the area and head north for 
Rio but the PINE ISLAND was hooing to get off at least one good flight 
before we concluded operations, 


Finally, on Nednesday, 26 February, the weather was CAVU for 
the first tine in many. weeks and Thursday morning at 0705 we received 
word that the PINE ISLA‘D had commenced launching aircraft. Weather 
and sea conditions ceteriorated, however, and flight operations were 
cancelled. ‘ie were ordered to take station 100 niles west of the 
FINS ISLAND and at 1200, Friday, 24 February, we crossed the Greenwich 
Heridian at the Antarctic bircle. 
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Two flights were launched Saturday, 1 Warch, but bad weather 
over the continent forced each to return. Accordingly, we were again 
ordered southwest for ice recco and weather reporting. During the 
afternoon and evening we encountered numerous scattered fingers of 
growlers which gradually forced us to change course to the left until 
we were heading southward when darkness made it necessary to discontinue 
scouting. At daylight, Sunday, 2 Narch, we resumed o-r reconnaissance. 
ie changed course to the eastward at 0336 whan the pack prevented 
further southern progress, and commenced skirting the pack. Our 
southernmost point (68-0S, 01-18W) was reached at 0430 when course was 
again changed to northeast. At 0530 it appeared that, except for 
occasional fingers, the main edge of the pack extended on a line from 
our position to the PINE ISLAND's position 100 miles to the east and 
south where she was lying to in preparation for flight operations. 
Accordingly, at 0530 we retraced our course to the westward. Ice 
conditions indicated that close pack could be expected 5 miles south 
of our course. A* O800 we came around to a northwesterly course ani 
about 1000 found a bay 10 miles long and 5 miles wide suitable for 
aircarft operation, which we reported to CTG 68.3. 


Throughout the morning we encountered considerable pancake ice 
varying from filmlike ice to an axtensive coverage of pancakes. At 
10L0, with pancake coverage increasing rapidly, we changed to a north~- 
erly course to clear the ice area, This was accomplished at 125. 


Heading west again at 1,00, we immediately encountered a filn- 
like coverage of from 50% to 80%. As we proceeded westward the crystals 
of the filmlike ice gathered together to form the small circular pan- 
cakes. Gradually these small units collected to form large pancakes 
up to 6 feet in diazeter with the area between cakes covered with a 
light slush. At 1445 with 100% coverage we changed course to NNW, 
gradually veering around to north and increasing speed to 17 knots to 
clear the area as expeditiously as possible. The increase in speed 
at this time was permitted by the fact that the area was notably free 
from growlers or other old ice, the entire coverage being composed of 
new ice in the state of formation. Petween 100 and 1600 the tempera- 
ture had dropped 4° and we had no desire to risk being caught in tho 
ice at that late date, 


The composition of the ice and the speed at which it was farming 
indicated that two more days with temperatures below 25° F would 
probably find the area entirely iced in. Although little ice blink 
was visible because of clear weather and small cloud coverage, that 
which was present indicated that the main edge of the pack lay to the 
westward. An increasing number of growlers and brash added further 
weight to this assumption. 
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At 1820 we cleared the pack but continued northward to insure 
that we were definitely clear of the ice, since by then, with southerly 
winds from the continent, the temperature was stiil dropping and we 
could practically see the ice forming before our eyes. We were all 
aighty thankful when the ice was definitely behind us for had dark- 
ness overtaken us we would have been forced to reduce speed to about 
5 knots. Even that speed might have been dangerous because the 
icebergs and growlers which were hard enough to see when silhouetted 
against the black water at night would have been doubly hard to discern 
against tLe background of newly formed ice. 


We were still steaming north at 2255 when CIG 68.3 advised CIF 
68 that because of unfavorable conditions he had decided reluctantly 
to discontinue operations. Shortly thereafter, at 2318, CTO 63.3 
ordered TC 68.3 to discontinue present operations and set course for 
Rio age Janeiro, Brasil, at 12 knots with BROWNSON 50 miles on port 
beam and CANISTYO 50 miles on starboard beam of PINE ISLAND. Later, 
at 0930, we received from the Task Group Commander, "Upon conclusion 
of operations in the Antarctic I am proud to say to every officer and 
man in this group ‘well done!." 


PHASE VIII = ROLLING DOWN TO RIO 
March to 2 Larch 19 


For two aays after receiving orders to discontinue operations, 
we steamed steadily northwarc, During the first day we maintained 
station 50 miles on the port beam of the PINE ISLAND, but at 1743 
Tuesday, & March, in anticipation of fueling and provisioning, our 
station was changed to 2S miles on the starboard beam of the PINE 
ISLAND and we immediately set course to comply with that order. At 
O647 on Thursday, 6 March, we changed course to rendezvous with the 
CANISTEO who was maintaining staticn 50 niles on the starboard bean 
of the Pitt ISLAND. Neither ship, however, had been able to fix its 
position for 3 or days, and cansequently, we found nothing but 
empty Ocean upon reaching what we believed to be the rendezvous. 
During the forenoon we steamed back and forth over the area trying 
to compensate for various errors of navigation, both our own and 
CANISTEO's, with negative results. It now seemed quite paradoxical 
that, after experiencing little difficulty in rendezvousing through- 
out the entire operation, we should miss completely when out in the 
wide open spaces, Since neither ship had RDF equipment, we constructed 
a jury rig consisting of about 25 turns of small wire wound lengthwise 
around a cardboard box. This unit was mounted on a small boom connect- 
ed to a galvanometer, and trained manually while MO's were being sent 
out from the CANISTEO, Meanwhile, the CANISTEO had evolved a sinilar 
rig and was enabled to give us a course to steer. By means of this 
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makeshift 2DF unit we obtained an approximate bearing on the CANISTEO, 
which confirmec her date. With this information we changed course to 
head in her direction. That night, with unlimited visibility and a 
ceiling approaching 2000 feet, we arranged for each ship to train 

its searchiight for a period of 5 minutes every half hour. On the 
second attempt at 2130 we sighted the reflection of the CARISIEU's 
jight on the clouds slightly off our starboard bow. Shortly there- 
after we picked her up on the radar. 


At 0742, Friday, 7 March, we arrived on station 2000 yards 
astern of the CANISTZO and at 0818 commenced our approach. Fueling 
was commenced at 0903 and completed at 1152. Having received on 
board 122,033 gallons of fuel oil, we cast off all lines at 1205 and 
set course to rendezvous with the PINE ISLAND. 


Shortly after rendezvousing with the PINE ISLAND at 1730, we 
received a storm advisory and took station to ride it out. During 
the night we had gusts up to 62 knots and swells up to 7' high, probably 
the worst weather of the operation to date. By Sunday morning, 9 
March, the storm had abated but the seas were still too high for 
provisioning. Consequently we took station 5 miles on the port 
quarter of the PIXE ISLAND tc await calmer seas. Early Monday morning, 
10 Barch, we moved into position to commence our approach. It was 
decidsd, however, to delay the operation another day since we were 
still rolling quite heavily. 


By this time we were about 40°S with the weather becoming very 
pleasant. The unusual sight of the sun and blue skies for days at a 
time resulted in a marked rise in morale among all hands. At 0827 
Tuesday, 11 March, we commenced our approach on the FINE ISLAND and, 
at 0910, began receiving supplies. ife cast off all lines at 1120 and 
set course for our station 50 miles on the port beam of the PINE ISLAND, 
test firing the 20 14! enroute. 


The next two days were uneventful until 2206, Thursday, 13 
March, when we changed course to rendezvous with the PINE ISLAND for 
fueling. This was desired in order to lighten her for propeller repairs. 
From our station 1000 yards astern, we commenced our approach on the 
PINE ISLAND at 0855, Friday, i: March. We completed the operation at 
1325, having received on board 63,982 gallons of fuel oil. The CANISTZO 
having joined us earlier in the morning, all three ships hove-to at 
1420 and commenced cleaning ship's sides. While we were thus engaged, 
the Group Comnander called a conference of Commanding Officers on board 
the flagship und advantage was taken of this trip to return the PINE 
ISLAND's motorwhaleboat to her. At 1750 we resumed base course and 
speed. 


Saturday, 15 March, the task group lay-to from 0800 to 170 to 
continue cleaning. Sunday, 16 March, the PINE ISLAND and CANISTEO 


Annex I=(q) -~ ¢l~ 


CONE LDENTIAL 


hove-to to paint ship's sides from 0700 until 1800. During this period 
we patrolled the area at 1.5 kmots and continued cleaning since we did 
not have sufficient paint aboard for the sides, From 1423 until 1730 
we circled the PINE ISLAND at 10,(0U yards, transmitting MO's for RDF 
calibration. At 1810 we sighted land bearing QU0°T. That night we 
lay-to again for six hours before getting underway at 01,00 Monday, 17 
Uarch, on the final leg of our trip to Rio. 


Still a Little ahead of schedule, we lay-to for 7 hours Monday 
night, getting underway in column (PINE ISLAND, CANISTEO, BROWNSON) at 
0305 Tuesday, 18 Warch, for the harbor entrance. At 0800 the column 
started up the channel which provides such an impressive entrance to 
Rio. At.O8y1 we passed the Santa Cruz. fortress 500 yards abeam to 
starboard. At 6900 we received the pilot and Lt. Paulo Moreira de 
Silva, Brazilian Navy, aboard. Shortly thereafter the PINK ISLAND 
fired a 21 gun salute to the Republic of Brazil and a 13 gun salute 
in honor of Rear Admiral Dantas, Commander Brasilian Destroyer Force. 
Both salutes were immediately returned, and at 0927 we moored to a 
buoy —. Rio at lasti 


Just before our arrival in Rio we received the following message 
from the Task Group Commander = "Our arrival in Rio marks the end of a 
long arduous cruise that has been successfully completed. Each officer 
and mm can be rightfully proud of the part he played in contributing 
to that success. Your devotion to duty under hazardous and trying 
conditions has been in keeping with the high standards expected of 
our Navy. I am proud of you and I wish you all a very pleasent and 
happy stay in Rio.® 


On the afternoon of our arrival, Tuesday, 18 March, calls, 
which had been previously arranged were made on various Brazilian and 
U.S. officials. This proved to be quite a pleasure and an honor for 
the commanding officer who at this time was introduced to the Brazilian 
Minister of the Navy, the Minister of Foreign Affairs, and the Minister 
of Aeronautics among others. The following morning all commanding 
officers called on Admiral Guilhobel, Director of the Navy Yard. By 
way of return, that afternoon a number of Brazilian officials and 
the American charge d'affaires were piped aboard the PINE ISLAND to 
return their official calls. 


Early Thursday, 20 March, the British light cruiser, HMS 
SHEFFIELD, was perceived quietly standing into the harbor at Rio. 
Shortly thereafter, as she was easing inte her berth at the Navy 
Yard, the PINE ISLAND fired a salute to her flag officer, Vice Admiral 
Sir William Termant, 2.N. That afternoon a very pleasant luncheon 
was given at the University Club for Commanding Officers and Brazilian 
Liaison Officers. Friday at 0940 official calls were made on tne 
British in HMS SHEFFIELD, and the calis were returned that forenoon 
aboard the PINE ISLaND as before. 
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Saturday, ¢2 March, the Commanding Officer, Executive Officer, 
and Medical Officer Joined other officers from the Task Group for an 
inspection of the Navy Yard. Following this, they were entertained 
at uw luncheon, given by Rear Admiral Guilhobel, the Director of the 
Navy, at which the senior U. S. Naval Officer present was Rear Admiral 
Zeland P, Lovatte, Chief of the U.S. Naval iiission to Brazil. Satur- 
day afternoon a group of the ship's officers attended a garden party 
at the Naval Club given in honor of Vice Admiral Tennant. Sunday, the 
last day of our visit, we were guests of the Rio Jockey Club for a 
very enjoyable afternoon at the races. 


Several other entertainments were provided during our stay 
such as a trip to Corcovado, a trip to Sugar Loaf, and a very success— 
ful dance for the enlisted men. In addition, all officers were kindly 
accordcd the privileges of the Naval Club during this period. 


Probably the most impressive action taken in our behalf, however, 
was the very fine practice of detatling a Brazilian Liaison Officer 
and an official car for each Commanding Officer. In our case specif- 
ically, Lt. Paulo doreira de Silva gavo unstintingly of his time and 
did everything in his power to make our stay enjoyable. 


PHASE IX ~ HOMEWARD BOUND 
(2, warch 19h7 to 25 arch 19)7) 


Having made all preparations for sea, at 1015 Monday, 2h March, 
we got underway from our buoy and stood cut through the Rio harbor, 
As we took departure from the Santa Cruz Fortress at 1115, a beautiful 
array of clouds shrouded Corcovado and the surrounding mountains to 
form a striking background for our last look at Rio. 


We steamed in column until Tuesday merning, 25 March, when the 


. PINE ISLAND went alongside the CANISTEO to refuel. As soon as this 


hed been completed, we commenced our approach on the CANISTEO and 
began fueling at 1238. Having received on board 51,912 gallons of 
fuel oil, at 1405 we cast-off all lines. In accordance with CTG 68.3 
251182, we were then relieved of present duties and reported to 
CINCLANT and COMDESLANT for operational control, Pursuant to COM- 
DESLANT 2617102 we set course for Norfolk, Virginia. As we gradually 
steamed away from tne TZANISTSO's side for the last time, she sounded 
8 hearty farewell blast on her whistle amid mich waving and shouting 
indicative of the strong feeling of comradehip between the two ships. 


With the PINE ISLAND and CANISTEO heading for Panama and Ascen-~ 
sion Island respectively, and slowly fading ont of sight behind us we 
bring thiy narrative and our part in Operation HIGHJUZP to a close with 
a feeling of pride in our accomplishments and the kmowlecge that we have 
obtained a wealth of experience which wll be of value to the Nav; and 


to ourselves in future years. 
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FHASE X - STATISTICAL HIGHLIGHTS OF OFERATION HIGHJULIP 


nOMSI" sailed from Norfolk, Virginia, in company with other 
shizs of the force, on 2 December, 1946 and returmmed to that port on 
3 April, 1947. During that period she steamed 28,772 miles, of which 
21,57 miles were steamed continuously. She nas in port on two occas- 
ions, for three days from 7 to 10 December in Balboa, Canal Zone, and 


for six days from 18 to 2h Murch, 2947 in Rio de Janeiro, Brazil. 
was underway a continuous period of 98 days. Some of the more important 


She 


statistics concerning BROWSON's participation in operation HIuHJUMP 


are tabulated herewith. 


From 1100, 2 December 196 to 0800, 8 April 1947. 


Total days underway - ---------- —--- 118 
Total miles steamed - ------------- 28,772 
Total days not underway - - ------+2+--+-+-+6 9 
Fuel used underway - - - - - - - wo-2r---- 1,979,916 
Fuel used not underway - - --- ------- 18, 332 
Number of times refueled at sea ---------- abi 
Number of times refueled in port - - - -- —--<-<- 1 
Maximum speed made - - = = --=- = = 32 knots 325 RPM 
itinimum speed made (not lying to) - - knot 15 RP 
Days out of sight of land ------2------ 62 


12/12/h6 Crossed equator at longitude 83°23.7'N 

12/26/46 First crossed Antarctic Circle at Longitude 
110°56,8' 

3/1/47 ~—s Crossed Antarctic Circle at Greenwich Meridian 

Crossed the Antarctic Circle 36 times. 

2/17/47 + Rounded Cape Korn. 

1/27/k7 = Farthest west - - - — 67°950.3'S 177°O'W 

2/28/47  Farthest east - - - - -66°59.3'S 04°39.6'E 

2/9/47 «=: Faxthest south - - - - 69°59,3'S 78°3),.1'W 


Meteorological conditions, extremes encountered below Lat. 55°s 


1/2h/47 Maximum temperature - L0°F, Lat. 67°S, Long. 
17L°So'% 

2/21/47 + Minimam temperature - 20°F, Lat. 63°S, Long. 
38°33'i7 

3/2/k7 ‘Minimum Seawater temperature - 29°F, Lat. 
67°58'S, Longe 03°15 tx 

3/1/41 += Maximum wind force - 62 knots from 300°T dir. 
Lat. 51°S, Long. 25° 


Uceanographic conditions, extremes encountered below Lat. 55°S, 
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3/4/47 Deupest water - 2840 fathoms, Lat. 61°36'S, 
Long. 119°18*y7 

1/26/h7 Shoalest water - 7¢0 Fathoms, Lat. c6°2h's, 
Longe 173°3k'\s (outside of bays, harbors, which 
were traversed). 


Land sighted 


2/10/u? Charcot Island, Antarctica 

2/11/47 Rothschild and Alexander { Islands. 
2/13/47 Adelaide Island 

2/1h/h7 = Palner reninsula 


Gastronomic Conditions 


Provisioned ship 2 tines in pat 

Provisioned ship 7 times at sea 

Provisions consumed - 36.6 tons 

Provisions consumed - 2h pounds per wan 

Larsest item of use = rlour. 12,600 pounds consumed. 
Smallest item of use - Chili powder. 16 ounces consumed. 


PERSONNEL STATISTICS: 
OFFICERS ENLISTED OBSERVERS 


HEN ( civilian) 


On departure 16 264 1 
aximunm 18 293 2 
on Return 16 283 1 


MEDICAL STATISTICS: 

Upper respiratory disease decreased rapidly from Lh to 23 after 
two weeks and decreased alcost to zero after one conth in the antarc- 
tic. 


There were no serious illnesses during the operation. 
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Plate No. 1 


First Iceberg - 2 Miles on vort Bean 
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Plate No. 2 
Ice Blink on the Horizon. 
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Plate No. 
We went through it. 
c? 
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Plate No. 
Fueling at sea from PINE ISLAND. 
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Plate No. 5 


Fueling at sea fron CANISTEO. 
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Plate No. 6 
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INTRODUCTION 


Prior to Operation HIGHJUMP, there were no set standards 
for photographic operations in extremely cold weather. Therefore, 
in the anticipation that this report may be of value in planning 
for any future operations of its kind in the arctic or Antarctic, 
many details have been included not oniy in the achievenents, but 
in errors, observations, performance of equipment and proficiency 
of personnel, etce, that would, under normal operating conditions, 
be omitted, 


Ie OBJECTIVES 


The primary photographic objective of Operation HIGHJUMP 
was the reconnaissance survey of the unexplored coastal and 
continental areas of the continent with the tri-zetrogon camera 
installation. The secondary objective was the survey of certain 
coastal and islend areas requested by the Hydrographic Officee In 
carrying out these photographic objectives effectively, other 
aerials, atilis, end mtion pictures in color and biack and white NE 
of the operational and training aspect were required. These ali 
presented problems in equipment, personnel, and in actual operations 
and organization, which will be reported on in detail in the 
various Task Group reports immediately following this summary. 
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IX, AIRPLANE ALLOCATIONS: 


The Task Force was organized into three main operational 
groups; the Central, Eastern, and Western Groups. For exploration 
and photographic survey, the Central Group was equipped with six 
Rup-5S airplanes. The other tw groups with three PEY~5 seaplanes 
each, Each of these groups was augnented by lighter airplanes 
and helicopters for short exploratory flights and for scouting 
purposes as follows: 


Central Group Eastern and Western Groups 
One (1) JA-1 (Norseman) One (1) SOC airplane 
Tw (2) Helicoptera Two (2) Helicopters 


Two (2) J2F-6 Anphibians 
III. AIRPLANE INSTALLATIONS: 


None of these lighter airplanes were to be equipped 
with any photographic installations; however, small scout hand- 
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held reconnaissance cameras were provided. The R&uDeS airplanes 
were to be completaly equipped with the tri-metrogon camera 
installations as well as oblique, still, and motion pictures, and 
certain other cameras to record altitude (both pressure and radio), 
time, and written data simultaneously with each set of tri=netro- 
gon photographs taken. The RuD-5 installations were made at the 
assembly and Repair Departzent, Naval Air Station, Quonset Point, 
Rhode Island; the PRIS installations at the Assembly and Repair 
Department, Naval Air Station, Norfolk, Virginia. 


The Task Force Sixty-Sight Photographic officer, because 
of previous experience, was requested to visit each of these 
assendly and repair departments at varhous times by the cognizant 
Bureau of Aeronautics' representative to offer any suggestions 
and criticisms that might be helpful in expediting the satisfactory 
completion of the installations. During these visits, it was 
stressed by this officer, that in addition to a good technical 
installation, all camera hatches were to be sealed against wind- 
blast to protect the camera operator against severe frost-bdite. 
Considerable changes were made in the PBM triemetrogon and oblique 
installations after they were begun as a result of these visits. 
Unfortunately, because of weather and remoteness to Task Force 
Headquarters, visits to Quonset Point were not as frequent as they 
should have been. Consequently, there were several discrepancies 
in the tri-metrogon installations of the RUD-5'se The hatches 
were never satisfactory. The oblique photographs were masked off 
to such an extent that they were rendered less valuable for the 
purpose intended, although still usable. This ultimately required 
the removal of the wind~blast seal in order to have an adequate 
unobstructed camera view. The PRY installations, however, both 
tri-metrogon and oblique, were very satisfactory except for a 
minor modification to permit leveling tri-metrogon camerase This 
installation is an excellent standard for future installations in 
that type airplane. 


TV CAMERA MOUNTS 


The tri-metrogon mounts installed in RUD-5 and PRES 
airplanes were not engineered primarily for those airplar.es. 
Actually the mounts are the N.A.S. San Diego, Local Change 113 
for the F6F (Hellcat). When the FOF was originally fitted 
with the tri-metrogon cameras in 1943, it was found necessary, 
because of lack of space, to install one of the oblique 
K-17 6-inch cameras in a reverse position to afford roon 
for the electric-drive motor, This resulted in the fila travel~ 
ling in the direction of flight in the vertical and one of the 
oblique cameras, while film travel in the other oblique was in 
the opposite direction. This difference in the direction of 
film travel made marking or study of a set of three rolls of 


negatives a very awkward operation. Also, there was no provision 
Arnex 2 (a) -2- 


for leveling the tri-cetrogon cameras in the FOF airplane except 
by leveling the airplane. The Bureau of Aeronautics directed 

that the POF tri~metrogon installation be installed in the RuD-S 
end PEw-S airplanes of Task Force Sixty-BRight without mdification. 


It wuld have been very desirable to install the tri- 
metrogon camera mount so that the film travel in all cameras would 
be in the same dirsction. It is believed that the Task Force 
airplanes were large enough to permit this mdification to the 
F6F San Diego local Change 113, Also, a means of leveling the 
cameras should have been provided in these airplanes, as flight 
characteristice do not permit the leveling and trimming of the 
RuD and PE airplanes when they are heavily loaded. The FOF 
San Diego Local Change 113 mount was installed in the RD air 
planes, not only without modification, but in eddition, reversed, 
which caused the film in two cameras to travel in the opposite 
direction to the line of flight, instead of only one as in the FOF. 
At first, this caused considerable confusion to the Photograzm- 
etrist and his assistants. after it was determined which way the 
film traveled in all the cameras, it was lesa confusing, but it 
was still awkward to handle the rolls of negatives when marking 
or identifying landmarks on the filn. 


It was found on 1 December 1946, prior to departure 
of the Task Force on 2 December, that none of the calibrated 
K-17 6-inch aircraft camera case-drives, which were all that 
were delivered upon request to the U.S.S. MOUNT OLYMPUS, wuld 
fit into the RUD mounts, as the pins for holding the cameras in 
the proper position would not fit into the recesses of the oblique 
view finder since they were out of line about 1/8 inch, Fortunately, 
however, there were enough wnealibrated cameras at N,A.5.D., Norfolk, 
which would fit, Thus it was necessary to exchange all the 
calibrated cameras for the uncalibrated cameras at the last instant 
before sailing. This action required calibration after return to 
the U.S,3 unfortunately, two sets of cameras were jettisoned and 
their calibration can hot be made, Instead of using the FOF 
installation without modification, the specifications for the 
installetion and camera angles should have been stipulated to the 
various assembly and repair departzents and a mount built fron 
these specifications. It is recommended that, in the future, 
adapters be furnished with ail tri-metrogon mounts to facilitate 
using either type camera. 


¥. SURVEY CONTROL PROBLEXS 
It was realised immediately that the best know method 
of accurate controlled aerial survey, that of establishing field 


control points by surface parties, was completely out of the 
Miestion in the Antarctic on Operation HIGHJUMP. It would have 
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entailed many months of wrking in the field by terrestial 
survey parties to establish these points and mark them suit- 
ably to record in the photographs, It was remtely possible to 
establish a few control points along some of the coast line if 
time permitted; this possibility could not, however, be relied 
upon. The best alternative to obtain any control at al) was to 
endeavor to tie all the photographs or rather strips of photo- 
graphs that were to be taken, into old fixes in the picture, 

and operate the cameras, with proper overlap, out to the end of 
the extent of the range of the airplane or to the end of the 
flight. The cameras were to be operated all the way back and 
were to include some well established point before being turned 
off. This wuld be reconnaissance survey at its best wmiless sone 
instrusental or electronics method sould be utilised in addition 
to the navigator's various sun lines egainst time. Many nethods 
were discussed with Hydmgraphic Office representatives. Radio, 
the most desirable, had to be discarded because of lack of bases 
eultably situated for obtaining navigational fixes. The best 
that could be done was to use what fixes the navigator could 
obtain by use of the Astro~compass, by plotting various sun lines 
across the flight track and tying. geographical points obtained 
in photographs to these meager navigational fixese 


VI. MODIFIED OREMLIN RECORDER 


It became immediately apparent that accurate tine, 
in order to determine position, must be furnished with each 
ect of photographs taken. The K-17 6-inch aircraft comeras 
used in the tri-metrogon instaltation do not have clocks in 
them; therefore, it was decided to mdify an instrunent used 
at Bikini in Operation CROSSROADS to record tine simultaneously 
with each set of photographs taken of the bomb blast, which for 
lack of a name, was called a (Gremlin Recorder. A Gremlin 
Recorder is the combination of two F-S6 aircraft cameras; one 
(1) F+56 20-inch drive and cone mounting an F=56 &}-inch lens, 
with the instruments to be recorded located the proper distance 
in front and illuminated for photographing. It was decided to 
install several additional instruments in this recorder. A 
photograph of these instruments with each set of photographs 
teken by the tri-metrogon wuld be very useful. Installations 
included: (1), an accurate watch, (2), a pressure altincter, 
(3), an inciinometer, and (i), an SCR-718 radio altimeter. The 
Bureau of Aeronautics authorisea the Gremlin Recorders to be 
modified at the assexbly and Repair Department, N.A.S., Norfolk, 
Virginia. Many installations and photographic problems prevented 
the inclusion of the SCR-716 in these recorders. Twelve of these 
recorders were completed and delivered to the Task Forces 
Detailed reports on the operation of these recorders will appear 
in the various Task Group reports following this summary. 
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VITI, AERIAL SURVEY MATERIAL 


Except for the number of aircraft cameras required and 
other standard aeria: photographic equipment, it was extrenely 
difficult to estimate the amount of sensitized material needed 
for the primary photographic objectives of the operation, The 
basic factors necessary to estimate fiinm for any aerial survey 
project, are based on how mech territory is to be surveyed. 

Once the sise of the territory is know, the problem is relatively 
sizple, and one which is femiliar to every aerial photographer. 
These first factors were known, but because the elevation of the 
terrain in the unexplored areas was not mown, the problem 
renained indeterminate, It was, of course, very desirable to 

fiy the airplanes 20,000 feet above the terrain, This was impossi- 
ble for the PEM's as their service ceiling is near 15,000 feet or 
more and the elevation of the terrain that was know in the 
interior of the continent in places exceeds 10,000 feet and sone 
mountains are 15,000 feet or more above sea level, It was finally 
decided that the Eastern Group and the Western Group airplanes 
would fly at 13,000 feet if possible, and the Central froup airplanes 
20,000 feat true altitude. It was estimated thet the Central 
Group would be able to fly a total of twenty-four radial flight 
sectors, weather permitting, from thd Base at Bay of Whales extend 
ing 750 miles from Base and roturn. It was also estimated that the 
Wing Groups, even though with one-half as many airplanes each, by 
commencing operations earlier and continuing later than the Central 
Group, could each fly an equal nunbor of flight miles. The total 
number of nautical miles thus estinated was 108,000 niles. With 
all the unkmown factors and uncertain weather conditions considered, 
it was decided to base the amount of film needed on these estinates 
and the fact that with oxygen, the airplanes should be able 

to fly at least 5,000 feet above the terrain. These assumptions 
established a basis for the filu, chemicals, paper, and other 
material etce for the survey operations. Because the number of 
flights anticipated did not materialise, there was a considerable 
amount of film in excess. Due to insufficient space on the U.S.S. 
BURTON ISLAND to transport all material when that vessel 

evacuated the Base at the Bay of Whales, the following naterial 

was left stored in the Quonset Hut at the Euergency Base at the 
Bay of Whales: 


294 Rolls x 200! Super x Film aero 
2h Rolls x 75! Tri-X Film aero 

123 mls x 75t Infra-red Film aero 
12 Rolls 7™ x «16: Super xx Fils aero 
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KX MISCELLANEOUS MATERIAL 


The following miscellaneous material was also left 
stored in the Quonset Hut at Bay of Whalee (Emergency Camp). 


147 Dogzen 4x6 Ansoo daylight color film. 
10 Gross 10c20 paper. 
2 Safe lights - 8x10 hangar type. 
1 Model "J* Aerial film dryer. 
2 Smith film developing units (94). 
150 1 gal. cans D-76 developer. 
50 1 gal. cans D-19 developer. 
1 10° trimmer. 


1 9x16 contact Printer (Argon). 
2 Inmersion heatcrs (1lov.). 
2 68x 10 trays fenazcel). 
2 11x14 trays (enamel). 


X DIFFICULTIES ENCOUNTERED 


Beoause of low altitudes necessitated by removal of oxygen 
equipment priorto takeeoff from the PHILIPPINE SEA, the inabil- 
ity to reinstall, and the high elevation of tho Polar Plateau, 
several flights expended film before the end of their flight. 

In some instanoes, the altitude of the airplane above the terrain 
was 1700 feet or lese. Bxtra rolls of film were provided but it 
was too cold (minus 20 to 40 degrees Fahrenheit) to unload and 
reload film in flight. Six (6) rolls of film were loaded in 
Plight Number Seven Able (7A), resulting in frost-bitten fingers. 
It was, of course, necessary to load film bare handed. This pro- 
cedure was so slow and oeinful and since no better system could be 
improvised, it was not attempted on any later flights. Gn all 
flights, however, all available spare magazines were carried. 


XI PHOTOGRAPHIC PERSONNEL 


The photographic personnel were experienced aerial photographers 
and were all very anxious to do an excellent job; but the airplanes 
were so cold, sinse the camera compartments were not properly sealed 
against wind-blast, that it was not possible to do any work bare- 
handed, except for very short intervale, which were frequently 
necessary in making notes. It was necessary to move about frequent- 
ly and because of the distance between cameras, eleotrically heated 
flying suita were not practical. The photographer usually waa 
so involved in the operation of the tri-metrogon cameras that there 
was soldom time for operating the oblique K-17 12-inch camoras. 

The 1€m. motion picture camsras became known as the Pilct's camera, 
and considerable Kodachroze footage was obtained with this camera 
operated by the pilot or co-pilot on nearly all flights. It was a 
simple matter to keep these motion picture cameras operating at 
sub-sero outside air temperatures because of the heat inside of 

the Pilot's compartment. 


annex 2 (a) «“6- 


cor 


XII POLOTS 


\ 
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When it was found that the pilots assigned to = 

Operation HIGHJUMP were mt exverienced photographic pilots, 

Captain John H. McElroy, U.S.N., who was assigned collateral bean 

dutiee with the Task Force Staff to assist in planning for 

the photographic operation, went to N.A.S., Norfolk, Virginia, and hey 

gave a series of lectures to the crews. Captain McElroy did Len 

a commendable job in the short interval of time that could be i. 

apared by the crews for these lectures and indoctrination in boy 

photography. There was not sufficient time taken however, for 

the crews to gain enough photographic air experience. It must hea 

be remembered that the shortest course of instruction to qualify 

a pilot for photographic reconnaissance flying during the 

war was six (6) weeks of intensive and cortimued lectures, and 

photographic flying. It is, therefore, strongly recommended 

that for any future operation similar to Operation HIGHJUMP, 

where aerial photography is of such paramount importance, all 

pilots be thoroughly trained and experienced photographic pilots. 

It 1a believed that superior photographic coverage would have 

been obtained if a photographic squadron had been assigned to 

duty with this Task Force. 


XIII ACOOMPLISHMENTS 


Total survey flights 28 Total K-17 6" (Tri-met)Neg.16,92h 
Total F-56 Gremlin Neg. 4,178 Total K-17 12" Kodacoler" 35 
Total F-56 8} Neg. 200 Total P56 83" * " 22 
Total Radar Alt. 35mm Negel,553 Total 50'Mag. * léum,. ® 19 


XIV PERSONNEL 


The important rele that photography was to play in 
Operation HICHJUMP necessitated an officer in charge of 
photography on the Staff. This officer was assigned 10 Octover 
1946, and imeediately commenced the task of organizing the 
Photographic Department. After considerable study of the 
photographic requirements, it was determined that the following 
additional personnel were needed: 


One (1) Photographic Officer for each of the three Task Groups. 
One (1) Motion picture specialist officer or enlisted man, for : 
each of the two Wing Groups. 


Prior to the assignment of the Staff Photographic 
Officer, CinCLantFlt and CinCPacFlt had been requested to assign 
a photographer's mate who was also a qualified aircrewsan to 
each of the twelve Task Force airplanes. A determined effort 
was made to obtain skillful, experienced color and black and 
white motion picture specialists for the three main operating 
groups; but, unfortunately, the required number were not avail= 


able in the Navye A request was submitted to the Marine Corps 
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and two officers were assigned for motion picture wrk, In 
addition, a similar request was submitted to the army, and 
four (4) enlisted motion picture specialists were assigned. 
Only one Navy photographer's mate o>"1d be obtained who had 
specialized in colot photography. Thus it was clear that the 
photographic complement of Operation HIGHJUMP waa to be 
general, *1) around Navy photographer's mates generalising 
in all “ields but specialising in none, It was possible, 
however, to select a nucleus of experienced mens especially 

son the higher rates who were versatile but misty in sore 
fields and refresh them while enroute to the Antarctic. The 
complement was assigned as followss 


Officer-in-Charge of Photography (Staff) 
One (1) Lt- 0.8.8. in MOUNT OLDIPUS 
Officer-in-Charge Motion Pictures (Staff) 
One (1) leteLte U.S.M.C. in MOUNT OLYMPUS 
Central Group Photographic officer. 

Cne (1) Lte(jg) U.S.Ne in MOUNT OLYMPUS 


Photographic officer - Western Group 
One (1) Lte(jg) U.S.M. in CURRITUCK 
Motion Pictures - Western Group 

One (1) C.W.0. U.SeMeC. in CURRITUCK 


Photographic Officer —- Eastern Group 
One (1) Chief Photographer in PINE ISLAND 


+ was obvious that the biggest task to be accomplished was 
in the Central Group. This Group had to transit the ice pack 
to reach the Bay of Whales, mor to the bay ice, unload two AX's, 
haul material, construct a base and airstrip on the ice shelf, 
operate and support six (6) long range reconnaissance airplanes. 


Photographs, in both motion and stills, were required by all 
branches of the Armed Forces of all phases of these operations. 
The fact that the operations of the Central Group were to be 
completed and the Base evacuated in legs than two (2) months was 
indicative of a short but intense pericd of operation. The tw 
Wing Groups had three (3) long vange airplanes and no base to 
build. Hence, the ratio of assignment of personnel was 2-1-) 
for the Central and Wing Groups respectively. The total complement 
of photographic personnel assigned was as indicated on the 
following page: 
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XV PERSONNEL ASSIGNMENTS 


Central Croup 


Three (3) officers (2, U3N; 1, USMC) 

Sixteen (16) Photographers! Matsa 

Four (4) Photographers’ Mates (Aircremen) 

Tw (2) Photographers’ (Marine Corps) < 

One (1) Photographer's Mate (Ships company) 

Two (2) Photographers, motion picture (U.S.Army) 
One (1) Photegrepher's Mate (in BURTON ISLAND) 


U.S.C.G.C. NORTHWIND 


One (1) Chief Photographer (U.S.C.GC.) 
- One (1) Photographer's Mate (U.S.C.G. ) 
One (1) Photographer's late (U.S.N.) 


Total - four (l)) officers, twenty-eight (28) men for Central Group. 


Western Croup 


Two (2) officers (1, U.S.N.3 1, U.S.M.C.) 
Sixteen (16) Photographers' Mates, U.S.Ne 
One (1) Photographer, motion picture, U.S.army 


Total - Tw (2) officers, seventeen (17) men for Western Group, 


Fastern Group 


One (1) officer, U.S.K. 
Fourteen (li) Photographers! yates, U.S.N. 
Qne (1) Photographer, notion picture, U.S.Armye 


Totat ~ One (1) officer, fifteen (15) men for Eastern Groupe 


Grand total of photographic personnel for Task Force Sixty-~Eight —- 
Six (6) officers and fifty-seven (57) men. (The roster of Task 
Force ‘Personnel appears in the appendix). 


XVI POLICY 


Because of the limitgtion of personnel, especially those 
qualified in the more skillful fields, it was an immediate 
necessity to ascertain the qualifications of every man and commence 
a refreshing and training program enroute to the Antarctic. It 
was found that some of the men who had been in' Large organizationa 
such as; Naval Photographic Center, Operation CROSSROADS, 
Photographic Squadrons, Interpretation Squadrons, and Intelligence 

Centers, had been assigned to one type of work so long in those 
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organisations, that proficiency in other fields was seriously 
lacking. Some of these photographers had graduated from the 
Photographic School several years previously but had not op- 
erated a motion picture or atill camera for such a long tine, 
that they were not up-to-date on the operation of the latest 
cameras. All of the officers and chief petty officera were given 
to understand that they must become proficient in the use of all 
types of aerial, motion, and still cameras, and also laboratory 
technique, For instance, there was not an officer or man in the 
Central Group that could crank a Mitchell Yotion Picture camera 
proficiently. This wes important because experience in the 
antarctic had proven to the Staff Photographic officer, that in 
cold temperatures, these cameras could not be depended upon to 
operate electrically. Some of these men had once been excellent 
in various fields of photography years before or while in school, 
but during the war years when specialists were so prevalent in all 
large organizations of the Navy, certain ones had been assigned 
adninistrative, laboratory, plant, or aircrew assignments so long 
that most of their photographic ability as operating photographers 
in the field with camaras was gone. Fortunately, all hands were 
ae to knuckle down and work to regain or better their 
skills, 


The general policy was, and justly had to be, after 
the sen were shaken down to various fields or refreshed to get 
the pictures first at all costs, then process and file then 
later, This accounts for not obtaining names of personnel, 
home town addresses, etc., which were highly desirable and was 
accosplished in a number of instances; but in general, there was 
not time for this, except at the expanse of missing sone 
important part of the operation which had to be photographed es 
it occurred. 


fhe Officer-in-Charge of Photography, who had been 
relegated to strictly adainistrative positions for the last six 
(6) years, frequently operated motion or still cameras; otherwise, 
sone important aspect of the operation would not have heen 
photographed. This also applies to the Officer-in-Charge of 
Motion Picture Photography, who often operated an Eyemo cameras 


XVII BASE OPERATIONS 


The Staff Photographic Officer, Lieutenant C.C, SHIRLEY, 
transferred to the 0.3.8. YANCEY (AK93) at 2200, 16 January 1917, 
with the following listed photographic officers and men to 
photograph the entry of that vessel into the Bay of Whales, and 
subsequently, unloading activities, and the construction of the 
Base on the ice shelf: , 
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These men were divided into two (2) twelve (12) hour shifts 


iste Lieut. HK. ANGLIN, U.S.C. 


WEED, A.D. 
JOHNSON, B.E. 
MEDING, J. (N) 
RIZZOLLA, L.M. 
MALONE, T.E. 
PETERSON, R.F. 
SACK, NeFe 
POLLACK, J.lé. 
WALTERSDORF, J.M. 
SHIMBERG, J. (N) 


PHOKG 
PYT., USA. 
PYT. > U.S.A 


to obtain twenty-four (2) hour coverage of unloading and 


construction activities. 


the other by Lt. Anglin. 


One group was headed by Lt. Shirley, 


XVITI. PHOTOGRAPHIC MATERIAL TO U.S.S. YANCEY 


Mitchell'ts 


Graflexe 
Medalist's 


PERV REN NUMAN MENS 


60 Rolls 00" 
20 «Rolls 100! 
100 Rolls 100: 


complete with 8-400' 


Kodak 35mm. Lt. 2 

Mitchell heavy duty tripods. 
Professional Junior tripods. 
Exposure meters. 

8} F-56 with magazine. 
K~20's, one equipped with focusing nount. 
Graflex typecut film holders, 
& wilt batteries, 

12 wolt aircraft battery 


Super XX 35am. Baw, 
35mm. Baal. 
iésm. Kodachrome. 


150 wWagazines 50° lémm. Kodachrome, 
100 Packs k x 5 Baw film. 

5% Doz. 2» 5 Kodachrome. 

20 Rolls 620 Ansco color. 

320 Roils 35mm. Kodackrome for Kodak 35m, 
S Rolls 7° x 125* Baw for F-56 64" 
hs Ros 53% 20' Baw for £-20 

80 wNunber 5B flashbulbs. 

€8 Number 5 fiashbulbs, 

12 Rolle 5é"x 9* Baw for K-20. 
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Ryemo's complete with case plus 12 volt motor. 
400' magazines for Ryem. 


magazines. 


Cine Suecials complete with 2-100* magazines each. 
Auto-load Speedsters,. 
Speedgraphics complete with flash. 
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In the meantine, the following listed personnel remained 
on board the U.S.S. MOUNT OLYMPUS, under the direction of Lt. (jg) 
R.C. TIMM, CTG 60.1 Photographic Officer, to process, handle, and 
fille negatives and prints and in general, operate the Central 
Group's photographic laboratory: 


BOWE, 0.F. 12 02 12 cPHOM 


HAYDEN, L.H. 263 56 79 PHOM. WAWODYLO, WeH. 3007506 PHoOW 
TURNER, WR. 262 9693 PHOML GILLASPY, J.L. 557 40 29 PHOM3 
TEIOAN, B.(n) 362 6158 PHOML PATTERSON, B.H. 968 5656 PROG 


4s soon as the U.S.S. YANCEY nosed into the bay ice 
imediately astern of the 0.S.C.0.C. MORTHWIND, Lt. Anglin and 
a@ party went onto the bay ice to obtain as many views as possible 
of the mooring operations; the remainder of the persomel covered 
the operations from the ship. 


The electric motor of the Mitchell camera, operated 
by Lt. Shirley, slowed down to half speed; it was inmediately 
removed and the camera hand-cranked. 


XIX =PROTOGRAPHIC ACTIVITIES ON THE ICE 


During the first few hours after the ship coupleted 
mooring, unloading operations moved at such a rapid pace that it 
was necessary to utilise all hands of the photographic party to 
obtein proper coverage, instead of one shift turning in. 
Txportant transportation equipment, already on the whips, went 
over the side from four different places at the same tine and 
it was important to obtain coverage of all this equipment as it 
hit the ice. Various pieces were behaving differently and all 
branches of the Armed Forces wanted photographs of it. The mtor 
transport that did not bog dom, soon began to haui material to 
a safe distance away from the edge of the ice. It was soon 
obvious that the Photographic Department was going to need trans 
portation to keep up with the operations. 


The following morning, 18 January, a Weasel was assigned 
to the Photographic Departaent. The elecrically operated Mitchell 
waa mounted on the bow of the Weasel and one (1) of each of 
the following cameras was kept in it, in a ready condition at all 
times; Eyemo, Speedgraphic, Speedster, and Medalist. In the mean- 
tine the U.3.S. MERRICK arrived and commenced unicading operations. 
If it had not been for the Weasel, there would have been very poor 
coverage by this time as operations were moving so fast and over 
euch a large territory, that it would have been impossible to movs 
heavy cameras, or even personnel, from place to place fast enovgh. 
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Coverage was quite satisfactory up to date by this time to 
permit a visit to the Base of the United States Antarctic Service 
Expedition 1939 - 1941. During the filming of some interiors 

in the old camp, one of the Fyem cameras froze up at a teaper- 
ature of minus 26 degrees Fahrenheit, It was noted, that as 
cameras were brought to the surface, lenses fogged over fom 
condensation in the warmer atmosphere on the surface of the shelf 
ice. 


All of the exposed motion picture fila and still neg- 
atives were to be sent back to the United States via the 
NORTHWIND, which was now ready to depart for a rendeszvous with the 
U.S.S. PHILIPPINE SEA, north of the ice packe Shelby, PHOML 
was recalled from the NORTHWIND to augment the force of photo- 
graphers on the ice. By this time camp construction was well 
underway, which necessitated a headquarters for the photographic 
unit there as well aa at the side of the ships. Until a photo~ 
graphic tent could be erected, one of the unoccupied pyramidal 
tents was usede 


The U.S.S. MOUNT OLYMPUS arrived and moored to the ice 
on the morning of 20 Januarye On 21 January, all of the ships 
unmoored and left the Bay of Whales for the safety of the open 
Ross Sea, because of the turbulent ice and wind conditions. All 
of the photographers, however, mved up to the Base to continue 
coverage of construction operations and moving of supplies fom 
the bay ice to the Base. The ehips returned and moored again on 
22 January and continued unloading operations. By this tine, 
complete coverage of mooring and unmoring had been obtained, but 
it was desirable, if possible, to repeat coverage of all operations 
for documentary purposes, as it might be needed. Also, it was 
desirable to be ready to cover any accidents which might occur dur- 
ing an operation the magnitude of mooring a ship to the ice. 


Coverage was obtained of Divine Services which were 
held upon completion of the Base. The generator available permitted 
the use of only 3,000 watts of light; consequently, Shelby made 
interiors of the church service with the Mitchell at £2.3 at 2hfps. 
On 27 January, the two (2) twelve (12) hour shifts wore discontimed 
as most of camp construction and unloading was nomplete and good 
coverage obtained. Accordingly, a crew was organised under Lt. 
Anglin to obtain various subjects in motion and still pictures 
of camp activities; living conditions, etc.. The crew assigned for 
this purpose was as follows; 


MALONE, T.H. PROM (motion pictures) 

WALTERSDORF, J.H. PVT. (mtion pictures) 
SHIMBERG, J. (K) PVT. (mtion pictures) 
PETERSON, R.Fe PHOM? (still pictures) 
RIZZOLLA, Lei. PHOML (still pictures) 
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Lte Shirley and the following personnel obtained 
documentary and general coverage of construction activities 
and commenced to prepare naterial for the arrival of the RuD-5'a: 


WEED, A.E. CPHOM MEDING, J. (N) = PHO. 
JOHNSON, E.B.  CPHOM SHELBY, A.D. PHOUL 
PATTERSON, R.H. PHOM3 POLLACK, JeMe PHOMS 


By the afterncon of 22 January, most of the personnel 
on the ice were sunburned, some quite severely, except those with 
good beards. Sack, NoF., PHOM2 was relieved by Teigan, B,, PHN 
and sent back to the MOUNT OLYNFUS to recuperate from sunburn, 


The morning of 30 January, the first too RD airplanes 
arrived, and shortly afterward, it was decided that the thin- 
akinned shins of the Central Group must leave the Bay of Whales 
and clear the ice pack and Ross Sea before ice conditions wuld 
prevent their leaving. Only encugh personnel were to remain on 
the ice that could be evacuated on the one (1) icebreaker which 
would take then off later, after completion of the Aerial Survey 
Programe 


It was directed that only one photographic officer and 
four (4) men in addition to the six (6) in the flight crews, could 
remain during that period and that all other photographic wrk was 
to be subjugated or stopped, if necessary, to support the Aerial 
Survey Program. Fortunately, one (1) more excellent photographer 
was obtained when Comeander W.M. HAWKES, Commanding Officer of the 
RUD unit, permitted Lt. A.E. STEIN, USNR to remaine Lte Stein 
arrived with the R&uD unit which he had photographed in lémm, color 
since the unit was organised. It was highly desirable that each 
man be selected as carefully as possible for versatility, 
experience, willingness, initiative, and devotion to duty, because 
at thie point 10 photographers and 2 photographic officers had to 
aupport the photograplic requirements of six RUD airplanes. This 
included flying on survey missions, and accomplishing all the 
other photography possible until they were evacuated. Consequently, 
the following men were selected to remain on the ice from the 


Central Group: 

Fron the RuD Unit (1068.51) 
BOWE, 0.Fs CPHOM HUFNER, FeG. CPHOU 
WEED, A.B. a SWATH, K.C. PHO 
MALONE, T.He Sten MCDORALD, W.L. PHO. 
RIZZOLLA, LM, JANSSON, C.L.  /SGT. USNC 
TBIGAN, Be (N)  PHOML BALDWIN, G.E, SOT. USNC 


All efforts were now turned to rigging the airplanes 
with cameras and photogrphic equipment. At the same tize, 
photographic coverage in motion and still pictures was being 
made of the removal of the wheels fran the airplanes and as ruch 
coverage as possible of all cperations connected with the air 
Program, euch as; fueling, maintenance, pre-heating and starting 
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engines, ss well as activities connected with construction 

and research connected with the airstrip, bearing and loading 
capacity of the gnow and shelf ice surfaces for airplane 
operations. The photographers were determined to photograph 
all of the subjects required by the Operation Plan, if possible, 
in addition ty the Aerial Survey, despite the fact that the 
policy had been changed to eliminate all but the Aerial Project. 
if both could not be accomplished simultaneously. 


The first flight was made and the tri-metrogon 
cameras operated to determine the proper exposure setting, and to 
test mechanical operation for possible malfunctions. Prior 
to doparture of the ships, the following material was put ashore 
in anticipation that the United States Antarctic Service Expedition 
1939 ~ 191 Laboratory at West Base could be activated and that 
a small amount of processing could be done there. It was well 
kmown that cameras, especially those with mechanisms as complex 
as aircraft cameras, are bound to break down or develop mal- 
functions even in moderate climates, that are sometimes never 
discovered until the film has been processed. A camera with a 
defective shutter or a magazine which may begin overlapping 
exposures might be used on several important flights before it 
is discovered, unless the film can be processed and inspected 
frequently. Upon the return of the first flight, it was imor 
tant that the film be developed to determine the proper exposure 
to be used on all subsequent survey flights and to check 
operation of equipment. 


It was doubtful, with the limited personnel 
aveilable, if any processing could be done after fright operations 
had begun. Consequently, a party loaded the necessary materials 
and equipment into a Weasel and went to West Base to develop the 
filme Considerable tine was required to clean out the coal stove 
in the Science Building and melt enough snow for mixing chemicals, 
it was scon apparent that the best that could be accomplished was 
to develop a short test strip from each roll and return to the 
Base with the information prior to the take-off of any flight 
of consequence, The idea of processing any mre film was aban- 
doned as it had taken thirty-six hours (36) te process a short 
test strip from four rolls of film. The proper exposure was 
determined to be 1/300 sec. at £.6.3 on bright, clear days. If 
a force of about four additional men had been available, heat 
could have been maintained all the time in the Laboratory 
Building and subsequent processing wuld have been possible. 


Many other conditions beyond tte control of the 
photographic orficer also adversely affected the photographic 
coverage. Extreme cold reduced note-taking, overcast restricted 
altitudes, as did lack of oxygen, continually changing terrain 
both flat and mountainous, as well as varying altitudes charge 
intervals. Minor things, such as poor briefing facilities also 
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were handicaps. The foregoing is not offered as excuses for 
possible poor results, but to point out the difficulties 
encountered, which, because of the "unknown" were very difficult 
to overcome. 


XX PRHOTCGRAPHIC PROJECTS 
(a) Projects Numbers 1 and 2. 


For tri-metrogon survey of interior, coastline, 
and islands of Antarctica, see Chart Number 1, in the Appendix 
for appropriate coverage. In connection with these tw projects, 
the various operating groups made the following flights and 
photographs: 


CENTRAL GROUP WESTERN GROUP EASTERN GROUP 
28 flighte 26 flights 17 flights 


21,000 aerial neg. 1,0,763 Aerial neg. 8,198 Aerial neg. 


It is anticipated that two (2) 9 by 9 inch contact 
prints of each of these negatives wil be made on double weight, 
waterproof, non-shrinkable paper as expeditiously as possible by 
the Naval Photographic Center, Anacostia, D.C., whose photographic 
complement will be augmented by the staff photographic complement 
of CTF 68 upon arrival in the United States. 


(B) Projects Numbers 3 through 1h. 


Individual letters and reports will be forwarded to 
the various bureaus, offices, and other agencies who requested 
coverage of certain projects. In ali instances, it is believed 
that more than ample photographic coverage was obtained in still 
and potion pictures in both black, white, and color. These 
bureaus, offices, and other agencies will be advised from tine 
to tine by CTF 68 when still and mtion pictures are available 
for viewing by appointed representatives. 


XX ATR OPERATIONS 


Air operations commenced as soon as all of the 
wheels were removed from the airplanes, While standing-by 
for flights, the aircrew photographers assisted in ground 
photographic coverage of all types; consequently, in mmy cases, 
when a flight was ordered, the photographers were not fresh. 
Because of the weather, very short notice was usually given and 
very seldom was it possible for the photographers to turn in for 
a few hours of rest immedistely prior to a flight. When weather 
conditions became favorable, the flights took-off immediately 
or as soon as airplanes could be prepared. In some instances, 
when the photographers took-off, they had been working long 


periods without rest, carrying heavy motion picture cameras or 
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doing other equally strensous work. Upon return from flights, 

it was necessary for each photographer to unload all of his fils, 
place it in cans properly zarked, and in general, prepare the 
airplane in the event of short notice for another flight. Yost of 
the time, other members of a returning flight crew had turned 

in far a complete period of rest and begun another work period 
before the photographers were able to turn in. 


The last flight was made on 2] February 1947. 

During the period of air operations, twenty-eight (28) flights 
and approximately 21,000 negatives were made, exclusive of local 
flights made in the JA-l and OY~l airplanes. For future photo- 
graphic operations in either the arctic or Antarctic Operation 
EIGHJUMF where it is necessary to obtain extensive photographic 
coverage in mtion and still pictures in addition to an aerial 
survey progrem, it is strongly recommended that the following 
be adhered to: 


(1) A larger complement of photographic personnel should be 
provided. Airplanes with installations as extensive as those on 
this operation should be manned by two (2) photographers. 

(2) More adequate pre-flight planning as to exactly what 
territory is to te photographed. Each crew must be briefed thor 
oughly immediately prior to each flight, and interrogated 
immediately afterwards. 

(3) Provide oxygen for higher level operation. 

(kh) Process film ag it is exposed. 

(S) Provide a larger complement of personnel. Recommend 
tnenty-five (25) men for the operation of six (6) airpianes and 
a laboratory, in addition to other photographic requirements the 
magnitude of Operation HIGHJUMP. 

(6) Seal camera compartment against wind-blast and heat to 
about plus forty-five (45) degrees Fahrenheit. 

(7) Install Gremlin recorder in camera compartmente 

(8) Install radio altimeter recorder, a clock, and a compass 
in camera compartment, 

(9) Modify Gremlin recorder to accommodate a 9 by 9 inch. 
magazine and 250 exposures. 

' (10) Install tri-netrogon cameras so that film travel in all 
three camerus is in the game direction in relation to airplane's 
headings 

(11) Improve oblique camera hatch in RLD-5'3 to afford 
earnier accesse 

(12) Install storage space for spare loaded magazines. 

(13) Provide viewing porta on each side of cameras compartment. 


Qn 22 February 1947, all personnel. were evacuated 
from the Base by the U.S.S. BURTCN ISLAND, Because of limited 
space on the ship, it was directed by the Central Group Commander 


that only valuable instruments and exposed film was to be evacuated. 
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Consequently, the following equipment and exposed film was 
loaded on the BURTON ISLAND along with enough unexposed fil 
for coverage of the BURTON ISLAND'S passage thw ugh the ice pack: 


21 K-17 6" 

4 K-17 12" aircraft cameras 

2 F-56 aircraft cameras 

6 F=56 Gremlin recorders 

2 K-20 aircraft cameras 

3 Mitchell motion picture cameras 

3 Cine Special léxm. motion picture cameras 
S Byemo motion picture cameras 

5 Speedster lémm. motion picture cameras 
5 Medalist cameras 

2 70DA lémm. motion picture cameras 

2 Kodak 35mm. 

5 Speedgraphics 

1 Graflex 

18x10 view 

2 Cine magazine, motion picture 

2 Cones, aircraft, complete with lens and 

shutter K-17 125,° 


XXII JETTISONED CAMERAS 


While flying an RLD-5 airplene, BuNo. 12415 
about sixty (60) miles east of the Base on 20 February 197, 
on @ magnetometer flight, lst. Lt. B.D. PITMAN, USKC, ordered 
the following listed aircraft cameras jettisoned when an engine 
failed and there was some delay in feathering the propeller: 


Four (lh) K-17 6" aircraft cameras 
Eight (8) ASA eircraft camera magazines 
One (1) View finder 


XXIIT SUMMARY OF ATR AND GROUND OPERATIONS 


During the period from the departure of the 
Central Group ships on 6 February 1947, until 23 February 1947, 
ten (10) photographers! mates and two (2) photographic officers 
accomplished the followings 


(a) Exposed 39,500 feet of motion picture film. 
)} Meade 21,000 aerial negatives. 
c) Took 900 still negatives. 


Aerials, motion and still pictures were taken of the 
transit of the BURTON ISLAND through the ice pack. 


Because 02 heavy swells, mo material other than 
personal equipment could be transferred from the BURTON ISLAND 
to the MOUNT OLYMPUS after rendezvous with that veszel north of 
the ice pack. The following listed photographic personnel who 


Were evacuated from the Base were transferred to the MOUNT OLYMPUS: 
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Lt. c.c. SHIRLEY Lte A.B. STEIN 

BOWE, 0.F. CPHOM RIZZOLIA, L.M, © PHOM 
WEED, A.B. CPROM SWAIN, K,C. PROM 
JANSSON, C.L, /SCT. USC MCDONALD, W.L. PRO 
HUFNER, F.G.  CPHOM TEIGAN, B. (H). PHOW 


MALONE, T.H. PHO. BALDWIN, G.E., SGT. USMC 


These officers and men were immediately organised and 
began the task of bringing the files up to date. At New Zealand, 
the exposed film and photographic material left on the BURTON ;*™ , 
ISLAND was traneferred to the MOUNT OLYMPUS, except for the 
following whick that vessel transferred to the MERRICK: 
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Jmnediately after departure of the MOUNT OLYMPUS fron 
New Zealand, the photographic personnel were organised into two 
(2) twelve ‘(12) hour shifts, working seven (7) days a week in an 
attempt to complete processing all acrial and still film, and to 
complete filing all stills and print sufficient photographs 
for complstion of Task Force reports before reaching the Canal 
Zone. 
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XXIY, MOTION PICTURE SECTION 


At a Staff conference held on 3 Nowamber 1916, when 
objectives of the entire operation were fully discussed, it 
becaze apparent that a feature length motion picture of 
considerable value to the Armed Forces and of interest to the 
public could be produced in addition to historical, technical, 
and training films. The initial problem was to photograph the 
operation in a manner to insure continuity in recording a 
running 3tory involving the activities of thirteen ships anc 
4,000 men over a period of six months. The general requirements 
were written into the Operation Plan outlining certain motion 
picture footage which would tend to weld together a series of 
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unrelated technical pictures into feature length mtion picture 
in both color and black and white. Special emphasis was placed 
upon obtaining newsreel coverage highlighting the activities of 
the entire operation. Therefore, the motion picture mould 
necessarily consist of the types of coverage previously mentioned 
taken in such a manner that any one type wuld compliment the 
others. The inability of the Navy to furnish mtion picture 


, specialists necessitated the Task Force to request qualified 


motion picture cameraman fran the Army and Marine Corps. One 
additional photographic officer (Chief Warrant) USMC witb motion 
picture experience, and four U.S, Arty mtion picture technicians 
were obtained. These mtdon picture specialists were distributed 
in the Task Force in a manner to insure professional coverage from 
the beginning and to act as instructors, if neceasary, in training 
other assigned photographic personnel in the method of coverage 
for production and newsreel footagee The interest shown, and the 
ability demonstrated in obtaining motion picture coverage by all 
photographic personnel in the Central Group was most commendable, 
Since there were no public relation: personnel in any capacity 
attached to motion picture photography, it became, fom the beginn 
ing, the duty of the photographers not only to take pictures, but 
to plan sequences; lay out the story both in written form and to 
record commentary inforsation, and at the same time keep in mind 
the continuity to last over a period of six months. Only by all 


hands exercising great seal and paying strict attention to duty 
could this program be successfully carried oute 


During the first part of Moverber, in compliance with 
&@ Task Force request, Commander C,H. CLARK, Officer in Charge 
of Training Pilms, Navy Department, called a conference of 
various Bureau personnal to discuss training rilm requirements 
on the Operation. The Task Force Photographic Officer and Motion 
Picture Officer attended this conference. As a result of this 
reeting held in the Office of Public Information, many additional 
requests for desired motion picture coverage were discussed. Also, 
a promise was exacted from the Office of Public Information to 
furnish wire recorders for field use. Two recorders were placed 
aboard the MOUNT OLYMPUS under the supervision of Task Force 
Communications. These were unable to be removed to the ice shelf 
because of their continuous use in recording radio broadcasts, etcos 


The first motion picture coverage of Task Force Sixty~Eight 
began on 17 November 196, when the Naval Photographic Center 
complied with a Task Force request to photograph the activities 
of Task Force personnel engaged in training a9 sled dog hmdlers 
near Tamworth, New Hampshire, and to establish background footage 
pertaining to the dogs that were taken on the expedition. This 
coverage extended to the transfer of personnel and sled dogs from 
the Chinook Kennels to Boston and thence to Norfolk, and terminated 
when the Task Force departed Norfolk on 2 December 1946. 
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About the middle cf November, an outline of mtion 
pictures to be obtained prior to the departure of the Task 
Force for the Antarctic was distributed to photographic officers 
of the command ships and to the Office of Public Information. 
This outline was designed to place before the public a preliminary 
introduction to the Task Force and its objectives through the 
medium of the newsreels, When advised by the Task Force, the 
office of Public Information notified all newsreel companies of 
Task Force activities and locations. A nuuber of representatives 
of these companies participated in covering the operation until 
the ships! departure from Norfolk and San Diego. As a result of 
these efforts, subsequent reports indicate that the Task Force 
received wide-spread newsreel publicity throughout the United 
States and some of this footage was shown in foreign newsreels, 


From a photographic standpoint, whether successful or not, the 
definite departure in motion picture procedure in this operation 
from war time principles to peace time necessities should be 
discussed. Heretofore, the Office of Public Information had 
headed motion pictures with experienced scenario writers, 
directors, and photographers on a Naval operation of any con- 
sequence, and ordinarily, several newsreal companies would be 
represented. However, this Task Force was to rely entirely upon 
services of general photographic officers and anlisted photo- 
graphers plus four Army motion picture cameramen to fils one of 
the most comprehensive mtion pictures ever undertaken by the 
service. Through the efforte of interested pa..'s outside the 
Task Force, one cfficial pamphlet pertaining to .otion pictures 
was received just prior to departure Norfolk. Some well knowm 
elenentary policies were discussed in this pamphlet. Although 
these instructions were well received and studied by all photo- 
graphers, it was found that they were, in effect, restatements 
and slight enlargements pertaining to subjects and policies 
pfeviously outlined in the Task Force Operation Plan. General 
conditions in the Antarctic and operational details involved, 
which this pamphlet should have embraced in detail but did mt, 
can only be written by one with comprehensive Antarctic experience, 


When the Motion Picture officer reported to the LOUNT 
OLYMPUS at Norfolk, 27 Hovember 1946, it was discovered that 
the motion picture equipment was aboard but some film had not 
been received. The inability of the Naval Supply system to make 
final deliveries of tilm quantities in speed groups or dered 
caused concern, This resulted in the redistribution of film in 
the Task Force where possible. The substitution of speed groups 
of the majority of 35mm. film received was too high for quality 
reeults under photographic conditions that were to be encounter- 
ed in the Antarctic. After unsuccessful attempts to obtain qunat- 
ities of 35mm. film at Panama, a division of 400* stock was 
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affected with the PINE ISLAND group which had received only 

a small amount of ita original order. By conserving this filn, 
it was anticipated that both the Central Group and Western Group 
might have enough to last until another supply could be furnished 
by the PHILIPPINE SEA which was ordered by diapatch for distribu- 
tion later to all command ships. The mtion picture cameras were 
checked for repair and accessories were inventoried. Some minor 
maintenance was necessary on the Eyewo and Mitchell type cameras, 
but all were in running condition within a short time, The Cine 
Special and Speedster type cameras were found to be in good 
condition from the beginning, 


Motion picture coverage of the loading and preparations 
for departure were made on board and in the vicinity of ths 
various ships. Enroute to Scott Island via the Panama Canal, 
numerous phases of shipboard activities were filmed and a constant 
schooling of personnel in the handling of mtion picture equip- 
ment and methods of coverage conducted. The high-lights recalled 
of the trip consisted mainly of canal transit, stay in Panama, 
reunion of the three Husky puppies with their mther aboard the 
MOUNT OLYMPUS at Panama after being stolen in Norfolk, crossing 
the line ceremony, refueling at sea, Christmas, first icebergs 
encountered, demonstration and issuing of cold weather clothing, 
and navigating through fog and icebergs. Short scenes of personnel 
activities from Norfolk to Scott Island were taken in an effort 
to create a "transition" of the gradual change in weather, the 
preparations for transiting the ice pack, and at the same time, 
planning and photographing sequences designed to combine and 
hold together in one continuous story the highlights mentioned 
above. The first whale was sighted 2l, December, but was not close 
enough to the ship to photograph. Although every effort was made 
to photograph whales and bird life, very little, if any, present- 
able footage was obtained of these subjects while enroute to the 
Antarctic, 


Upon entering the iceberg and sea ice area on 26 December, 
@ photographic watch was established on the MOUNT OLYMPUS and 
maintained throughout the entire time the Task Force slowly 
progressed through the ice pack to the Ross Ice Shelf and the Bay 
of Whales which was reached 15 January 1917. This proved to be 
a cold and uncomfortable vigilance for all photographers, but 
the cameras were manned enthusiastically and often when one was 
relieved of the regular watch, he obtained another camera and 
proceeded to stand an unofficial watch for hours at a time. By 
this method, it is believed that the story of the ice transit 
has been thoroughly ard efficiently photographed both in color 
and black and white. 
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By the time the rendesvous af the ships of the Central 
Group was affected at Scott Island, 32 December 196, photo- 
graphic personnel showing the most interest and adaptability 
in using motion picture cameras were tezporarily assigned to 
take motion pictures. These photographers, totaling five, in 
addition to the two Amy technicians, were drilled daily in 
many phases of motion picture cameras and especially the value 
of employing a variety of lenses, angles, and distances; the 
importance of slating and writing up data sheets; the selection 
of events concerning an activity, which was the most important 
to photograph; the trick of anticipating action in a given set 
of unrehearsed circumstances and previously placing themselves 
at vantage points. 


The Staff Motion Picture Officer, the two Army camsra~ 


men, and one still photographer transferred with the Flag fron 
the MOUNT OLYMPUS to the NORTHWIND on New Year's Eve, 1946, to 
obtain coverage of transit through the ice pack from tho ship. 
Both color, black and white motion pictures and still pictures 
were taken from the air as well as from aboard the NORTHWIND 
' @uring the fifteen days the Central Group wrked ita way 
through the ice pack. A constant watch was maintained by these 
four photographers during the transit. The regular wriing hours 
of all hmds was between the hours of 0600 until 2400, after 
which time, one man was left on watch and would employ any or all 
cameras if necessary. In the event that more help was considered 
necessary, one or more of the remaining three photographers would 
be called to assiste Almost every night these men had to be 
ordered to go off watch and turn in. Their enthusiasm was so 
great, that they insisted on staying on deck constantly. 


The arrargement of coverage on the MOUNT OLYMPUS and 
NORTHWIND constituted excellent long distance team coverage for 
photography as it afforded reverse angles in the difficult 
problem of filming the story of the icebreaker clearing a path 
for the other ships, and the method of extricating ice-bound 
ships from two angles. 


Both still and mtion pictures were made of difficulties 
surrounding the experiences of the submarine SENNET and its 
eventual enforced retirement from the Task Force, Reverse angles 
ware obtained from each ship, that is from the NORTHWIND and tho 
SENNET. It is believed that every conceivable phase of the ice 
pack transit of the Central Group was thoroughly photographed. 

A boom was rigged ower the side to obtain a better view of the 
bow of the icebreaker in action cutting a path through ice, so 
thick that often the KORTHWIND would "stall". 


1s January 197, the Central Group ships broke into 
navigable waters of the Ross Sea. The Flag returned to the 
MOUNT OLYMPUS Late in the afternoon of the lth. AJ] exposed 


film was taken to the MOUNT OLYMPUS for packing and shipping 
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at the first opportunity, The next day, the Motion Picture 
Officer, one Army camerman, and one still photographer 

returned with RAdm Cruzen and others of the Statf to the 
NORTHTIND to enter the Bay of Whales. This proved to be one 

of the most singular tasks of the entire trip for tho NORTH- 
WIND and consequently, afforded excellent photographic 

subjects. The bay was frozen over solid with bay ice, ranging 
from five to ten feet thick. The NORTHVIND began the task of 
breaking and clearing out huge sections of this ice to afford 
the Central Group's ships ample space to enter the bay and mor. 
The first party on the ice consisted of four staff and Observer 
Officers from the MOUNT OLYMPUS. These officers were photo- 
graphed ag they Left the NORTRWIND for the shelf ice in search 
of a suitable site for a landing strip and camp. Three aerial 
(helicopter) flights were made on this date, fran which both 
motion and still pictures were taken of the entire area as well 
as showing the NORTHWIND breaking up and clearing the ice out of 
the Bay of Whales. Also, one MOUNT OLYMPUS photographer and 
three NORTHVIND photographers went onto the bay ice and photo— 
graphed the landing party as well as the sections of the NORTH 
WIND clearing the bay of ice. On the evening of the 17th of 
January, the NORTHWIND had the Bay of Whales sufficiently cleared 
to permit the YANCEY to enter and ooor without incident. 
Consequently, the Staff Photographic Officer, the Motion Picture 
officer, and eight photographers transferred from the MOUNT 
OLYAPUS to the YANCEY for this operation, These eight photographers 
and two officers covered many aspects of operations on the ice 
with motdon and still pictures from 17 January to 6 February, 
when some of them were shifted from the camp site to the ship in 
order to evacuate the MOUNT OLYMPUS, YANCEY, and HERRICK from the 
Bay of Whales and the Ross Sea before freezing conditions became 
serious. 


In discussing briefly the personnel for this operation, 
it is pointed out that the number of personnel was far below that 
which the motion picture coverage required, These men, operating 
under extremely adverse field conditions, put in consecutive 
working hours which would ordinarily require two and one half 
times that mumber of men employed under average conditions. Thirty 
consecutive hours without rest was not wnusual, with a madmm 
of fifty-six hours recorded for one CPHOM and fifty-two for one 
PHOM. Because of the long hours, the cold and fatiguing conditions, 
after photographers had willingly and voluntarily remained on the 
job, their efficiency was somewhat diminished after the first 
twenty-four hours. When men became fatigued so that results of 
achievementa might be affected, they covered activities of less 
importance und a photographer moore refreshed, when available, 
assumed the duties cf the first cameraman, To the reader who 
may not be familiar with tke numerous and simultaneous projects 
requiring motion picture photography at the Base and vicinity, 
it might be surmised that the eight men and two officers would 
be sufficient for covering all operations without working 
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g0 many consecutive hourse However, because of working under 
normal factors of Antarctic conditions, such as; low tempeiatures, 
lack of communications, scarcity and slomess of transportation, 
the rapid development of engineering and technical projects in 
widely separated areas, the photographic personnel, in order to 
obtain sequence and continuity were required to be on the alert 
and patrol the entire area continuously, mich in the mamer of 
an established sentry patrol. Coupling the above with the fact 
that continuous daylight prevailed, and that part of these sen 
ware shooting still pictures and parallel covergge when possible 
with both 16m, Kodachrome and 35mm, black and white pictures, 

it can be readily understcod that a shortage of personnel pre- 
vailed. Jt must algo be kept in mind that an offort was main- 
tained to record all mtion picture coverage from the standpoint 
of obtaining newsreel footage where applicable and feature 
production and technical information on all footage. All motion 
picture coverage was made from all three standpoints, The 
results of this endeavor wil) be interesting, especially when 
viewed from the fact that these photographers had, at the beginn= 
ing of the operation, only elementary knowledge of motion pictures. 
Although it is to be hoped that the objectives were attained, the 
important part at this. time is the fact that these men ahoved 
keen interest, personal initiative, and pride of profession in 
their voluntary willingness to forego sleep and rest so that no 
desirable motion picture footage would be lacking upon completion 
of this operation. The aduirable characteristics shown by these 
men are worthy of the highest preise. 


XXV MOTION PICTURE FILM 


The bulk of the motion picture film ordered in October 
1946, was not received until delivery was made via the 
PHILIPPINE SEA and NORTHWIND, arriving in Little America 31 
January 197. The enforced conservation of the 100 ft. stock 
up to this delivery date will be evident in the scarcity of 
scenes and the shortened sequences in the former and the lack 
of general quality of exposure of the 400 ft. stock of high 
opeed film. These could cause the final production to be some~ 
what inferior in quality production than was anticipated. 


The amount of mtion picture film left at the Base seems 
so excessive that it is felt necessary to include the following 
information. The Central and Eastern Groups left Norfolk without 
receipt of any 35mm. by 00 ft. motion picture flr, However, the 
Central Group received 208 rolls of speed group 100 instead of 
speed group 5C via NATS in the Canal Zone, which was equally 
divided with the Eastern Group. The Chief of Photographic Services 
was immediately requested to send additional mtdion picture film 
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to all. gepups via the PHILIPPINE SEA which was to depart Norfolk | 
in early January. Again speed group SO was requested, because H 
the Central Group did not have neutral density filters to use 

with speed group 100, and it waa doubtful if either of the other 

groups did. An excessive amount of 35mm. by 400 ft. speed group 

100 was received by the Central Group. All speed group 50 

received via the fYI-IPPINE SEA was used, except the 0 ft. rolls. 

Consequently, the following listed film was left at the Base 


because of lack of transportation: 


L428 rolls 00! by 35mm. Speed group 100 

92 rolls 200' by 35m. Speed group 100 
188 rolls 200! by 35mm. Speed group 50 
XXVI SUPPLY 


The inability to deliver quantities of sensitized stock 
on sixty days' notice indicates that, since the cessation of 
hostilities, such stock ig probably not accumulated in large 
amounts as was the case during the war. Therefore, it is 
recommended that, when possible, mre time be allowed Supplying 
Agencies in accumulating and delivering atock to peace time 
operations of such wide scope as Operation HIGHJUMP. 


XXVII MOTION PICTURE CAMERAS 


Only one of five (5) Eyemo cameras performed adequately 
in temperatures below plus ten degrees Fahrenheit, and this one 
(1) failed to operate at about sero degrees Fahrenheit. The 
primary difficulty experienced, with the exception of temperatures, 
was not new or indigenous to Antarctic conditions. On this 
operation, as well as many others, it has been found that the 
35am. Eyemo collects an excessive amount of emuision on the pressure 
plate, resulting in "emulsion scratches" and the slowing and 
choking down of the cameras. It is understood that the Bell and 
Howell motion picture company has manufactured a new type pressure 
piate wnich eliminates this troublee It is recommended that, if 
available, these plates be supplied to all ships ard stations 


now using 35mm. Eyemo and that future camera issues carry this 
special plate. 


XXVOII BASE CaMP PHOTOGRAPHIC HEADQUARTERS FOR USE IN THE ANTARCTIC 


The Base camp headquarters for the Central Group 
on Operation HIGKJUMP consisted of two (2) tent3; one seventeen 
(17) ft, by twenty (20) ft., wall tent used as an operational 
tent, and one (1) fourteen (1h) ft. by fourteen (ly) ft. wall 
tent used as a storage tent only. The main value of getting 
material under housing is to prevent digging it out of drifted 
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snow every time sonething is needed which causes a loss of 
time, 2 great anount of umiccassary worl, and a possible loss 
of valuable materiale 


The following 1s a description of a gerviceable photo- 
graphic headquarters storage and working space for a unit on 
the ice where it is necessary to use tents. One (1) twenty 
ft. by forty ft.,(20' x Ot) circus type, three pole tent, with 
two layers of flooring and about ten (10) inches of air space 
between them for better heat insulation. The walls of this 
tent should have two by four inch skeleton bracing completely 
around the inside of the tent, high enough from the floor, abovt 
four (h) feet, to install cne width of plywood. This skeleton 
bracing and plywood liner is necessary to brace the tent and 
also serve as 22 insulator against cold. There should be a 
false ceiling constructed of unbleached muslin or similar material 
installed in the tent toserve as a light and heat reflector, as 
well as an insulator. An entrance should be constructed at each 
end of the tent. One end of the tent to be used for camera 
storage, the center for film and miscellaneous equipment, and 
the other end to be utilized as a work-shop and dark-room. The 
latter section is the only section to be heated. The dark-roon, 
about six (6) ft. by ten (10)ft. can be constructed on one side of 
the rom and the work-shop on the other. A larger, but the same 
type of stove ac used on Operation HIGH] UMP, should be installed in 
this end.of the tent. The necessity for a larger stove is not only 
for adequate heat for comfort, but also for holding a container 
large enough to melt snow to obtain water for the dark-room 
processing. This will facilitate a better and more thorough 
coverage of all photographic coverage projects. A 15 Kw 110 volt 
generator is also necessary for a unit of this type, not only 
for lighting, but to furnish power for shop tools, film dryers, etCee 


XXIK PHOTOGRAPHIC TRANSPORTATION IN ANTARCTICA 


A photographic unit based on the ice, as was that of 
the Central Group on Operation HIGHJUMP, should be equipped 
with transportation, independent of the regularly assigned 
transportation unit. The field of coverage 1s so great and the 
necessity of having photographers in several places at once, 
makes transportation as important to a base photogranhic unit 
as its cameras. 


The first day on the ice, the photographic unit was 
fortunate enough to secure and retain a Weasel for transportation, 
with the exception of one week, for the entire operation. There 
were only eight vehicles for personnel on the operation. After 
several of them had broken down, it was necessary to recall all 
vehicles and enter them into a transportation pool with assigned 
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drivers. It was then up to the Photographic Officer to try 
to anticipate the necessary photographic coverage for twenty 
four hours in advance in order t& insure transportation at 
the proper time. A3 a result, there were several isportant 
events that had to be reenacted in order to get the necessary 
coverage, causing hardship for all concerned. 


After the ships of the Central Group had left the Bay 
of Whales enroute to Scott Island, the transportation problem 
eased up again, and the photographic unit was again fortunate 
in securing transportation. The photographic work progressed 
with greater efficiency and a greater field of coverage was 
obtained in generale 


The type of vehicle used on Operation HIGHJU&P for 
personnel transportation and light cargo, was the Army "Weasel" 
Specification W290-Cargo Carrier (refer War Department Technical 
Manual TE9-772). Thia type vehicle proved highly satisfactory. 
Photographic coverage as obtained would not have been possible 
without the Weasel. 


(a) A 35mm. Mitohell Tripod was mounted on the frort of the 
Weasel affording camera elevation of about ten (10) feet from 
the surface of the smwe With the Mitchel] mounted in this manner 
it not only afforded better coverage because of the elevation, 
but far greater coverage in a Large field of activity by being 
able to move the Weasel with the Mitchell camera in a mounted 
position. Although the Weasel is an excellent vehicle for an 
operational photographic unit in the Antarctic, it is recommended 
that the following modifications be made: 


(a) Install a solid top to accommodate a working space 
for a mtion picture camera and operator. 

(b) Remove all excess goar from the inside of the cargo 
compartment and install racks for spare film and cameras. 

(c) Install a magazino loading dark-box on the engine 
cover to accommdate magazines as large as the K-18. ‘he door 
of this box should open outward to facilitate using the box 
while standing alongside the Weasel, 

(d) ‘Install a 12 volt battery with generator, powered by 
the Weasel engine, with outlets enough to accommodate at least 
two cameras. 

{e) Instati a 5 KVA generator on the stern deck for 110 VY. 
AC. to accommodate the high-speed camera motor and facilitate 
using several lights for interior motion pictures inside of tents, 
buildings, etc., where no other power is available. it is strongly 
recommended that at least one, and if possible, two of these 
vehicles be assigned permanently to any photographic unit that is 
based on ice for operations. Jt is also recommended that each of 
these vehicles be equipped with the Army U-1, one (1) ton cargo sled. 
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XXX = REPORT _ON SUS-ZERO OPERATION OF CAMERAS 


(a) K-17 6 inch (Tri-metrogon) 


The type cameras used in the R&D aircraft for 
reconnaissance survey were new and unused. The cameras were 
received in Norfolk; checked, cleaned, de-lubricated, and re- 
lubricated with a limited amount of ANG~3A grease and AN-0-44 
oil. One shim was removed from the armature shaft of the case 
drive mtor to give more clearance between the end of the 
armature and housing. This was done to prevent binding when 
operating in sub-zero weather, as two different types of metals 
contract different amounts. inis proved highly successful ag 
no malfunctions occurred in the operation of case drives. The 
shutter wind and trip lever coupling assemblies were not checked 
for clearance between coupling shafts and housings, and as a 
result, several of these assemblies froze up at sub-zero temp- 
eratures. In some instances, the shutters slowed dow to a 
speed cf approximately one (1) second. This difficulty was over~ 
come in every camera as it occurred at the Base, by removing the 
shutter wind and trip lever coupling assemblies and increasing the 
clearance between the coupling shafts and housings by using 
emory and crocus cloth. After increasing the working tolerances, 
the cameras operated perfectly at minus forty (~0) degrees 
Fahrenheit. Because of the lack of shop facilities and sufficient 
personnel, it was impossible to prepare all of the cameras as 
mentioned above after the first malfunction; consequently, there 
were recurrences of slow shutters. 


It is recommended that wrking tolerances of close-fitting 
moving parts of cam.ras of this type be made larger when they 
are to be used in sub-zero temperatures; and that cameras be 
de-lubricated and re-lubricated with a minute amunt of ANG-3A 
grease and AN-0-6A ofl. If old, well-worn cameras are used, all 
that is necessary is to remove one shim from the mtor armature 
shaft and re~lubricate with a slight amount of the above specified 
grease and oil. 


(b) K-17 12 inch 


The K-17 12" camsras were old end wall-wrn when 
received but after being placed in service, cleaned; de-lubiicated 
and re-lubricated with a slight amount of ANG~3A grease and 
AN-0-6A 011, they operated perfectly at the Lowest temperature 
encountered (~0) degrees Fehrenheit. 


(c) F956 83 inch (hand-held oblique) 


After receiving these cameras in Norfolk, they 
were cleaned, de-lubricated and re~lubricated with a slight 
amount of ANG~-3A grease and AN-O-64 oil, after which they oper- 


Annex 2 (a) ~ 29 - 


9)593923233) 


v 


r= 
rm 
ge 
‘on 
om 
ram 


ee ee ee ee ee ee ee ee ee ee ee ee De ee ee ee ee ee ee ee ee ee ee ee ee ee ee 


ated perfectiy both on the surface and in the air. 


(d) GREMALIN RECORDER (F+56 20in. cone and drive with 
F+S6 83"lens) 


These cameras were assembled and installed by the 
Assembly and Repair Department Sat Naval Air Station, Norfolk, but 
were not checked or re-Lubricated by this unit, because they were 
reported to have been made ready for sub-zero temperatures. The 
only malfunctioning was the shearing of the taper pins in one (1) 
shutter spring assembly, It is not known if this was caused from 
continued use or the possibility of a freely-moving assembly 
working against a slightly~-bound assembly caused by sub-zero temp- 
eratures. It is believed that the taper pins had crystalized. 


(e) F-56 Nagazines 


These magazines developed the following malfunctions; 
(1) One (1) magazine was found to have been received on board one 
half (4) turn out of time; resulting in no vacuum at the time of 
exposures 
(2) one (1) magazine was returned from a flight with a sheared taper 
pin in the take-up assembly. 
(3) Another magazine sheared a stud in the spring clutch assembly, 


(f) Aerial Cameras - General Recomuendations for, 


It is strongly recommended that ali serial cameras, 
regardless of type, when they are prepared for use in sub-zero 
temperatures, be given greater working tolerances between close- 
fitting moving parts especially where two (2) or more different 
types of metal are working together. This conclusion was derived 
from the fact that the only maifunction caused directly by low 
temperatures, was with the new cameras, which in this instance, 
was the K-17 6 inch camera, 211 other cameras were old and had 
been used extensively and aJi close-fitting, moving parts were 
worn enough to permit free operation; consequently, they did not 
freeze up in sub-zero temperatures. 


OKI stl CAMERAS 


(a) Speedgraphics (4 x5 ) 


These cameras proved very unsatisfactory in low 
tenperatures. At plus ten (10) degrees Fehranheit, the shutters 
became sluggish, and to make them function, it was necessary tc 
advance the shutter speed selectors to 1/400 sec. to obtain a 
working apeed of approximately 1/75 sec. The focal plane shutters 
of these cameras operated efficiently at zero (0) degrees Fahrenheit 
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but at any lower temperatures, the efficiency dropped 
considerably. It is strongly reconended that a special 
camera, similar to the combat graphic be designed with the 
following snutter features for use in an Antarctic operation ; 


(1) A shutter designed with as few working parts as possible. 
(2) Shutter speeds of 1/50, 1/100, 1/200, and 1/00 of a second, 
are all that are required in an Antarctic operation. 


It is believed that a very successful cesign would be 
a shutter similar to one in some box cameras with a strong 
enough scissor spring to operate the shutter at 1/00 sec, and 
a retard pallet as in the aerial camera shutter to reduce speed 
to 1/200, 1/100, and 1/50 sec. This type of shutter would also 
eliminate the cocking mechanism. A contact point flash synchro- 
nizer could very easily be adapted to this type of shutter. 


(b) Graflex 


The operation of the focal plane shutter type 
camera could be used in eub-zero weather if stronger springs 
were used for curtain and tension springs although the mre 
versatile speedgraphic with the shutter recommended in the 
previous paragraph, would be all that would be necessary for 
ah x5 cameras 


(c) Kodak Medalist 


This type camera was not used extensively, except 
by one photographer, who used it for all stills. The Medalist 
proved very satisfactory at the lowest temperature (~23°F,) 
encountered on the ground at the Base. The Medalist is a fine 
supplementary still camera and could be given to trail parties 
and other activities to cover events where photographers could 
not be present. It is suggested that the Model Two (2) be 
used however, as the improvements in this camera make it more 
desirable than Model One (1). 


(d) Kodak #35" 

The Kodak "35%, aithough not very extensively 
used, proved to be, like the Medalist, a hmdy stilt camera for 
those other than official photographers for Baw and color; and 
a very handy cover-up color camera for an official photographer 
to carry when shooting B&y stills. 

DOI MOTION PICTURE CAMERAS 


(a) 35mm. witchell 


The only malfunction of this type camera was in the 
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large new type 12 volt Mitchell mtor. This motor would only 

operate the camera from 12 to 18 frames per second at temp- 

eratures of plus fifteen (15) degrees Fahrenheit. It is 

strongly recommended that the small old type i¢ volt Mitchell 

moter be used in sub-zero weather. This motor operated the 
yitchell camera efficiently at the lowest temperature encountered. 

The friction head tripod is not satisfactory for sub-zero operation. 
It is recommended that the gyro head tripod be used. 


These cameras proved very unsatisfactory for sub- 
zero operations. At temperatures as high as plus fifteen (15) 
degrees Fahrenheit, they would not operate at 2h frames per 
second, and eventually stall completely. 


(c) lémm. Cine Special 


This camera was not satisfactory in sub~zero 
temperatures since it began to slow down at minus three (3) 
degrees Fahrenheit. It is recommended that this camera be 
fitted with a turret-head to accommdate at least three (3) lenses, 
and a 12 wilt motor for power inste= of the spring. 


(d) 16mm, Bell and Howell Auto-load Speedsters 


The auto~load had a tendency to freeze up at 
the lower temperatures, but could be relied upon for efficient 
operation at minus fifteen (15) degrees Fahrenheit. They proved 
to be highly successful "qick fill-in" lémm, cameras. 


(e) Recommendations for Motion Picture Cameras 


For sub-zero operation and for a wide field of 
coverage, when transportation is at a premium as it was on 
Operation HIGHJUMP, it is highly recommended that a small 
portable 12 volt motor drive, quick-load, magazine type 35mm. camera 
te designed to accommdate at least 100 ft. of film. It is also 
recommended that this quick-load magazine be designed similar to 
the auto-load Speedster or the Cine Special, so that it would not 
be necessary to thread film into the camera in sub-zero temperature, 


XXXII SECURITY OF EQUIPMENT AND MATERIAL 


The proper security of valuabie cameras, filn, 
and material, constituted a major problem jn the Antarctic. 
The best security possible on Operation HIGHJUYP was a storage 
tent with a door which was kept locked, and this was not adequate 
security. Before the erection of the tent, material was usually 
stored in a cache on the ice which afforded no security whatso- 
ever. Consequently, photographic material and equipment was found 
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troken into on several cccasions, and a portion of it was 

missing. On future operations, it is suggested that strong- 

boxes be constructed for each photographer. Equipment and 

material could be ‘soued and stowed in the strong-box before 

landing on the icee Of course, it would be very inportant to 

erect a tent or other proper shelter as soon as possible for 

storage of these boxes and for operational convonience against 
bliszards and drifts, Kits similar to cruise boxes should be 
constructed for storage and security of film when it is issued, 

and later when it is exposed. . 


UOXTV RADAR CAMERAS 
Radar cameras were distributed to the following ships 


of Task Force Sixty~Eight for obtaining photographs of weather, 
icebergs, and other obstructions to navigations 


U.S.Se MOUNT OLYMPUS (aco-8 U.S.S. HENDERSON (nD-785 
U.S.S. CURRITUCK (AV=7 U.S.S. BROWNSON (np-868} 
U.S.Se PINE ISLAND (AV-12) U.S.S- SENNET (ss-h08) 
U.S.S. CANISTHO (A0~-99) U.S.S. BURTON ISLAND (Au0-88) 
U.S.Se CACAPON (a0-52) U.S.CeGeC. NORTHWIND (Wag~282) 


XEXV «TECHNIQUE AND HINTS ON CAMERA OPERATION 


a) 
FRY 
my 
ie 
orn, 
( 
Om 
i 
a) 
( 
ai) 
b 
AN 
(a) Never breath on lenses, as breath will condense = 
and freoze and it is very difficult to remove ice satisfactorily 1. 
in sub-sero temperatures. The same precaution applies to eye Joey 
pieces and focusing screens. form the habit of breathing through : 
the mouth when using a Graflex and keep the mouth outside of the loon 
hood, It is very difficult to clean a lens outdoors in the normal 
manner, as heat transmitted from the hand through the lens paper heey 
causes condensation and icing of the lens surface. The hand 
should be insulated with a mitten when cleaning a lens in sub- be 
zero weather. bem 


(b) Never take a warm lens out to photograph a blizzard 
or snow storm as the drifting snow will molt upon contact with 
the warm lens surface. If a cold lens is used, tho snow will 
bounce from the surface and cause no ill effects whatevere 


(c) All diaphragm leaves must be free of oil and grease 
and the index control ring should be made as free as possible. 


(d) It is best to keep all of the cameras for outdoor 


use stored at outside temperatures. In sub-zero weather, if a 
cold camera is taken into a warm building, condensation will 


Annex 2 (a) - 33- 


PIPVIVIDVIIIIIIFIFIF IF FIFFF FFF GF4747IF4IIG8 III! 


immediately form. Considerable time is required for thawing 

and drying before it may be used again, either inside or outside. 
If a camera must be taken indoors, it should be insulated to 
permit a gradual thawing. On the other hand, no harm is done by 
taking a warm camera outdoors if there is no drifting snow or 
snowfa.l, 


(e) Keep bare skin of face and fingers away from the 
unpainted metallic surfaces of cameras in sub-zero weather. 


XOXVI PUBLIC INFORMATION PICTORIAL SUMMARY 


Following the issue of the Navy Department press release 
announcing the 1947 Antarctic Development Project, an invitation 
was extended by the Pictorial Section of the Office of Public 
Information to all the major still picture outlets to participate 
on either individual or pool basis. At the time, the Motion 
Picture Section invited all major newsreel companies to send 
representatives. In view of the extended period of the Operation 
and the expense of maintaining a representative in the field, 
none of the still or mtion picture companies elected to participate. 
There was general agreement among the companies that extensive 
Navy plans to cover the Operation eliminated competitive advantage. 
Metro-Goldwyn-Mayer expressed an interest in making a feature or 
featurette from Navy footage. Mr. Fred Sparks performed a dual 
function as reporter and photographer for Colliers and Look 
Magazines, but his status aboard was that of a correspondent. 


Complete working-press still and mtion picture coverage 
of pre-departure and departure activities of the Task Force was 
obtained. Special Navy coverage was requested and supplied. 


Enroute Panama, ships of the Central and Eastern Groups 
were requested to obtain as many candid portraits and individual 
action close-ups of key officer and enlisted personnel as possible 
prior to arrival. approxinately three hundred fifty of these 
plus a selection of pictures of general news interest were forwarded 
by air to Washington, for hometown and general release, from Panama, 


Rnroute back to the U.S., prior to arrival in Panama, 
a three-hour daily, except Sunday, radiophoto schedule was 
initiated with Washington and maintained, except tor occasional 
lapses due to atmspheric conditions until 6 March. Radiophoto 
units in San Francisco, Honolulu, and Guam participated in the 
schedules and frequently relayed pictures to Washington, when 
conditions precluded direct contact. A total of one hundred ninety 
pictures, which are in effect, a picture history of the highlights 
of the activities of the Central Group of Task Force Sixty-Eight, 


Annex 2 (a) -3h- 


were transmitted during this period. This figure is broken 
dom by months: 


December - 62 January - 73 February - 18 March = 7 


To expedite release to the public, all films, still 
and motion pictures in black and white and color, exposed up 
to the time of the arrival of the U.S.S. PHILIPPINE SEA in 
the vicinity of Scott Island was placed sboard that carrier 
for return to the United States. This shipment included 
photography from all units of the Task Force. A complete 
file of ail radiophoto prints transmitted up to that time was 
forwarded also, so that transmission quality could be judged. 


In the course of the Operation, advantage was taken 
of occasional rendezvous cf units from different groups to 
affect the transferring and forwarding of pictures to the flag- 
ship for radio transmission. Pictures of the PBY crash 
survivors and of a helicopter mishap are cited as examples. 


On the return voyage, picture releases were prepared 
and issued at the two ports of call, Wellington, New Zealand, 
and Panama. 
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Wore than 4,000 contact prints, representing the Jon 
black and white still coverage of the Operation were mounted dn 
on file cabinet sise cards, captioned and classified by subject 
by the photographic staff. This is regarded as an ideal presentation hon 
of photographic material for quick inspection. This file was 
flown to Washington from Panama to facilitate screening by the Jon 
working-press. A selection of approximately four hundred contact hay 
prints were supplied the Pictorial Public Information officer 
and will be made into a similar file for permanent retention in than 
the Office of Public Information. a 


XKXVII . FUM 
(a) Motion Picture 


brittleness of fiim from cold and dehydration 
necessitates extreme care when loading and threading a mtion 
picture camera. If the camera is not loaded exactly right, the 
film will break. 


There is a tendency to load and thread a See rapidly 
because of the necessity to use bare hands, and this is 
conducive to carelessness. It is desirable to use skin-tight, 
cotton, silk, or rayom gloves for loading, as they will prevent 
the skin from adhering to the unpainted metallic parts. They 
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offer very little protection from cold and until the cameraman 
pecores proficient at speedy loading, he will have to stop 
several timeg to wana his hands. 


Because ofdehydration, it is best not to load an 
excessive amount of file in advance. It should remain in sealed 
containers as long as possible, 


There is no apparent loss of emulsion speed because cf 
colds 


(>) Film Pack 


Film pack is the ideal film for professional size 
still photography. More of it can be carried, and it is more 
readily loaded and unloaded than cut film YWith very little care 
in pulling the tabs, no breakage will occur, The film packs 
should be sealed about six (6) to a package in an airtight container 
to prevent dehydrationuntil immediately before using. Another 
good feature about film pack is that each sheet is numbered, which 
facilitates identification from written references after it is 
processed. Cut film does not always bear sheet numberse The 
greatest disadvantage of cut film is the fact that it may beccne 
necessary to unload and reload outdoors in a changing bag, which 
is mst iiserable when the temperature is minus thirty (-30) 
degrees Fahrenheit or colder, This kind of loading operation 
once started, has to be completed before the hands can be warmed. 
After several loadings of cut film, under these conditions, there 
will be no skin left on the finger tips from handling the un- 
painted steel film septums, 


(c} Exposures 


The amount of actinic light is very deceiving, 
and normal exposure is almost impossible without a light meter, 
There is much mre reflected than incident light on an over- 
cast day on the shelf or bay ice. This is because the botton 
of the overcast is white and reflects most of the light back 
to the surface again. 


On clear days a higher light meter reading is obtained 
from the snow surface than from the sky. It is impossible to 
obtain a reading with a Weston or General Electric weter by 
pointing it at tha snow surface, unless the sun is lower than 
about ten (10) degrees altitude. The indicating needle on these 
meters will swing completely off the scale when they are pointed 
at the white surface, if the sun is higher. It has been found 
that a normal reading may be obtained when the meter reading is 
taken in a shadow on the surface on a sunny day, and from the 
object to be photographed cn an overcast day. For further 
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information on an overcast day, see appendix I in this report, 
XXXVITI = ANTARCTIC LIGHT 
(a) color Temperature 


To determine the color temperature of light in 
the Antarctic under various light conditions, a Harrison and 
Harrison Color Temperature Meter was used, and both Ansco color 
and Kodachrome film was exposed using various correction filters. 
Considerable information should be gained when resulting trans~ 
parancies are compared with the meter readings obtained to 
determine the composition of the spectrum in Antarctica. 


(b) Ultra-violet 
Several tests were made to determine the amount 
of ultra-violet light over the continent, All film eposed for 
these tests has been returned for control processing and when 
resulting negatives are compared with collected data, it is 


anticipated that the amount of ultra-violet light in the spectrum 
will thus be detemined. 


XXXIX TASK FORCE PHOTOGRAPHIC ACCOMPLISHMENTS 


Central Group 
35mm, black and white mtion picture footage taken. 120,700 ft. 


léam. Kodachrome motion picture footage taken. 41,00 ft. 
Black and white stills, 3,hlb 
Color stills. 1, 
Aerials 41, 000 
Western Group . 

35mm, black end white motion picture footage taken. 25,250 ft. 
16mm, Kodachrome motion picture footage takene 19,600 ft. 
lém, black and white motion picture footage taken. 1,500 ft. 
Black and white stills. 1,69 fte 
Color stills, 486 
Aerials 50,559 


Fastern Group 
35mm. black and white moticn picture footage taken. 27,400 ft. 


lém, Kodachrome mtion picture footage taken. 7,550 ft 

Black and white stills. 1,263 

Color stills 13 

Aerials 8,298 
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In addition to the above, one or mre prints were made 
from all negatives. 


All m tion picture footage hag been screened, ident- 
ified, and filed at the Naval Photographic Center, Naval Air 
Station, Anacostia, D.C.. 


All still negatives, except those made by Coast Guard 
personnel on board the U.S.C.0.C. NORTHWIND, have been placed 
in the Bureau of Aeronautics files at the Naval Photographic 
Center. The negatives made by the Coast Guard are on file at 
U.S. Coast Guard Headquarters in the Treasury Building, 
Washington, D.Cee 


Aerial survey negatives are on file at the Naval 
Photographic Center. 


Annex 2 (a) - 38 - 


APPENDIX I 


WHITE DAYS 


The so-called "white days" exist in the Antarctic over 
the ice on days when it is overcast. On these days it is 
impossible to distinguish any irregularities cn the surface, 
no matter how irregular they may be, unless there happens to be 
discoloration, which sometimes exists in pressury ice in a bay 
area, caused by algae or diatones prevalent in sea ice and in 
some pressure ice in the various bays, Another good name for 
these overcast days for the surface travelleris "stumbling 
days". On these days, a foot traveler without skis wilt stumble 
over the slightest irregularities, such as aastrugi which is 
usually plentiful, especially on the barren and otherwise smoth 
surface of Shelf or Plateau Ice. 


These white days are most disappointing to the photo- 
grapher. It is impossible to photograph the surface on a 
white day. Photographs made of persons or objects on such days 
give the illusion of the subject hanging in space, or of a 
print that has been thoroughly bleached except for the subject 
which is darker than the surrounding and background territory. 


There are no conventional size objects on the Antarctic 
Continent when one is away from the Base, such ag telephone 
poles, fences, trees, etc., to lend scale to 3 photograph. This 
also lends to the confusion on a white day. 


After some thought on the subject of white days, there 
ig no mystery involved whatever. The reason one cannot see the 
surface is simply because there are no shadows. The surface is 
all one color, white. Unless there is undiffused sunlight to 
cause the irregularities on the surface to cast shadows, the ice 
aurface cannot be seen. Just imagine a large white enclosed 
area, say a hundred feet square with one slightly raised area 
in the center about one foot high, and all of the illumination 
is from above and it is evenly distributed and diffusede The 
raised portion will mt be perceived by sight and it is impossible 
to show the raised portion photographically. One might say it 
could be done if the observer wore at a low enough angle. However, 
extend the white area upwards now several feet high, and then it 
resembles a white bowl of milk and the raised surface still cannot 
be seen. These white days are disa»pointing to the mvice 
photographer, for at first he will try to make his prints darker 
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until finally they are almost black, and invariably a dirty- 
white, gray looking print will result in trying to obtain 
detail. The photographer has been taught that there must be 
detail or it is not a photograph. He is also taught (except 
for color photography) that photography ig "Highlights and 
Shadows". All this may be temporarily forgotten when trying 
to photograph the surface of an ice sheet on an overcast or 
“white day". 


One of the best illustrations of this is from an 
aerial photographic mission made with tri-metrogon cameras 
by a plane of Operation HIGHJUMP, numbered Flight 1h, over 
the Ross Ice Shelf, The Ice Barrier occasionally appears 
dn some photographs (The Barrier is the front or cliff of 
the Ice Shelf). But, in the photographs in which only the 
ice shelf appears, it is ali white, with no detail whatever, 
and it is truly a darkroom technician's dilemna. This 
particular roll of negatives were printed and reprinted several 
times and then finally given up as being "just no good, whan 
in reality, several good sets of prints had been obtained of 
the entire roll. Fortunately, the Staff Photographic officer 
happened to enter the laboratory when the whole crew had given 
up in thorough disgust and informed them that they had some 
excellent photographs taken on a white day. 

Another unusual thing about a white day (overcast), 
is the fact that there is mre light prevalent on the surface 
than there is on a clear, bright, sunshiny day, when the sur is 
at an equal elevation, This is a fact that is readily observed 
by a photographer using an exposure meter. 


The reason for this is understood after some thought. 
Light penetrating through the overcast and striking the white 
surface is almost entirely refjected back by the white snow surface. 
After being reflected by the snow, the light is refiected by 
the white bottom of the overcast back to the snow surface. This 
action is repeated over and over again, thereby, building up the 
intensity of light until it reaches a maximum, 


On Operation HIGHJUMP an attempt has been made to measure 
this build up. An exposure seter was used to take hourly observ- 
ations on the ice shelf, simultaneously with readings taken in 
the vicinity, Just outside of the Bay of Whales, over the Rosa Sea. 
The reason is that those made over the sea water will indicate 
less light intensity because the derk sea will absorb most of the 
light; whereas, just the opposite is the case over the ice shelf. 
A comparison of these intensities will show the amount of build- 
upe AS yet these readings have not been compared to measure the 
exact difference of intensities but, a difference definitely 
exists. There is more light on an overcast day on the ice in 
Antarctica than there is when it is clear and unlinited. 
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APPELDIX II 


ROSTER OF PHOTCGRAPHIC OF¥1CERS 


Lt. C.C. SHIRLEY 177266 USN Officer in Charge Photography 
Lte AE. STEIN USNR Photographer R4D and Central 
Group 

Lt. &.C. BRAUER USN (ret.) Photographic Historian 

Iste HoH. ANGLIN 012189 USMC Motion Picture Officer 

Lte (jg) RC. TLE USN 3195h7 Photographic Officer CTG 6841 
CHPHOT E.F. MASHBURN USCG Photographer Officer NORTHWIND 
Lt. EP BROWN USN 309612 Photographic Officer CTG 6842 
CHO R.L. CHAPPEL USMC Motion Picture Officer CTG 66.2 
CHPHOT HD. FORD USN 319878 Photographic Officer CTG 68.3 


ROSTER OF PHOTOGRAPHERS 


Central Group 
BOWE, O.F. 412 02 12 CPHOM MCDONALD, W.L. 372 3007 PHO 
WEED, AeE. 380 83 21 CPHOM WEDING, J. (N) 300 95 23 PHU 


JOHNSON, E.B. 266 21 36 CPHOM PETERSON, RF. 807 54 69 PHa2 
HUFNER, F.G., Jre268 76 63 CPHOM SACK, N.F. 300 19 50 PHou2 
HAYDEN, LeH. 263 56 79 PHOML ZIDSSERMAN, P.R.655 69 56 PHOM2 
TURNER, W.R. 262 96 93 PHOML GILLASPY, J.L. 557 40 29 PHOM3 
MALONE, T.H. 287 29 63 PHO. GORDON, C.D. 6234315 PHO 
SWAIN, K.Ce 723 06 08 PHOM. POLLACK, JoM, 567 35 07 PHOM3 
TEIGAN, B. (N)362 61 58 PHO2O. =WALTERSDORF, JM. 43052217 USA CORP. 
HAWODYLO, W.He300 75 06 PHOM. SHIMBERG, J. (N) 12103976 USA CORP. 
RIZZOLLA, LellehO2 59 71 PHOM. BALDWIN, G.E. 924547 USMC SOT. 
JANSSON, C.L. USMC 276437 M/SGT. 


U.SeSe BURTON ISLAND (a0-98) 


COPE, HeFe 891 31 19 PHONG 
U.8.C.G.C. NORTHWIND 282 

SHELBY, A.D. 382 40 98 PHOL. 

SICHORN, D. (N) PHON2 


Annex 2 (a) -i1- 


PIVIVVIVIVFVVVIVVV VV FIFI III 


WESTERN GROUP 


SHIRLEY, Q (N) 381 22 20 CPHOM 
GOSSARD, G.C. Jr. 380 90 93 CPHOM 


PAZ, Hede 382 96 38 PHOM2 
DAVIS, H.C. 336 80 L6 PHA 


WILES, RAs 225 86 66 S1PHOM 


SAUNDERS, RoJ. 798 32 03 PHOWS 
GARAN, Eel. 269 01 38 PHOML 
FOSTER,H.C. 12251153 USA CORP. 
WARRINGTON, W.H.759 26 1 PHOM2 
ELLIS, B.B. 869 73 97 PROM 


EASTERN GROUP 


MCGRADY, E.D. 265 80 85 CPHOM 
HARGREAVES, RB. 412 13 01 chuows 
DIEGIMAN, E.De PHOWL 
BLAKENEY, AeA. 356 69 80 PHOML 
WHITNEY, I.A. 411 13 27 PHOML 
PIDGEON, B.C. 338 02 64 PHOML 
MOHAUPT, He Bs 29 02 64 PHOM1 
LITZ, A.Ke 


RYAN, A.B 
YILBY, A.L. 


VANAFFET, J.S.368 31 90 


PAYNE, JeBe 
CONGER, ReRe 
BAKER, TeWe 
LOWE, Wel. 


Annex 2 (a) 


295 38 5S CPHOM LEVKO, G. (N) 238 82 31 = PHOML 
328 7C 35 «= GPHON o'conmon, Jad. 312 77 46 = Po. 
393 36 42 CPHOM BEARMAN, F.0. 3294368  PHOM2 


PHOLO pursur, ER. 5795716 PHONE 


657 19 51 = POM. SEYSON, 579 20 84 PHOM3 
410 76 72 PHOM RAISH, RW. 20249 11 ~~ PHOI 
55212 15 PHO ZINBERG, E. (N)42273520 USA CORP. 
223 67 25 © PHOMLauicCARTHY, 0.(N)L13 28 87 — CPHOM 


u(Transferred to U.Se after PBM crash) 


l2 - 


Collinstion mark obscured f. 


mark obscured ——* § 
linet 


Plate No. 1 


Oblique Photograph Taken from RYD-5 by K-17 (6") tri-metrogon 
Camera Showing extent of Masking Caused by Camera Hatch. 
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Plate No. 2 


M2sc Cargo Carrier (Weasel) in 
Vehicie. 


‘se as a Photographic 
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Me9C Cargo Carrier (Weasel) in Use as a Photographic 


WN 
=T 


Plate No. 3 
Vehicle in the Bay of Whales. 
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Plate No. S 


Gremlin Recorder S:owing Access to Instrutents. 
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Plate Noed 


Adapter for Adaption of APS/15 Radar 
Camera to SCR-718C Radio Altimeter. 
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Plate Noe? 


SCR-718 C Radio Altimeter with Necessary Parts 
Removed for Adaption of APS/15 Radar Camera. 
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Plate No. 8 


SCR-718 C Radio Altiueter with Adapter for APS/15 Radar 
Camera Attached. 
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Plate No. 3 


SCR-718 C Radio Altimeter with Telescope of aPS/15 Attached. 
(Side View) 
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Plate NOs 10 


nadio Altimeter with Telescope of APS/1S 
zracings attached (Rear View) 
2062 & 
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MINIMUM -@ 
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24 YULTS 


Plate No. 11 


SCR-718 ¢ Radio Altimeter ani APS/l 
f 5 Radacc Shae 
Assembled for Recording cities aa ats ra 
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Plate Noe 12 


Photographic Operations Tent, Bay of Whales, 
Antarctica. , 
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I. TASK GROUP PHOTOGRAPHIC PERSONNEL 
le PERSONNEL AND SUPPLY 


The Commander Task Group 68.2 Photographic Personnel reported 
aboard the U.S.S. CURRITUCK (AV-7) on 18 November 1916, 14 days prior to 
sailing on 2 December 19,6. 


4n effort was made tc give each man of this unit flight experience 
80 as to qualify as many photographers as possible in actual flight experience 
in trimetrogon photography in the antarctic. The men gainec much experience 
in aerial motion picture and hand-held oblique photography, also experience 
in obtaining the proper information for marking and filing of aerial photo~ 
graphs after each flight. 


2. TASK GROUP PHOTOGRAPHIC SUPPLIES: 


The photographic supplies were received eight days prior to sailing 
for antarctica. This short length of time prevented this unit fron making 


. a thorough inventory before departure. However, an inventory was held as 


gcon as possible and it was found that several items were missing. Also, 
equipment with direct current motors was received instead of the alter- 
nating current equipment that had been ordered. With sufficient personnel, 
a complete inventory of the photographic material could have been accon- 
plished and most of the missing items procured fran NASD, San Diego. The 
sbip was also short of personnel and was busy loading ship's sipplies. 
Therefore, it was necessary for only nine photographers to accomplish in 
one week the highly commendable job of handling this bulk of material with- 
out assistance, 


In sddition to the small space in t'2 laboratory and the refrigarated 
film stowag?, five unused bunkroons were made avallable for stowage of photo- 
graphic material. The material was segregated into the following catagorieu: 
In the firat of the two largest compartments were cameras, washers, printers 
and other bulky items such as cuses of flash bulbs, negative preservers, 
developing tanks, etc.; in the second, hypo, aerial film, movie film and 
color processing kits. The three smaller compartments were used for stow- 
age of chemicals, glassware, jugs, graduates and contact, enlarging and 
gonne roll paper. The compartments were fitted with wooden slat doors and 
hasps, thereby permitting them to be locked. The compartments were easily 
adapted for storing gear by removing the bunks and by utilizing the various 
lockers and drawer spaces for amall articles. All gear was easily accon- 
modated in the spaces assigned to photogrmhy and by using bunk hangers 
and stanchions, material was easily secured for rough seas. 


All] wooden boxes were saved along with excelsior and other packing 
material, for use in re-transporting any gear not used or being returned. 
Such foresight proved wise as the ship had very little lumber to spare 
for crating or boxing. A small hand truck (made for gelley use) was used 
to great advantage in handling supplies and it is suggested that several be 
made to fit normal hatches encountered aboard ship as they save many hours 
of labor and, in some instances, prevent damage to material in heavy cases. 
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At the end of flight operations all supplies, cameras, print 
washers, etc. were inventoried and restored in the various photographic a: pply 
coapartments and secured for heavy seas. All equipment and material to be 
turned in were inventoried and listed for return to stock. 


II. AERIAL CAMERA INSTALLATION. 


This section introduces the good md bad features of all the 
cameras and mounts used in the aircraft with their related equipage. 
Detailed information on the problems, mechanical failures, modifications 
and recommendations on all the caneras and mounts will be found in the 
Camera Repair Section III with the operational difficulties of the motion 
picture cameras which are also covered in the Motion Picture Section VI. 


1. TRI-METROGON CAMERAS 
The K-17's operated exceptionally well in the low temperatures 


ery 
ai 
my 
oe, 
on, 
rm, 
bom 
encountered by the Western Group. Cold weather lubricating oils and a 
greases were used and only two mechanical failures occured; sheared gear Jom 
trains in one camera and a cracked shutter case in another camera. Because , Ee 
the change of shutters would cff. + the calibration, the camera was removed 
intact and a spare was installed in its place for the duration of the L., 
operation. However, the sane magazines were contimed in use with the 
replacement caneras, hon 


2. ASA MAGAZINES 


The A-S-A's performed almost as trouble-free as the K-17 cameras, 
and in proportion to their extensive use the number of mechanical failures 
was very small. Information on their use, mechanical operation, and 
recomendations is included in the Camera Repair Section of this report. 


3. TRI-METROGON CAMERA MOUNTS 


This installation, used in the PEM-5 aircraft, was permanently 
installed at a 0° deck angle at Norfolk, Virginia. Due to the 3°, nose 
high, flight characteristic for maximum engine eificiency, all. photo- 
graphs have fran 3 to 6° tilt. If this type mount is to be used on other 
operations, it is suggested that it be installed so as to be adjustable 
for correction of tilt, or installed at an angle in proper relation to 
the cruising attitude of the plane when heavily loaded. 


The mount was found to be tailored for uncalibrated cameras of the 
late "lJ" series that were dram by the AAR Norfolk, In attempting to 
install calibrated caneras shipped to the U.S.S. CURRITUCK, it was dis- 
covered that these cameras were of an earlier "hj" series, and would not 
fit without modifications being made to the mounts. However, it was decided 
that the lesser of the two evils would be to use the uncalibrated Norfolk 
cameras and not change the mount. 
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The idea? arrangement wuld be to have the tri-metrogon cameras 


in the bow. ‘This would allow the photograph - ‘- see shead as well ac 
beneath, and shorten travel and communications, - -211 as make for greater 
warnth. 

he, VACUUM 


The vacuus system functioned very satisfactorily throughout the 
entire operation. 


5. VIEW FINDERS 


The Fairchild Model F-5 Vertical Viewfinder served the purpose 
during the operation, but it ia felt that much more accuracy and less 
photographer fatigue could be gained by using one of the design that is 
covered in the Camera Repair Section of this report. 


6. TRI-METROGON HATCHES 


The general construction of the tri-met camera hatches was 
very good, although the bolts for securing the vertical camera hatch 
cover should be approximately one inch longer and the wing nuts should 
be larger. 


7. GREMLIN RECORDING CAMERA 


The F~56 Gremlin Recorder functioned quite well mechanically for 
about the first half of the operation and then mechanical failures 
became increasingly numerous. Detailed information regarding the fail- 
ures, repairs and recommended modification are thoroughly covered in the 
camera repair section of this report. 


8. CAMERA CONTROL PANEL, PBu-S 


The Control Panel functioned very setisfactorily throughout the 
entire operation. The only change made was to add a warning light which 
indicated during the take-up of film in the Gremlin Recorder magazine. 


9. RADIO ALTIMETER AND AIRBORNE CAMERA 


The type A Recording Camera operated very satisfactorily. The 
only failure occured when one magazine failed to take-up film, due to a 
tight bushing on the teke-up spindle. Because of the congested area in 
which the watches were installed, the stems of several were broken while 
being removed for re-setting. Details are contained in the camera repair 
section, : 
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TI. PERSONNEL 


It is strongly recommended that two photographers be assigned 
to each flight crew for it is impossible for one photographer to ful- 
full all the photographic requirements on a photographic mission. 
assigning the second photographer to the flight crew rather than utili-- 
ting a different laboratory man for each flight gives smoother coordination 
in the air. 


IV. CAMERA REPAIR 


It is stated in the operation plan that "all tri-metrogon photo- 
graphy will be accomplished with K-17-6" aircraft cameras calibrated by 
the Bureau of Standards." 


The aircraft received on board were equipped with caneras issued in 
Norfolk, Virginia that were not calibrated. The calibrated cameras were 
received on board in separate cases and when unpacked and checked it was 
found that at least three of the cameras had been disassembled since the 
date of calibration. It was further found that the nuts holding the cones 
to the case drives were loose. Still further some of these calibrated 
caneras did not fit the mounts in the aircraft. The camera mounts in the 
aircraft were made for caneras with case drives of -600 series or later. 
Because of the above discrepancies the calibrated cameras were not used 
on this operation. 


Case drives of the 4-600 series or later and cones of the 43 
series were assembled in as closely matched seta as possible. The match- 
ing was according to the focal lengths in millimeters. For example; set 
No. 1 (in plane B=3) consisted of port camera 152.8 millimeters, star— 
board camera 152.7 millimeters, vertical camera 152.2 millimeters and spare 
camera 152.9 millimeters. Each plane carried a spare camera for use in 
the event of a breakdown. On two occasions these spare cameras were used. 
The field data sheets for tri-metrogon photography note these changes and 
the exact exposures taken by each camera. Camera No. 6 in set No. 2 (in 
plane B-1) was replaced by spare camera No. 7 on 9 Jamary 1947. Camera 
No. 6 was reaoved because of a damaged shutter housing. Damage was appar- 
ently from internal parts of shutter and the camera was not dissassembled, 
for the lack of calibration date. 


A set of four (4) magazines was used with each camera. In the 
instances when the spare cameras were installed the seme set of magazines 
were used with the replacement camera. Notations of ths magazines used 
were always made on the Field Data Sheets. 


The filiverea used were of the sunflower type. Tests were made before 
the first photographic mission to determine the f. stop at which the sun- 
flower image would appeer on the film. It appeared at £.11 therefore all 
missions were flown with leng aperatures larger than f.l11. ‘The filtere were 
not removed fron the cameras at any time during the operation. 
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It is suggested that suntlower filters for use with aerial kodocolor 
be made. 


Some of the missions were photcgraphed when the sun angle was lower 
than 10° and on several occasions a reflection from one of the diapnran 
control gears registered on the film. 


The most serious K~l17 defect was in the shutter gear chain on the 
wind and trip wechanism. The support that serves as bearing surfaces for 
the skafts is of cast aluminum and apparently under low tenperatures con- 
tracts toa greater degree than the steel shafts, causing the shafts to bind 
and freeze (See Plate 1 and 2). This was first noted on camera No. 4 on 
2 February 1947 after approximately 2,500 cycles of operation. The result 
was that the camera was slow in tripping and, in one instance, did not trip 
with the other two cameras ror a period of ten exposures. When this con- 
dition was discovered all cameras were checked, and two other cameras were 
found to have the sane condition to a lesser degree. It is suggested that 
thes9 shafts be seated in ball or roller bearings. 


Ancther defect which is presont in all K-17, K-18 and K-19 type air-~ 
craft cameras 13 the magazine lociding slide which is actuated by an eccentric 
pivot shaft. This shaft does not have sufficient leverage and when the 
magazine is not seated properly it is very easy to force the shaft out of 
its recess, this forcing the slide up in the center and usually breaking it. 
It 4s recommended that magazine locks similar to the F-56 be installed 
but in the reverse manner by placing the studs on the magazine and the lock- 
ing lever on the camera (see Plate 3). 


Camera No. 1, after 3,737 cycles of operation, had stripped all 
teath off the bevel or miter gear which transfers power from the motor 
coupling. (See Plate h). Inspection of the drive did not disclose my 
other mechanical trouble. The sea level temperature at the time of take- 
off was 28.° F with 86 percent hmidity. Due to the fact that the drive 
assembly is practically a sealed container it is possible that when the 
canera cooled to minus 0.4°F condensation formed and froze on portions 
of the drive. 


A canplete new drive assenbly was installed and the camera operated 
with out trouble the remainder of the operation. 


Cameras and lenges were often covered with a heavy coating of frost 
when the aircraft descended. It was necessary for the caneras to warm up 
before any photographs could be taken fran low altitude. Frost wuld form 
on the lenses as fast as it was wiped off, 


The K-17 cameras as a whole perforned remarkably well on this 


operation and it is believed that it is the best camera for antarctic 
Operations that the Navy has. 
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5A MAGAZINE 


The loaded A-5-A Magazines were used in sets of four (h) for each 
camera. Tho magazines containing exposed film were removed and placed in 
the film developing roam for unloading and reloading. 


During the rapid dascent of the aircraft, cameras and magazines 
were sometimes covered with frost, depending upon the humidity at sea level. 
This frost contimed for a few mimtes after they were brought into the 
warn air of tne ship. Frequent inspection of the magazines’ mechanian 
showed little evidence of rust, however, the dark slides that were tinned 
had a tendency to rust around the handles. 


The seating surfaces of the magazines were scarred and chipped by 
handling on and around the tri-metrogon camera mount. The collimation 
marks in the magasines wore damaged by parte of the camera mounts; this 
was due to the fact that the magazines were attached to the cameras with 
the dark slides out. The mount could be simplified and the parts that 
caused this damage could be: elininated thus making it much easier to attach 
and radi magazines with the dark slides in (See Plates 7 and 8 on tri-mat 
mount). 


The seating surfaces of the magazines should be chemically blackened 
the sene as the seating surfaces on the hh series case drives. This pro- 
cossing makes the metal more resistant to corrosion. 


Dark slides became very difficult to insert and remove from the 
magazines. This was caused by starting the dark slides in at a slight 
angle, thereby gouging the track slightly on first one side and then the 
other. This action increased each time the dark slide was inserted, 
finally reaching the point where it was extremely difficult to insert 
or remove. This could be overcame by rounding or beveling the leading 
corners of the dark slide a little more. 


The bearings on both the takeup film spool pivot shaft and on 
the metering roller are exposed to the inside of the magazine. On two 
occasions these bearings were found to have accumulated a sufficient 
amount of dirt and film chipe to stop their action (See Plates 5 and 6). 
This occurred more readily on the metering roller bearing because of its 
lower position and close proximity to the film as it travels through the 
magazine. This could be remedied by using sealed bearings or dirt shields. 


On one occasion the magazine failed to advance film . It was found 
that the locking mut on the set screw adjustment for the metering lever 
had loosenad and the lever was in constant engagement with the metering 


gear. 
Three magazines sheared the taper pin in the bevel gear on the top 
of the main drive shaft. One failure was the result of dirt in the bearing 


on the takeup spool pivot shaft. No apparent reason could be found for the 
other two feilures. 
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Plate No. 1. 
Shutter wind and trip gear chain 
casting, K~17-6" Metrogon simtter. 
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Plate No, 2. 


Shutter wind and trip geer chain, 
K=17-6" netrogon shutter. 
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Plate No. ye 


Intermediate bevel gear for motor drive 
chain in K-17 case drive. 
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Plate No. 5. 


Metering roller bearin 
4-5-4 magazine, 
-lu 
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Plate No. 6. 


Takeup spool pivot shaft 
bearing, A-S-A magazine. 
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Plate No. 8. 


Triemetrogon camera mount, recomendations for, 
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The metering systea in cae magazine failed to free itself after the 
proper amount of film had been advanced. No mechanical troubles were found 
and the magazine functioned proparly on the next mission. Because of the 
fact that the magazine had been stored in the aircraft for a number of days 
before the flight, the humidity in the mechanism chauber could possibly 
have condensed forming ice as the aircraft reached colder levels. This 
possibly locked the metering system Preventing it fron releasing thereby 
allowing film to be advanced during the entire wind cycle. Three magazines 
locked after being brought into the ship, so that film could not be advanced by 
turning the wind coupling. No mechanical trouble could be found and the 
magazine operated on the next mission without trouble. This could be ex- 
plained oy the fact that all moisture on the magazines froze until they had 
been inside the ship and allowed to ths= for a period of about fifteen 
minutes. 


One magazine had faulty metering due to a scored shaft around 
which the netering clutch spring grips. This scoring caused the spring 
to hold when the metering lever engaged the metering gear. This was 
remedied by replacing with new parts. 


It is recommended that a film advance light be installed similar 
to the one on the 2 series F-56 magazines. This light would enable the 
photographer to keep a constant check on his film and magazine operation. 


The mechanical failures in relation to the numbor of exposures made, 
shows that the A-5-A magazine is well adapted for cold weather operation. 


TRI-METROGON CAMERA MOUNT 


The Tri-Netrogon camera mounts used on this operation were constructed 
at Naval air Station, Norfolk, for cameras of lk-600 series cases, or later. 
It was found that the calibrated cameras, which were of an earlier series, 
would not fit the mounts. The mounts are of tubular steel construction 
(See Plate 7), with braces across the top which obstruct the placing on and 
removal of magazines fran the cameras. The power cables for the cameras are 
attached to the mount with metal clamps which scar and chip the seating 
surfaces of the magazine. The design of the mount necessitates the attach- 
ing of the magazines with the dark slides removed, which exposes the fiducial 
marks and subjects them to damage while positioning the magazine. 


It is recommended that consideration by given to a mount similar to 
the one shown in Plate 8. It is believed that a mount of this type con- 
structed of I-beans would be as strong, and much more accessible than the 
type used on this operaticn. The power cables and vacuum iines could be 
fastened to the inner surfaces of the I-beams, thereby protecting them from 
damage. 


The mounts installed in the PBMs could not be corrected for tilt 
which varied from approximately three to six degrees. The four upright posts 
which guide the mount could be hinged at the base and fastened to a carriags 
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on the overhead. This carriase should be movable forward and aft to 
compensate for the aircraft's angle of flight. 


FAIRCHI<D MODEL F-5 VERTICAL VIEWFINDER 


The model F-5 viewfinder was used in conjunction with all tri- 
metrogon photography. Numerous defects were noted, and it is believed 
that a much more suitable viewfinder could ba constructed. Due to the 
10" lens used on the Model F Viewfinder it has a very restricted area of 
view in comparison with the 6" Tri-Hetrogon camera, and this is especially 
noticeable when flying over irregular coastlines. after watching the 
viewfinder for a short length of time, the photographers were subjected 
to temporary blindness upon turning to observe the operation of the camerag, 
due to glare on the terrain below. 


It is recommended that consideration be given a viewfinder of the 
type shown in Plate 9, This viewfinder incorporates a 6" metrogon lens for 
comparative coverage and a moveable filter to reduce the intensity of the 
snow glare. The viewing glass could be, also calibrated for longer focal 
length lenses. It would be necessary to change the location of the vier-— 
finder port in the PEN-5 type aircraft to accommodate this viewfinder, 


GRENLIN RECORDER (F-56) 


The F-56 Grewlin Timer consisted of an F-56 20 inch case and cone 
with an 8.25 inch leng and shutter. Its purpose was to record the baro- 
metric altitude, Greenwich Civil Time, turn and bank indicator, and data 
card. It was operated hy the same B-3-B Intervalameter that tripped the 
triemetrogon cameras. 


Taper pins seemed to be the weak points in this camera. On two 
occasions the pin in the wind rod coupling that is attached to the drive, 
was sheared off. No contribu“ing mechanical failure could be found as a 
cause for the pins to shear. This occurred after approximately 2,500 
exposures. 


The Gremlin Timer, Case No. 42-953 in PEM-5 "BAKER ONE", after 
approximately 8,500 operating cycles since date of manufacture, broke down 
completely. The wind coupling (See Plate 10) on the spring housing (See Plate 
11) was being cut by the shim between it and the housing. This finally 
caused the coupling to freeze, which in turn twisted the wind rod (See Plate 
12), and sheared the taper pin in the coupling on the spring housing. The 
faulty skim (See Plate 13) appears to have been forced on the spring housing 
bushing tearing up the inside edge on one side. 


The shutter was disassembled at this time, and it was found that the 
teeth on the smbber and retard segnents were badly worn (See Plates 1 and 15) 
Shutter springs were also fatigued beyond the point of safe operation. 


It igs recommended by the Fairchild Corp. that these cameras be given 
a major overhaul at 10,000 cycles of operation. If the case driven counters 
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F-56 shutter cprirg housing wind coupling cam. 
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Plate Noe 12. 


P-56 wind rod. 
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F-56 8.25 inch stutter retard pallet and retard aeguent. 
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Plate No. lo. 
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Plate Xo. 16. 


F-56 magazine maindrive shaft bearing. 
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had not been re-set since manufacture, cameras were beyond the point of 
safe operation at approximately 6,000 exposures. Possibly the rapid 
changes in temperatures and humidity on the flights contributed to these 
breakdowns; however, the K-17 cameras held up very weil under the same 
conditions. 


F-56 MAGAZINE 
The F-56 Magazine was used on both the Gremlin Timers and Obliques. 


Taper pins and vacuum pistons were the causes of the troubles en- 
re The F-56 magazine and camera supposed to be cycled one complete 
operation by hand before switching to electric operation. This was complied 
with on this operation, and was not the cause of the taper pin failure. The 
taper pin in the bevel gear on the main driveshaft sheared off on three 
eccasions. The magazine when cold and when fully loaded seemed to be too 
great a load strese for the taper pin to withstand. 


The main bearing on the magazine driveshaft was found on three 
occasions to be fouled with dirt, paint chips, and gummed grease (See 
Plate 16). This foreign matter was picked up during the handling of mag- 
asines in the aircraft and aboard ship. The moveable connection which 
travels up and down in this shaft permits this foreign matter to work up 
into toe bearing seat. 


The vacuum pistons and cylinders gave the most trouble. Due to the 
difference in casting structures and the rate of contraction in sub=normal 
temperature, the pistons were binding in their downward travel during the 
wind cycle (See Plate 17). When the piston completely froze, the rocker arm 
which actuates the piston exerted sufficient pressure to form indentations 
in the rocker arm bearing surface on the piston (See Plate 18). ‘This caused 
the pistons to sluff or score the cylinder walls, usually on only one side. 
All the pistons showed signs of excessive wear on the center guide post. 
This wear occurred on the base of the post on one side (See Plate 19) and 
at the top on the opposite side (See Plate 20) denoting that the pistons 
were not traveling straight. The bulk of the trouble occurred after each 
magazine had cycled approximately 2,000 exposures. Toward the last of the 
expedition's triemat flights one or sometines two magazines would be in- 
operative because of frozen or stiff pistons. Five (5) magazines per plane 
were needed for actual coverage due to the unbalanced proportion of 250 
exposures per 4-5-4 magasine and 200 per F-56 magazine. 


The resote position of the Gremlin Timer did not permit a close watch 
on the magazine operation. A film advance light was installed so that the 
photographer could watch its action from his position aft with the tri- 
metrogon caneras. 


Megazine nusber 12-3998 had pulled the clutch spring, on film teke- 
up pivot gear completely free of ite locking bolts (See Plate 21). It is 
believed that this was caused by the film being stuck or frosen to the 
flippers or film guides. Wo other reason could be found because the fila 
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advanced freely upon opening the magazine. 
RECOMMENDATION FOR F-56 GREMLIN RECORDER 


The Gremlin timers used on this operation incorporated barometric 
altimeter, navigator's watch, turn and bank indicator, and data card. A 
separate canera was used to record the radio altimeter. 


It is recommended that a Gremlin timer be constructed in such a 
manner a3 to include a radio altimeter, 2-hour navigator's clock, baro- 
metric altimeter, deck angle indicator, turn and bank indicator, and data 
card. It would be necessary to use two lenses and two shutters, one to 
record the radio altimeter, and one to record the other instruments. This 
unit would eliminate the necessity for a separate radio altimeter camera, 
and would give a larger negative of the radio altimeter. It is suggested 
that the two lenses be of approximately 5° focal length, and that the 
shutters be solenoid-operated and of Packard type. ‘The shutter for re- 
cording the radio altimeter could be adjusted by use of a B=-3-B Inter- 
valoweter similar to the one referred to in the Type A Recording Camera 
section of this report. 


TYPE "a" RECORDING CAMERA 


The Type "A" Recording Camera was received on board with instructions 
to use it for recording the Radio altimeter every sixty seconds while the 
aircraft was in flight 


Due to the lack of plugs for the camera it was necessary to build 
a different type receptacle box. This box, shown in Plate 23, contains two 
receptacles; one for camera power, lights and heater units; and one for inter— 
valometer. The intervaloneter plug furnished power for the intervalaneter 
which in turn furnished tripping power and film advance power. The duration 
of exposure was determined by the trip cam in a B-3-B intervalometer. The 
shutter wag held open by the camera solenold for the duration of time in 
which the intervalometer trip lever was resting in the low portion of the 
trip cam, tis holding the tripping contacts closed. The trip cam rotates 
at a rate of one (1) r.p.s., therefore in order to obtain the required ex- 
posure the trip cam in the B-3B was ground down as shown in Plate 2k. This 
enable the tripping contacts to be held closed for a period of approximately 
3/4 of a second. A 50 Ohm resistor was wired in series with the recording 
lights to decrease intensity. The exposure was approximately 3/b of a 
second at f2.3. This system worked without a failure during the entire 
operation on PEY-S Baker Three. 


The sane system was installed in PBM-5 Baker One but due to the lower 
intensity of the Radio altimeter tube the exposure was not sufficient. 


The negatives made on the trip do not show the painted numerals on 
the dial. 
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Plate No. 


56 magazine vacuum assembly cylinder wall. 
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Plate No. 28, 


P=-56 magazine vacuum piston 
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Plate No. 19. 


F-S6 magazine vacuum piston guide post. 
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Plate No. 20. 
F-S5 magazine vacuum piston guide post. 
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shaft and clutch spring. 
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Plate No. 22. 
F-56 magazine metering roller gear 


and metering cam gear. 
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Annex I 


Flate No. 23. 


Type "a" Recording camera mounted on radio 
altineter powered by B-3-23 intervalometer. 
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Plate No. 2h. 
Modified trip cam B-3-B intervaloneter. 
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The calibrations on the scope of the altimeters will not 
record both the altitude blip and the calibrations simultaneously. 
Therefore the negative of the blip should be enlarged to a readable 
size, and a transparent template made of the calibrations on the 
altimeter scope, (See Plate 25). This transparent template ig then 
ait ov top of the print containing the blip te obtain a reading of the 


All altimeter negatives have a ghost image which is inherent where 
transparent mirrors are employed as they are in the radio altimeter tele- 
scope and recorder. The ghost images could be overcame by using front 
surfaced mirrors; the mirror between the viewing end and the scopa should 
be moveable for the purpose of viewing scope, and so mounted that when 
released it will return to normal operating position. This would be 
possible on the altimeter for it is not necessary to view the scope at 
all times. 


The four Recording Cameras worked perfectly throughout the entire 
operation. 


The watch stems were twisted off on four occasions. It is believed 
that smaller winding knobs would remedy this failure. 


One magazine failed to operate (No. 0355). The trouble was found 
to be a tight bearing on the teke-up spindle. This bearing is press 
fitted into its support (See Plate 26) and scemed to have been forced in 
far enough to bind on the shoulder of the shaft. By forcing the bearing 


’ back slightly it operated throughout the rest of the operation without 


any trouble. 


The fasteners on the cover plates for the seat of the magazines 
wera broken on all magazines (See Plate 27). It is necessary to lift the 
cover straight off the magazine to prevent bending these friction fasteners. 
If they are reaoved one end at A tine, as was usually the case, these fasten- 
ers were bent and finally would snap off (See Plate 28). It is recommended 
that a different type cover in the form of a dark slide be used. The 
magazine also has a type of hinge fastening that is not reliable. The pin 
that holds the two parts of the hinge together is held in place by tao 
gmall clips (See Plates 29 and 30). These clips are easily broken or knocked 
off in handling. Because the hinges projected away fram the magazine ,they 
are subjected to bending and thereby springing of the cover could easily 
occur. It is suggested that they be replaced by a piano type hinge.. 


K-20 AIRCRAFT CAMERA 


The K-20 operated with very little trouble. Its main use was as a 
color test camera and as a miscellaneous shipboard and small boat camera. 
It was taken aloft on three flights and subjected to temperatures of sinus 
19° centigrade. ‘On two occasions the pressure plates did not release. 
This was due to lack of lubrication on the locking shafts and releasing 
fins on back of the piston. locking shafts and releasing fins were oiled 
with aWo-6 oil and placed back in operations with out any further trouble. 
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The CNO color tests called fer the use of ultra violet and "Harrison 
and Harrison" color correction filters. A quick change filter holder was 
constructed on the K-20 (See Plates 31 and 32) so that the filter could be 
easily swung out of the lens path for comparative exposures with various 
types of filters, or without filters. 


PORTARLE AERIAL FIU4 DEVZLOPING KIT TYPE D~l 


All aerial developing was accanplished with the Type D-1 Develop- 
ing kit. Six new kits were received and performed efficiently for approx~ 
imately tro thousand two hundred (2,200) feet of film. after loading on 
the reel, each roll of film was given a pre~wash in water before development 
was started. Due to the extreme dryness of the film it abosrbed approx- 
inately one third of a gallon of the pre-wash thus causing the film to 
swell. This caused pressure to be exerted on the core of the reel, bending 
the top portion into a cone shape causing it to bind on the shaft and 
closing the slot in which the locking lever is actuated; thereby preventing 
the unlocking of the film clamp (See Plate 35). 


This defect was overcome by xttaching a disk to the top end of the 
reel similar to the one on the lower end (See Plate 34). This disk braced 
the end of the reel and also prevented the film fran climbing up the reel 
during processing. This climbing is not a common defect but will occur 
occasionally. The modification was made on one reel and proved satisfactory 
with both 7$ inch and 9 inch film. 


The second defect noted was the failure of the reel to make a complete 
shift after it had reached the end of the film. This was especially notic- 
able when the reel was operated by motor, The trouble was due to the loos:n- 
ing of the change of direction gears in their stainless steel carriage (See 
Plate 35). This condition was remedied by pressing the gear carriage so 
that it was tighter on the main wind gear. 


SUITH AUTQUATIC FILM DRYER, MODEL "J" AND HEATING UNET MODRL "J", 


The Smith Automatic Film Dryer, Model "J", was inefficient. Four 
units were used, three with Smith Model "J" Heating Units. These four 
units were not sufficient to dry one mission's film before the next mission 
went out. An hour and a half was the approximate time required to dry 
one two hundred (200) foot roll of film. Tests were run on these dryers 
before we reached the area of operation and at that time no defects were 
noted. When the film from the first mission had started through the dryers, 
the gears on the film rollers began te loosen and fall off. This defect 
is common with the Model "J" film dryer because these composition gears are 
fastened to the rollers with only glue. The defect was more prevalent on 
this operation due to the extreme cryness cf the air. It was remedied by 
fastening the gear to the roller by means of three (3) wire brads (See 
Plate 36.) 
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Plate No. 25. 


Composite print of Radio Altimeter Scope image and grid 
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Plate No. 
na*® recording camera magazine. 


Takeup spool shaft bushing type 
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Plate No. 27. 


cover fastenergs type "A" recording camera aazazine. 
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Plate No. 28. 


Cover fasteners type 74" recording camera magasinoe 
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Plate No. 29. 


Hinge pin type "a" recording camera magazine. 
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Plate No. 30. 


Hinge pin type "A" recording camera magazine 
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Plate No. 
Filter adapter, K-20 canera 
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Plate Ko. 
Filter adapter, K-20 camera 
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Plate No. 


Type D-l portable aerial film developing kit. 
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Plate No. 3k. 
Type D-l portable aerial film developing kit. 
- Wa = 


o 
‘ 
LF e} 
a 
af 
a, 
o 
ret 
oO 
Ld 
@ 
me) 
x 
* ‘el 1 
fe) 
= d ee 
4 
Ve 1 
$ § 
nb Fy 
F 
th 
io] 
a, 
‘i 
4 
2 
ra 
te 
* 
# 
4 
Q 


eWECCECECEECCECCECLEL EEL EDE CECE UE CLELLE CECE 


me Re POND Mary Be Ne! Bede dk baie 


) 
has > 


oa 
. - . 
. es 
& crane vpare SEA PSK UN PLM Gell tte 
‘ WWE BAS TOND Ith 


ee A Oe Te be 
‘WD Meee 
EVE CCCOMPAND bac hs Lig It wengre 


a 


a 
eld Oe 
\2a 
Hasty ~eyf- - . ~s hee 
-— of 


AUN 63 wlth bee ote 


vkne 


PON CGRISY Pr be > 


PPADS PULL HALE ” 
‘Toran 4g TPLINes Qe CLE OCOMs CHE LING POP Cre INGA OR ALE wet 
INTEADER 2 DUI RUNNING 


Mth MAT PEM Ia yh Mery PROTONS UNMET SEL Tee ate tah” 


Plate No. 36. 


Smith Automatic Film Dryer, Model *J*, 
: Heating Unit, Recasmendation for. 
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The second defect was in the film roller chains. This chain, on 
five (5) occasions, wound itself around the drive sprocket. The cause for 
this action was the fastening of the sprocket drive (See Plate 36). This 
arive was supported by one bolt on one end and a loose fitting adjusting 
bracket on the other was allowed to wobble as the dryer operated. This 
action would cause the chain to bind on the sprocket. Tha chain binding on 
the sprocket would then start to wind around the sprocket again. This 
would stretch the chain links out of shape and if not detected immediately, 
would break the chain. This defect was remedied by attaching a supporting 
bracket across the outside of the sprocket drive assembly. 


The third defect noted was the type of grease in the sprocket drive 
asseably. When the dryer was used with the Model "J" Hearing Unit the 
grease in the assembly melted and ran out. This was remedied by packing 
the assenbly with high temperature grease. 


The fourth defect noted was in the speed change pulleys. These 
pulleys were mounted on roller type bearings. Because of the high ten- 
perature and speed at which they operated, two bearings wore cut. This was 
remedied by replacing the bearings with sealed ball bearings. 


The fifth defect was the speed regulator belts. ‘These belts 
operated at a high rate of speed and were usually worn beyond use, after 
one hundred (100) hours of operation. Spare belts should sccompany 
each dryer. 


The sixth defect noted was the film take-up spool drive wheel. 
Tris wheel, after approximately seventy (70) hours of operation, was worn 
beyond usee It is recommended that this wheel be replaced by a sprocket 
(See Plate 36, thereby doing away with the direct chain drive on the meel. 
The direct chain drive causes the excessive wear. 


The seventh defect noted was the drive shaft for the chain sprocket. 
This shaft has two splines that mate with the drive gear. Their purpose 
4a to permit the shaft to be pushed in, thus disengaging the splines stopping 
the chain drive sprocket. These splines are sometimes not fully engaged 
and slip in and out causing them to chip. Four splines are recocmended 
d4nstead of the present two. The knob that adjusts the shaft is fastened 
by a set screw that loosens and permits the shaft to disengage. The adjust~ 
ing knot should either be fastened by a straight pin, or a holding screw 
placed at the end of the shaft rathtr than on the side. 


The heating Unit performed efficiently throughout the operation. 
The only objectionable feature noted was the inaccessibility to the dryer 
in the event of a film ja. It%t is recommended that the Unit be constructed 
in two (2) parts. The lower portion should contain the heating elements, 
indicator light and switch. The top portion should be hinged in the rear 
so that it could be raised to permit access to the dryer (See Plate 36). 
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GUN SIGHT ADZING POINT CAMERA, TYPE AN-NGA. 


The type AN-N6A Gun Camera was used for supplementary 16-mm motion 
picture coverage on Tri-metrogon flights. Of the two cameras used, one 
performed throughout the operation without mechanical failure; the other 
camera was being tested at different frames per second when the shutter be- 
cane entangled with the gear chain (See Plate 37). This failure is not 
uncommon with the Bell and Howell gun camera. It is believed that the 
Fairchild AN-N6 Gun Camera has a superior type shutter, in that it is cone 
structed of a complete circular cone shaped disc, thereby giving support 
across the shutter's opening. This support is necessary when the camera 
is operating at aixty-four (6) frames per second. 


Both cameras were placed in operation with factory lubrication and 
it was not deemed necessary to lubricate either at any time. The heating 
elements performed efficiently throughout the operation. It was found 
that all camera failures were due to jammed film in tha Type OG magazines. 


EYEMO MODEL Q 


Two cameras were received on board in the following very poor 
conditions 

(a) In need of lubrication, (b) full of dirt and film chips, 
(c) Seratched aperture plates. 


The cameras operated on the spring moter until temperatures of 
59°F were enccuntered. after completely overhauling and relubricating 
with type ANO-6 oil, the cameras would operate by electric motor at ten- 
peratures as low as minus °F. It is believed that the reason for the 
cameras freezing at this temperature, is the type of governor used. This 
governor is preset at the factory and existing inatructions state that it 
is not to ba disassembled. 


The camera release mechanism on the Model ign Eyemo is practically 
inaccessible and is so constructed that it causes it to bind after short 
operational use. It was almost impossible to operate this type of release 
with the heavy winter gloves provided for this operation. One modification 
in the form of a trigger release was constructed and found highly satisfactory 
(See Plates 38 and 39). An addition could be made to this modification 
in the form of an electrical microswitch which could be installed directly 
behind the trigger thus eliminating the need for a switch on the power 
cable. (Plate 0) shows the exact size and shape of the parts instal led 
and (Plate 1) shows their relative position. 


MITCHELL, HIGH SPEED 35MM AND FRICTION HEAD TRIPOD 
Two Mitchells were received on board and only one was in operating 


condition when received. The positioning posts were out of time with the 
file advance claw in the defective camera, and due to the need for only 
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Plate No. 37. 


GSaP Camera Shutter 
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Plate No. 38. 


Modified trigger release for Model "Q" Eyemo, 
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Plate No. 34. 


Modified trigger release for Model 
aga Eyemo. 
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Plate No. 40, 


Trigger for modified release on Model "Q" Pyemo. 
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one camera during the operation, no attempt was made to re-tine it. 


The first aerial mission on which the Mitchell was used, ten- 
peratures ranged fron 28.)°F to mimus 23.8°F. The camera was powered by 
four 12~volt batteries, and froze up completely after a temperature of 
minus 15.8°F was reached. 


Tests were made on shipboard using the aircraft's 2l-volt power 
supply, and it was found that the camera operated without overheating its 12- 
volt motor. The camera and motor drive assembly was completely overhauled 
and lubricated with ANG~3A grease. It was also necessary to clean and 
lubricate the diaphraga actuating rings and the lens focusing rings with 
ANo=6 type ofl. The positioning pin in the base of the camera, which 
locks it in the focusing and operating position, sanetimea froze in the 
retracted position. This was remedied with preper lubrication. After 
this overhaul, and with the use of 2hevolt power supply, the camera operated 
without any mechanical defects. However, it was extremely difficult to 
thread the camera without breaking the film or freezing the operators bands. 


The Mitchell friction head tripod was found to be inoperative at 
5°F. The reason for this was the hardening of the grease in the disc- 
type friction parts. It was necessary to completely disassemble this head 
and re~lubricate with type ANG=-3A grease. After this change in lubrication 
the tripod functioned without trouble. 


It is recommended that all Mitchell cameras that are to be used on 
aerial missions be equipped with 2hevolt motors, and that all cameras 
and tripods be given winterized lubrication when tools and equipment are 
available. 


AERIAL MOTION PICTURE CAMERA, RECOMMENDATIONS FOR. 


The motion picture caneras used were found to be lacking in 
numerous respects. The Mitchell camera performed satisfactorily, but due 
to its bulk and weight, it was very difficult to handle, necessitating 
extreme care when the camera was moved about. Loading the Mitchell camera 
while in flight was very difficult because dryness and brittleness of 
the film. Invariably it was necessary to remove gloves in order to load the 
camera 


The Cine Special performed exceptionally well under all conditions, 
but it has numerous special attachments and devices which, to this type of 
photography, are absolutely of no value. In aerial operation, and , especial- 
ly while in foul weather clothing, some of theee attachments would change 
adjustment during operation and ruin ell exposures until this change was 
noticed. 
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The Bell & Howell Filmo Speedster was found unreliable in this 
operation. Of the six cameras used on aerial flights only one was found 
to operate reliably at all times. Four wore found to cperate sporadically, 
and one would not operate unless kept warm inside flight clothing. The 
soring motor on this canera is not sufficient for the average scene. The 
desirable features of this camera are: fast magazine loading, light weight, 
and compactness. 


The Model "Q"° Eyemo ia not suitable for aerial operation because of 
small magazine capacity and chamber loading. It also freezes quickly in 
cold weather operation. 


It ie recommended that the desirable features of each camera be 
incorporated in one camera designed mainly for serial use. 


(1) This cauera should be of the magazine load type with a capacity 
of one Inndred feet for lam and two hundred for 35m. 


(2) It should be operated by either a spring motor or 2h-volt 
electrical motor. The spring motor should be wound wth a 
ratcheting type charging handle similar to that used on anto- 
matic guns. 


(3) Itshowld incorporate a three lens turret with the viewfinder 
elements mounted beside their respective lenses and viewed through 
a@ prism arrangement over the top of the camera. 


(4) a filter ring similar to the one used in the Mitchell camera 
should be installed behind the three lens turret. 


(5) The opening for the film magazine chamber should be in the rear of 
the camera similar to the Fllmo Speedster and GSaP Camera. 


(6) The film advance claw should be of a type similar to that used 
in the High Speed Mitchell camera, but modified to engage the filn 
from the front of the magasine. 


(7) The magazine sprocket drive should be engaged by the photographer 
through a positive lever systen. 


(8) The handles to this canera should be similar to those used on most 
aerial still cameras and the trigger should be placed absve the 
right handie and operated by the right thumb. The handle on the 
right side should be placed on the rear portion of the canera, and 
would also serve as the charging handle. The handle on the left 
side should be mounted on the forward portion when the canera is 
used without a mount, and made detachable for installation on the 
rear portion when used on a mount. 
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Plate “io. yl. 


You fied trigger release for Yoliel "y" Eyens 
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Plate No. 
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(9) In place of a franes-per-second setting knob, a tachometer and speed 
adjustaent mob should be substituted. Thie waild pert accurate 
operation or adjustment rogardless of temperature changes. 


SPEED GRAPHIC 


Speed graphics were used for shipboard, plane handling boat, and 
aerial photography. Speed Graphics were equipped with both Supematic 
and Graphex type shutters. These shutters were mounted with both Ektar and 
Wollensak coated lenses. It was found that the Supermatic shutter with the 
solenoid type synchronizers were not as dependable for flash synchronization 
as the Graphex type shutter. The reason for tk's was that the solenoids 
lagged when operated in extreme cold. The lag was evident with the use of 
either the three or the five cell flash guns. The Craphex type shutter was 
subjected to temperatures as low as mimus 16.6°F and still operated satisfac- 
torily. It was sanetimes necessary to place the batteries inside the foul 
weather clothing to keep them warm enough to insure operation when either 
type shutter was used. 


Tests were requested to be performed on coated lenses to determine the 
susceptibility to cold weather operation. Because of the limited mmber of 
caseras on board this test was not performed as recommended by the request- 
ing agency. The coated lenses on the Speed Graphics (that were constantly 
used) were subjected to extreme cold temperatures during normal operation 
over long periods of time and did not show any visible signs of deterioration. 


These cameras were equipped with KALART range finders model EZ. It was 
found that at temperatures below minus 10°F, two of these range finders were 
not accurate. These range rinders should have more working tolerances, so 
that the weight of the airrors will cause then to fall when operating in low 

ratures. The focal plano shutters on these cameras were very seldom used 
but functioned allright when used. With the exception of the above dis- 
crepancies the speed graphics were reliable, 


GRAFLEX 


The Series "D*® Graflexes used on this operation performed satisfactor- 
ily until temperatures of 68°F were encountered. These cameras are lub- 
ricated at the factory with a grease that appears to have a heavy parafin 
base. This lubricant is quite suitable for average temperatures, but will 
harden to a soap-like consistency when low teaperatures are encountered. 

This lubricant hardening was first noticed on the moveable mirror shafts 

and tripping mechanism. It is believed that the action of the focal plans 
shutter, due to its rubberaid coating, was retarded when colder temperatures 
were reached, but no accurate means were available for testing the shuttc. 
speed. It was found necessary to increase the tension on the movable mirror 
spring in order to overcome the lag in tripping action. after the lubrication 
was changed to type ANG-3A grease and tension increased on the mirror spring, 
this canera operated more successfully. It is doubtful wheather this camera 
would operate in temperatures lower than 23°F. 
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ABRAMS ADAPTER FOR RADAR RECORDING CAMERA 


(a) Abrams recording camera adapters were received on board both the 
U,S.S. HENDERSON (DD-785) and the U.S.S. CURRITUCK (AV-7). The units were 
used to record Vc radar Repeater (modified) on board the HENDERSON and the 
VC-1 on board the CURRITUCK. 


(b) On board the CURRITUCK modifications were made to adapt the Abrans 
camera mount to the SG-1-B redar indicator. It was believed that better 
results would be obtained fron the Indicator than fran the VC~l repeater. 
The camera was used on the SG-1-B until it was considered to interfere with 
the »peration of the radar. It was then changed to the YC-l repeater where 
it was used for the rest of the operation. This permitted changing fron 
SK to SG radar by means of selector switch rather than moving the camera 
each timo. 


(c) On board the HENDERSON difficulties were encountered in adapting 
the camera mount to the 12 inch scope on the VC-l repeater. It was necessary 
to construct an adspter plate to support the mount as shown in Figures 12, 
43 and 4h. With the camera so mounted, it did not cover the entire scope, 
but covered a sufficient ancunt to be considered adequate. 4 more desirable 
mount would have been one which raised the camera approximately six inches 
higher, and thereby enabled the entire scope to be photographed. 


Iv. gee ee oF WARRANT OPI CERS —— PANTRY TO AERTAL NEGATIVE 


The Warrant Oft'icers Messroom and Pantry were obtained for conver=- 
sion into a processing laboratory, film drying and marking roan. The loose 
gear and fixed equipment such as chairs, tables, cabinets and electrical 
appliances were of general use in the conversion and little had to be 
removed. 


In the Warrant Officers Pantry were three metal benches (one with a 
sink with cold and hot running water faucets), one electric range and oven, 
one 8.5 cubic foot electric refrigerator and mumerous dish, cup and glass 
ek) outlets were few but overhead lighting was adequate (See 
Plate U5. 


Both the benches and the sink were utilized. One bench on the 
after. bulkhead was used for the loading and unloading of magazines and for 
the loading of film onto the Smith developing reels for processing. The 
bench on the port side of the forward bulkhead was utilized for general 
work and for the passing of the processed film through the serving window 
to the dryers in the finishing and marking room. The long bench along the 
forward bulkhead that contained the sink was converted into the processing 
bench with s few minor alterations (See Plate 45). 
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In the conversion of the bench to processing, twelve (12) inch and 
one (1) inch pieces of one (1) inch angle iron were welded to hold nine 
(9) Sb-inch Smith Developing Tanks (See Plates 46 and 47). Acroas the 
front of the bench, strips of Might iron six (6) inches high were welded to 
hold any water or solutions that should splash or overrun the tanks fran 
going over the side on to the deck. At the same time, the open end of the 
splash shields could be closed off and that section filled with cold water 
around the tanks to serve as & cool‘ng basin for the solutions in “he tanks 
(See Plate 47). The cold and hot water lines running into the sink of this 
bench were matntained with a slight alteration to the cold water line. 
This line was contimed to run to the bench section on the starboard side 
of the sink. Three spigots were added to take hoses. 


AERIAL PROCESSING FINISHING, MARKING AND DIFFICULTIES ENCOUNTERED 


Exposed magazines removed from the aircraft on the seaplane deck 
were brought down one deck and all the way forward to frame 29 to the pro- 
cessing roon, practically from stern to bow. The film trailer was then 
marked for identification after winding a few exposures through the magazine, 
by pulling the dark slide and scratching the necessary inforaation on the 
film. It was than, placed in film cas marked and taped, and allowed to 
ait and gradually thaw out to approximately roan temperature. Magazines with 
exposed film were often received with a temperature of freezing or below, 
having been subjected to temperatures of mims 13°F to 20°F while airborne. 
Upon canpletion of unloading and checking of magazines, the faulty ones vere 
turned over to camera repair for checking, overhauling or replacing. The 
good ones immediately reloaded, marked and returned to their respective air- 
craft ready for operations. 


V. FLDM DRYING. 


Four dryers proved to be insufficient for the anount of film being 
processed. The Model "J" gorial Film Dryer proved to be the biggest set- 
back in the processing and finishing operation. This was due to many de- 
sign faults. Light construction and constant high speed operation resulted 
din the breakdown and faulty operation of most of the dryers. The speed of 
the dryer also proved to be quite slow and the film was constantly becaning 
a becklog in the darkroom, During the first few weeks cf operation the dry- 
ers were constantly breaking down, requiring the constant vigil of one man 
and the contimal services of a repair man. After a few weeks of reinfor- 
cing, overhauling and altering, the dryers began to operate with less trouble 
and could run at full capacity without trouble. 


STARTER PLATES 


For a positive identification between tri-metrogon aerial survey 
runs, a Starter Plate was mamfactured and used. This plate was a strip of 
alusinus approximately two inches wide and eight inches long with the word 
"Start" perforated on it. Prior to each run the starter plate was inserted 
in the dark slide slot of the magazine and a few exposures made. This would 
result in the image of the starter plate and the word "Start" showing clearly 
the exposures. 


Annex II(b) - 61 ~ 


By the use of the starter plate system the maneuvering of the plane 
on one wing and the photographer making a few exposures at that time was 
eliminated. This saved considerable time by enabling the pilot, photo- 
g@rapher and crew after each run to settle down and camnence the next run as 
gcon as possible. 


The use of the starter plate also aided the film markers to positively 
identify runs in the process of marking, thus saving time in that phase of 
the operation. In this way they did not have to take too much time in dis- 
carding, marking and identifying exposures between each run. 


The only disadvantage of this system is that the photogrmher may 
fail to remove one or more of the four plates before starting the next run. 
Qn only two occasions did this occur. In these tw cases the exposures were 
good except for the small area covered by the plate. 


The use of these starter plates proved very valuable and was highly 
succesaful to this unit during the survey operations. 


VI STILL PHOTOGRAPHY 
1. Speed Graphic 


Speed Graphics with the Graphex Shutter and the Supermatic Shutter 
were used and in most cases operated satisfactorily. The synchronization 
of the Supermatic Shutter with the solenoid type synchronizer was not as 
dependable as the Gra hex Shutter. 


Graphex flash attachment operated especially well except when it was 
exposed to temperatures of approximately 15°F. The batteries were affected 
by this low temperature and it was necessary to put them inside foul weather 
clothing for warmth, to insure operation. 


Suggestions and Recommendationz: 


That on future operations where cameres are exposed to salt spray, rain, 
cold weather and the possibility of rough handling, tests should be conducted 
using the Combat Speed Graphic with flash and range finder equipment. 


K-20 AJRCRAFT CAMERA 


The K-20 with focusing ring attachnent was used extensively md proved 
tw be of great value. It is fast in operation, light in weight and carries 
a desirable number of exposures. It was used in all kinds of weather, in 
boats and in planes. As an all around ont door camera it would be hard to 
find a better one. 


Suggestions and Recommendations: 


The K-20 camera should be used on ail future operations. It should 
be lubricated with the proper oils and greases before being used in cold westher. 
Special locations for lubrication on the K-20 camera are the retracting fins 
on the back of the piston, the locking shafts which holds the pressure plate 
down and the actuating disc in the drive assembly. 
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Plate No. 43. 


VC Radar with modification to mount the Abrams 
Recording Camera adapter, USS HENDERSON (DD-785) 


Plate No. bh. 


VC Radar with modification to mount the Abrams 
Recording Camera Adapter, USS HENDERSON (DD~7&5) 
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Drawing of floor plan of W.0. Pantry showing conversion 
for aerial {ilm processing and loading. 


Plate No. 45. 
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Plate No. 7. 


W.0. Pantry showing arrangements of tanks and alteration 
to sink. 
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i , at ac : eh | i : J va : : 
View of aerial Film Developing and fixing installation in 


Plate No. 18. 


View of serial film washing system installed in W.0. 
pantry showing fresh water lines and sink alterations. 
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Plate No. 9. 


General view of W.0. Pantry as 
altered for aerial film processing. 
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Plate No. 50. 


Dre@ring of floor plan of W.0. Measroom showing conversion 
for aerial film finishing and marking. 
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Messroon. 


Plate No. 51. 
Aerial film drying and marking 
0. 


arrangement in W. 
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Plats No. 52. 
Aerial film drying and marking 
arrangement in the W.0. Messrcom. 
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Plate No. 
Aerial film drying and marking 
arrangement in the W.0. Messroon 
Pees ee 
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MEDALIST 


The Medalist wes used very iittle due to the availability of other 
cameras with a greater number of exposures. The Medalist janmed on the 7th 
or 6th exposure, causing undue trouble in returning to the laboratory for 
unloading order to save the f1ln. 


Suggestions and Recommendations 


That the Medalist be eliminated fran this type expedition; no 
substitute is required. 


GRAFLEX 


The Graflex was used but not to great advantage. In cold weather 
the mirror slowed dow and at times completely stopped, causing the camera 
to be abandoned for outdoor use. 


F-56 AIRCRAFT CAMERA 


The F-56 was used aboard ship for photographing cloud formations, 
Antarctic phenomena,and surface views of mountain peaks in the ice-pack. 


Suggestions and Recommendations: 


That an infra-red focusing post be included with the F-56 camera, 
making it possible to use the F-56 in carrying out tests and reconnaissance 
missions with infra-red. 


FIIM PACK 


Film Packs were used throughout the operation and were successful. 
The film itself maintained its sensitivity when the film wage gsed 2k to 
72 hours to the weather with the temperatures ranging between tL to 25°R, 
No cracking or checking of the emiision was encountered as a result of 
brittleness. The Film Pack taba were difficult to sparate when wearing 
five ee winter aviation gloves but could be parted with not too mch 
less of time. 


Suggestions and Recommendations: 
Film Packs be used in all outdoor photography in the antarctic. 
COT FILM 

For indoor photography, where it is possible to operate without 
gloves, operation with cut film was convenient. Outdoors where it is 
impossible to remove gloves for operating and attaching the holder to the 
cemera, it is quite difficult. 

Suggestions and Recommendations: 

Cut film be used for indoor photography and photographic tests only. 
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KODACOLOR 


There were very few days that could be called ideal for color photo- 
graphy but in almost every case wnere Kodacolor was used, good results were 
obtained. 


Suggestions and Recoumendations: 


Kodacolor be used in the Antarctic, and further tests be conducted 
using Harrison and Harrison color correction filter. 


ANSCO COLOR 


Very little success was experienced with this film. Indoor use of 
blue flash bulbs with daylight film gave fair results. When used outdoors 
there was a predominance of red or ultra-violet. In development, fraying of 
the edges cccurred unless the film was re-exposed under water. 


Suggestions and Recommendations: 


Further experiments be carried out using the Harrison and Harrison 
color correction filters for compensating for the predaminance of red in the 
film or the Antarctic light. That re-exposure of the film be carried out 
under water. 


GLOVES 


Nylon or rayon gloves were not received by this unit, making it 
difficult to operate the cameras. At tines it was necessary to remove 
the five fingered winter flying gloves to make an adjustment on the carzera, 
thus causing unnecessary exposure to the hands. 


Suggestions and Recommendations: 


That special care be taken to include nylon ur rayon glove inserts. 
Also, that a warm close fitting glove be used over the inserts making it 
possible to adjust the major parts of the camera without removing the outer 


glove. 
FILTERS 


Filters are of the utmost importance in Antarctic color photography. 
They are important in black and white photography when it is desired to 
correct or over correct the sky. The H. and H. color correction filters were 
used and tested to a certain degree but not thoroughly encugh to determine 
how effective they were on all types of color film at different geographical 
localities and times of the day. 


Uv=-15, UV-16, and 'SV-17 filters were tested with ansco Coler film but 
were abandoned because of the predominance of red that resulted. 
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The G, 25~A, minus blue and K-2 filters were usedfor black and white 
film. The G and the minus blue gave more normal correction, therefore were 
used more frequently. 


Suggestions and Recommendations: 


That a 23a filter be tested with panchromatic film. Also that a 
c-5 filter series Wratten VI be made available for further testing in the 
Antarctic. 


EXPOSURE METERS 


The General Electric Exposure Meter was the only one available to the 
Western Group. The performance of this exposure meter at all times was as 
accurate as could possibly be expected. 


Suggestions and Reconmendations: 


That “he General Electric and the Weston Meters both be included 
on future cuccditions so that comparative tests may be made. . 


FLASH BULBS 


The 25-B, 2-B, Press-0, Presa-5, and Number 3 Flash Bulbs were used. 
All bulbs performed with a low percentage of failures and were indispensable 
for direct and fill~in lighting. Very few bulbs failed to operate, regardless 
whether they were being used inside or outside, in low temperatures. It 1s 
believed the cold weather had little or no effect on the bulb itself. 


Suggestions and Recommendations: 


Care be taken to keep the batteries for the flash guna3 warm 
as possible by keeping them inside foul weather clothing. The use of an 
electronic type flash, having portable batteries for carrying over the 
shoulder, naking it possible to strap them around the body inside the foul 
weather clothing, could be the engwer to Antarctic flash photography. The 
batteries would have to be of a design to fit inside foul weather clothing 
and curved to fit the body, as an aid in carrying for long periods of time. 


VII PHOTOGRAPHIC TESTS 


Some of the difficulties encountered, besidee cold weather, in 
performing photographic tests for C.N.O. were: the scarcity of men, the 
absence of the proper film and the email number of days photographically 
available for this type of photography. 


One Chief Photographer's Mate and one Photograph's Mate second class 
were assigned to this detail along with their other duties (such as the 
responsibility for all still coverage for Task Group 68.2, second photo~ 
graphers in the PB¥-5's and laboratory duties). 
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Black and white out-of-date film was a constant source of trouble 
and part of tne color film arrived too late to be utilized to the best 
advantage. Infra-red fiim was not used because cameras of the proper size 
did sot have infra-red focusing posts. 


The normal day in the antarctic is overcast with a high reading in 
light value. For close-up photographs of planes, ships, and icebergs, the 
light value was high and good results were obtained. In the photographs 


taken out over the ice-pack and water, the ice, water and sky blended together 


causing a flat negative, even with the use of filters. The abnormal day 
when it would have been possible to run tests, it would also be good weather 
for flying and the photographers were necessarily assigned to higher priority 
taskg making it impossible to perform these tests in the manner suggested. 


Suggestions and Recommendations: 


any activity requiring tests involving non-standard equipment should 
furnish the equipment, material, and personnel required. 


VITI. NEGATIVES AND TRANSPARENCIES TAKEN FOR VARIOUS ACTIVITIES 
AEROLOGICAL 


Aerological Black and Wnite and color stills of weather phenomena 
and equipment in use aboard the U.S.S. CURRITUCK (AV-7). 


Ne gative numbers AAW aus ie 351, 352, 3535 35h, 355, 356, 387, 
358, 359; 361, 389, 390, 407 and 108 


One roll of color film K-18, marked: Aerological Supplementary 
color vertical ami horizontal cloud formation Supplementary Roll No. 1 
dated 1-12-17. 
One roll of Bleck end White. K-18 film marked Aerological Special 
Black and White Vertical and Horizontal cloud formations Roll No. 1 dated 
1-12-h7. 
PANORAMIC 


Panoramic photographs from surface vessels of coast line or islands. 
Negative mumbers aAW 450, 451, 52. 


BUREAU _OF SHIPS, HELICOPTER 


Bureau of ships requirements. Helicopter installation facilities. 
Negative numbers AAW 391, 392, 393 and 39h. 


EZECTRONICS, Chief of Electronics. 


Black and White photographs of modified electronic equipment. 
Negative numbers AAW 164, 165, 156, 180, 182, 229, 198 and 199. 
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RADAR 


12 Rolls of Shipborne Radar Recording Canera Film taken on U.S.S. 
CURRITUCK and one (1) roll of film fran the U.S.S. HENDFRSON was turned over 
to ite Comdr. R.L. Hildebrand, USNR, Electrical Engineer, Task Group 68.2. 


PHOTOGRAPHIC INSTALLATIONS. Chief of Bureau of Aeronautics. 


Photographic equipment installed in PEM-5. Negative mmbers AAW 
163, 180, 132, 183, 187 and 229. 


HELICOPTER OPERATIONS. 


Bureau of Aeronautics Black and White and color transparency stills 
of helicopter operations. Negative numbers, AAW 3, 6, 8, 27, 158, 362, 363, 
36, 365, 366, 367, 368, 369, 370, 391, 392, 393, and 39h. 


IX MOTION PICTURES 


It is felt that the operations of Task Group 68.2. were adequately 
covered in motion pictures, and that an interesting documentary story was 
obtained in color and Black and White. 


However mechanical and structural deficiencies of the motion pic=- 
ture cameras were many, and several scenes that were impossible to duplicate 
were probably lost because of camera malfunctions. 


Motion picture cameras when received were in very poor condition. 
Most of them were stamped OPERATION CROSSROADS, and upon inspection some were 
found to be out of time. Gear drive boxes and magazines etill contained heavy 
lubricants mixed with particles of sand. It was obvious that few, if any, 
were cleaned or checked for mechanical failures prior to issue for use on 
eee RIGHJUMP. One Cine Special camera bore a tag marked "Da not use — 
no good*, 


Detailed mechanical discrepancies and modifications are listed in the 
Camera Repair Section of this report. 


EYEMO 


The Eyemo was the most unreliable notion picture camera aboard. Of 
the two received, only one could be used outdoors in cold climate, and then 
was under constant repair. When first tested both cameras would fail on 
spring power at temperatures of approximately plus 59°F., andmotor power 
at plus 50°F. By polishing down the sperture plate and lubricating with low 
temperature oils, one Eyano would operate at about minus O.L°F, with motor 
power only, while the other could not be improved despite all efforts made. 
Fortunately, colder weather was not too often encountered. 


Neither camera would operate while in flight where texperatures of 
fran mims 0.°F centigrade to minus 23.8°F were encountered. 
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MITCHELL 


Of the two Mitchells received, one was out of time, and because 
of the overload of canera repair work and their being no need for its ser= 
vices, no attempt was made to place it in commission. 


The Mitchell wag not used to any great extent because none of the 
LOO ft. motion picture stock ordered had been received prior to leaving San 
Diego, Calif., and by the time the U.S.S. PHILIPPINE SEA arrived south with 
our requested supplies, most of the 35-millimeter shipboard coverage had 
been completed. However, its bulkiness and weight were also reasons for 
its little use aboard ship. Shortage of outdoor bulkhead electrical re- 
ceptacles necessitated the use of batteries for power source, making the 
combined weight of the equipment about 160 pounds. It was very difficult for 
one man to carry this equipment from one section of the ship to another, — 
with adequate assurance of shifting to a more advantageous position in time 
to catch some desired action. 


In flight however, after certain modifications were made, the 
Mitchell was the only 35-millimeter ¥.P. camera that could be used with 
any degree of success. 


In the first attempt at 35-millimeter work in the air, four (4) 12- 
volt portable batteries were used as power source because of the 2lj-volt ele- 
ctrical system in the plane. The batteries were placed in the area of the 
port waist hatch and were subjected to approximately the same temperature, 
as the cameras. A high hat was designed to carry the cazera on either of the 
two waist gun mounts. The temperatures reached at different times of day 
and different altitudes were: 


0630 Mims 28.°F 28 F.P.S. Camera normal temp. 
0730 Minus 28.)°F 22 F.P.S. after takeoff. 
0900 Mims 18°F. 68 F.P.S. 1h,000 feet alt. 
1000 Mims 23.8°F 2 F.P.S. 16,800 feet alt. 
1030 Mims 5.8°F. 0 F.P.S. 11,000 feet alt. 


At approximately 1,00 feet altitude the lens focusing rings, aperature 
rings and focusing knob on the view finder became frozen and inoperative. 


Upon return to the ship, the camera was completely de-ciled, cleaned, 
and relubricated with low temperature lubricants. A 12~volt line direct 
to the waist hatch from the plane's batterles was installed in order to 
rectify any possible independant battery power loss from low temperature. 
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Anothar flight was made with approximately the same results, so it 
was decided to use a direct 2l-volt line on the 12-volt cavera motor, and 
replace the high hat installation in the waist hatch gun mount for a tripod 
set up on the center line of the deck in order to eliminate the wind blast. 


The resuits of this change proved satisfactory, with 2,000 feet of film exposed, 


although the tripod legs and spider took up all the available athwartship 
space in the waist, causing a bottleneck for the transfer of tri~metrogon mag- 
azines from storage to the tri-metrogon camera position. 


During time the 2h-volt power source was used, the 12-volt motor did 
not spark out or become excessively warm during operation. The friction 
clutch on the aotor was sot wide open in order to obtain 2l, frames per second. 


GUN CAMERA 


The Gun Camera performed in excellent style mechanically. The ‘only 
difficulties encountered were from jamming magazines. Cold weather and the 
tight loop method of threading magazine film is conducive to film breaks. 
Because it has only one fixed focus lens, and can be operated only by elec- 
tricity, the Gun Camera's uses are limited. It is however an excellent 
canera for the purpose designed. 


CINE SPECIAL 


of the four (l) Cine Special cameras and eight (8) magazines received, 
two cameras and four magazines failed mechanically during the first phases of 
the operation. It is believed however, that the Cine Special is the best of 
the movie type caneras received for all purpose work. It operated at all tem- 
peratures encountered, the lowest being minus 23.8°F, without noticeable lag. 


Focus stop pins were sheared on two of the 15 millimeter lenses which 
may result in some footage being out of focus. 


Mechanical failures were due mostly to irrepleceably worn clams which 
put three magazines permanently out of comission. 


EXPOSURE METER 


The General Electric Meter was used exclusively throughout the 
operation and was considered thoroughly reliable. At times accurate readings 
were difficult or impossible to wake depending on the subject. 


Light reflection fron the ice pack was extraordinarily great, and in 
the case of a PBU-5 taking off or landing, the average water reading was about 
6 foot candles. 3 to 5 degree upward change in meter angle hwever, would 
bring the needle against the 70 foot candle pin, 80 a happy medium, favoring 
slight under exposure for color film was used. The average lens aperture 
opening used on outdoor scenes at 2h f.p.e. was £.8. 


A frequent topic of conversation was the possibility of adding snother 
light factor to a meter for extreme light. It is felt that it would be of 
more use in Antarctica than the now used "Hood Off" element for measuring 
weak light values. 
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RECOMMENDATIONS 


It is the general opinion that the standard motion picture cameras 
used by the Navy today are not suitable for the many varied uses in freezing 
climates, nor do they give positive assurance of consistently good mechanical 
operation in the field under low temperature conditions. Both in structure 
and design, they lack too mmy essential qualities necessary for cold weather 
photography. Almost all of them are good for the purpose designed, but it 
is believed that one type can be built to incorporate all of the good features 
of each into an all-climate camera. This camera, it is felt, should be of 
combat design, of as light weight and compact structure as possible for porta- 
bility, and definately a magazine load type. A Mitchell, Cine Special or, 
Eyemo cannot be threaded with any amount of speed or assurance when heavy 
mittens are worn, and to remove them places the cameraman in danger of severe 
frost bite at extremely low temperatures. 


Many features of the present day csmeras could be eliminated to make 
room for more important appliances that would serve a better purpose. The 
single frame exposure, the rewind unit, and the degree opening lever are a 
few units on the Cine Special that are of little or no use to a field camer- 
aman. The wind handle is too long, and often hits the speed knob while crank- 
ing, thereby changing the frames per second speed. By merely brushing the 
camera against clothing it is found that the degree opening lever would 
change to various positions, and the rewind handle would fall away from the 
camera because of a poor locking device. The footage speed indicator window 
could be replaced with a tachometer, which is considered all-important for 
work where frames per second speed will vary with temperature. 


A three lens turret similar to the Filmo auto Master could be adopted 
for quick lens changes. The finder elements should be placed above or along 
side their respective lenses so that the lens and view finder element change 
is made simultaneously. 


The view finder should be hooded, because many times the sun is directly 


behind the photographer and glare from it blinds out the window view entirely, 
very often causing the photogrammer to lose sight of his action. 


Making the many necessary filter changes was a lengthy and clumsy pro- 
blem when wearing heavy mittens. Filters should be of glass construction, 
and a disc containing at leastfour () receptacles for various types of fil- 
ters should be situated between the shutter and the lens position of the 
camera. Similar to the Mitchell, it could be of rotary design that facilitates 
a rapid choice and change of filters. 


In a modification of an Eyeme, it was found that a pistol grip 
trigger method of starting was most suitable. The pistol grip could be placed 
beneath the camera in such a manner that it could be adjusted and locked to 
suit the individual photographer's shooting position. 
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Time and lack of necessary equipment prevented experimentation on 
instaliing heating units in gear drive boxes to prevent freezing of the 
assembly. The problem of controlling metal contraction and expansion to 
prevent the janming of a camera remains to be solved. In some cases, re- 
gardless of lubricants, it is believed this contraction of metal parts 
was the cause of most difficulties. 


it is believed that the above recommended features couid be built 


into l6-millimeter and 35-<millimeter cameras of identical design, each to 
carry not less than 100 feet of magazine film. 
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ANNEX TWO (c) 
TASK GROUP 68.3 
PHOTOGRAPHIC REPORT 
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re INTRODUCTION 


This report presents the photograpnic objectives and accomplish- 
ments of the Eastern Task Group, with the problems encountered, action 
taken, and recommendations. 


Recommendations similar or identical to those of the Central 
or Western Jroups have been omitted. 


II OBJECTIVES 


Primary: Tri-metrogon reconnaissance survey of the continental 
area, coastline, and island areas of Antarctica, from longitude 15 
West to as far East as operations would permit. Secondary: To obtain 
complete still and motion picture documentary coverage (in Black and 
White, and color) of the overational and photographic requirements of 
various Bureaus and other Governmental agenciese 


IIT ALRCREWAEN 


Prior to flight the cameras were run through several operating 
cycles to insure proper working condition. A check was made to insure 
that lenses and filters were clean, and that the shutter and diaphragm were 
set for light conditions expected. The navigation ard stop watches 
were drawn from the Squadron Navigation Officer, and the navigation 
watch was installed in the Gremlin recorder. The date, name of the 
photographer and flight number was recorded on the data card provided 
in the recording chamber of the radio altimeter, radar camera and 
gremlin recorder. All clocks were set on GCI. The contents of the 
spare parts kit were checked. The check-off list was signed and turned 
in prior to departure. 


As soon as the crew secured from their take-off positions, the 
photographers installed the plexig])ass hatches in the waist and set up 
the handheld oblique camera. One photographer took station in the 
waist; the other set up the tri-metrogon cameras, installed ths vien- 
finder, and inserted markers in magezines. 


When the area to be photographed was reached, the first photo- 
grapher manned the tri-metrogon station and the second photographer 
manned the oblique waist station. Both remained at stations until 
the area was photographed. On return flights to the ship the tri- 
metrogon cameras were secured after leaving the coast but the oblique 
station was not secured until the flight landed at the ship. 
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The photographer recorded as accurately as practicable the GCT 
of photographs taken, true heading, drift, ground speed, and barometric 
altitude of the plane. This information was obtained from the pilot 
or navigator. Entry was made on the data sheet to show from which side 
of the aircraft oblique photographs were made, indicating the relative 
bearing of the subject when possible. 
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Prior to landing the plexiglass hatches were removed and the 
waist hatch secured. Tri-metrogon hatches were checked to insure that 
they were properly secured and watertight. 


After the plane was hoisted on deck the photographers passed 
magazines with data sheets to the waiting processing team. After 
each flight and upon securing the aircraft, the photographic aircrewmen 
reported any discrepancies in photographic equipment, or any deviation 
from the normal procedure prescribed for making runs and recording 
data. 


Between flights photographic aircrewmen assigned to flight crews 
worked with other members of the plane crew making the plane ready for 
the next flight. The photographers! main concern being photography, 
they were responsible that cameras were cleaned and in good mechanical 
working condition. After work in the aircraft was completed photo- 
graphers worked in the laboratory. 


IV AIR OPERATIONS 


Prior to departure from the United States pilots, navigators 
and aircrewnen were given training in photography. Installation of tri- 
metrogon camera mounts and Gremlin recorders was completed in PBN air= 
craft and a recording apparatus for photographing the radio altimeter 
(SCR-718) once each 60 seconds during survey flights was installed. 


While enroute to the Antarctic lectures were conducted for 
pilots, navigators, and photographic aircrewmen on overall requirements, 
their individual responsibilities, procedure for making mapping runs, 
identification and marking of negatives, and photographer's check-off 
list. The radio altimeter recording apparatus installation was completed 
and tested, aerial cameras and magazines were cleaned, winterized and 
tested, standby aircrewmen were familiarized with the operation of 
tri-metrogon cameras, radar scope recording camera, and radio altimeter 
recording apparatus, 


V LABORATORY 


Prior to transfer of TF-68 photographic personnel to the USS 
PINE ISLAND the Photographic Officer of this Task Group visited the 
ship to estimate additional space to be required, changes, alterations 
and additions necessary for photographic installations. In addition 
to the photographic laboratory proper and the sensitised cold storage, 
the following spaces were assigned to photography: 


(1) W.0. Mess and Pantry for use in aerial film processi:.;, 
marking, Sonne printing and aerial camera storage. 

(2) Admiral's and W.0. Stores for use as storage for chemicals, 
printing paper, and smell photographic equipment. 
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(3) Officers’ bunk room number |, for storage of large equip- 
ment and the bulk of photographic material. 

(4) Stateroom number 1Ch for storage of camera trunks, small 
photographic equipment not in use, and hand held aerial 
cameras, 

(5) Stateroom number 101 for movie office and storage of movie 

film and cameras for quick access. 

(6) Aviation Instrument Repair shop for camera repair. 

(7) Flag Plot for TG Commander, Hydrographic and Photographic 
Officers! office and work space. 


VI ACCOMPLISHMENTS 


(1) Stills. 
1376 still photographs were made and filed by the Eastern 
Group of which 1263 were Black and whites (85% being lh by 
5 inches), 87 Kodacolor and Ansco, and 26 Kodachromes. 
(2) Movies. 
42,000 feet of wotion picture film were exposed during the 
operation of which 35,550 feet were 35-mn black and whites, 
5,950 feet 1é-mm Kodachrome, and approximately 500 feet 
l6-mm black and whites. 
(3) Aerials. 
8,298 aerial negatives were made and processed; 51), K-17 
obliques, 5,763 Tri-Metrogon, and 1,921 Gremlin timer 
negatives. 
(4) Photographic Flights. 
Twelve photographic flights were made averaging 8.25 hours 
per flight a total of 99 hours. The longest and shortest 
photographic flights were 12.1, and ).2 hours respectively. 
(5) Aerial Film Processing. 
An aerial film processing log was kept for recording work 
accomplished and time required. 
The following is a brief summary of accomplishments for 
one processing period flights Nine and Ten. 
2h, Jan 47 = 0500 
Film received from flight Nine (9): 
6 rolls Tri-Met, 2 rolls Gremlin timer, 1 roll oblique, 
1 roll 35 am radio altimeter film, and 1 roll 35 m 
radar scope film. 
0600 Test strip completed from oblique camera; processing 
started. 
0630 Received film from flight Ten (10): 
6 rolls Tri-Met, 2 rolls Gremlin timer, 1 roll oblique, 
and 1 roll 35 mm radio altimeter filn. 
0800 two rolls from flight 9 processing (Power failure 
of filmu dryer delayed work $ hour and damaged one roll 
of film). 
1200 Commenced marking film from flight S$. 
1700 Flight 9 completely processed. 
25 Jan 0500 Flight 9 completely marked. Flight lOconpletely 
processed. 
0730 commenced checking flight 10 for marking. Dark room 
ready for Sonne printing. (Power failure in’ W.0. Pantry 
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delayed Sonne printing 7+ hours). 
1030 Commenced marking flight 10. 
1200 Processed Radio Altimeter and Radar Film; flights 
9 and 10. 
1500 Commenced Sonne printing (strip printing). 
1900 Finished marking flight 10. 
26 Jan 0230 Both flights finished ~ job conplete. 
0900 Laboratory ready for next flight (field day held, 
chemicals mixed, etc). 


Comments 


45} hours were required to process 18 rolls of film 

(15,200' rolls and h,125'), 3 rolls 100' 35 mm movie 
film, mark aerial film, and make one (1) Sonne print 
from 18 rolls. This included approximately 8 hours 

lost due to power failures. 


(6) Photographic Prints 
Photographic Prints made from above negatives are 
listed below: 
(1) 7 inch Sonne roll prints 


(Approx 7 x 7") 18,720 

(2) 9 inch Sonne roll prints 
(Approx 9 x 9%) 16,900 
(3) & x S inch prints 3,360 
(4) 5 x 7 inch prints 375 
(S) 8 x 10 inch prints 7,547 
(6) 10 x 10 inch prints 3,500 
(7) 10 x 20 inch prints 1,075 
(8) 12 x 14) inch prints 875 
(9) 18 x 22 inch prints 125 
52,477 


VII DIFFICULTIES ENCOUNTERED AND RECOMMENDATIONS. 
Shipboard Personnel 


It was found that the number of photographic personnel assigned 
were not sufficient to carry out photographic requirements. 


When processing aerial film it was necessery to stop all other 
photographic work and use all available men in two twelve hour shifts 
to expedite completion of aerial survey work. 

VIII SHIPBOARD PEYSOINEL. 

The following photographic complement is sugcested as necessary 

on an AV when operating two PBN airplanes on a similar operation. 
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One Photographic Officcr, four CPhoX's, six Pholl, ten PhoN3, 
four Seamen Fhoto Strikers, and one Yeoman (Second class or above.). 


‘when supporting six to twelve aircraft the complement should 
be increased as follows: 


One Photographic Officer, four CPhoil's, Nine Pholfl, fifteen 
PhoM2 or PhoM3, six Seamen Photo Strikers and One Yeoman Second Class 
or above. 


IX HOTOGRAPHIC AIRCREWKEN 


During flights over the Antarctic Continent one photogravher 
could not efficiently operate the tri-metrogon cameras, shoot supple- 
mentary oblique cameras, and record essential data necessary for 
accurate compilation of all photographs. 


A second photographer was assigned using stand-by photographic 
aircremen from the supporting personnel. This increased efficiency 
within the aircraft during flights but at the same time cut laboratory 
processing and completely stopped work on several projects to which 
these men were assigned. 


It is recommended that in future operations of this nature two 
PhoM's be assigned each plane crew with one stand-by PhoM for each 
three aircraft. These photographers should be in addition to the 
supporting shipboard personnel listed above. 


x PILOTS 


In many instances mapping procedure and instructions were not 
followed. Common errors were: Changing course during mapping runs, 
changing altitude during runs, and failing to overlap the previous run. 
This is attributed to the fact that pilots were not thoroughly trained 
photographic pilots. 


XT PHOTOGRAPHIC OFFICERS 


- Aerial survey operations would be more efficient if photo- 
graphic officers were given a period of training in photogrametry. 
This would familiarize the photographic officers with the compilation 
of triemetrogon photographs and their translation into cnarts. The 


officers would gain necessary information to properly plan and accurately 


evaluate work of this type. 
XII CAMERA PROBLEMS 
(1) K-20 aircraft cameras: These cameras were received in poor 
Condition requiring a major overhaul before they could be 


relied upon. All K-20's in this Task Group were mamufac- 
tured by Folmer Graflex Co., but the spare parts were for 
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Fairchild models. Theoretically these parts are inter- 
chanrezble, but it was found that this was true unly in 
major assemblies. 

(2) K-17 Aircraft Cameras: [he winding clutch in one K-17 
case drive broke due to metal fatigue. This camera was 
placed back in comnission by connibalizing a calibrated 
K-17 set, as no spare purts for these cameras were received. 

(3) Gremlin Recorder: The shutter assembly in one recorder 
was bent when received and jammed beyond repair. It was 
evident that this timer had mt been tested before delivery, 
for such a major discrepancy would have been discovered. 

No shotograrphs cculd be made with the shutter in such a 
condition. 

(kh) Gremlin kecoraer Magazine (F-56): During one flight an 
F-56 magazine sheared a taper pin on the take-up spool 
drive. [he magazine was repaired and placed back in 
commission. 

(5) The 35 mm Eyemo Motion ricture Camera: Considerable 
trouble was encountered with the Eyemo cameras. With four 
cameras it was impossible to keep more than one in orfera- 
tion at a time. The bearinss of the cameras received, as 
well as those rreviously on board, were worn to such an ex— 
tent that it was impossible to use them until all bearings 
were replaced. This condition is attrib:ited mainly to lack 
of croper lubrication and proper maintenance dy previous 
custodians. 

(€) Mitehell Cameras:" Two litchell motion picture cameras were 
received. One camera had a burned out buckle switch; the 
other was received with marazines belonzing to a newer 
model canera and with a turret missin;. ‘the buckle switch 
could not be repaired or replaced, so it was necessary to 
wire around the switch in order to operate the camera, thus 
eliminatin, an important safety feature. loth cameras had 
25 mu lens but hel no flanges for mounting ther. One camera 
was kept in commission by cannibalizing the other one. 

(7} Radic Altimeter Recording Camera. This camera functioned 
satisfactorily ard is considered essential to aerial survey 
where ground control is impossible. 1t is recomnended tinat 
this camera operate simultaneously with the survey cameras 
anc so wired that it can be o:erated continuously when the 
survey cameras are turned off. 

XII] AIRCRAFT 


The dome lizht installed in the tunnel of FP. aircraft was inade- 
quate. Additional lirshts sere installed. 


Iv LABGR ARTY prowte Ss 


(1) Hypo. 
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Atkinson prepared fixing bath had many impurities causing 

gmall spots on the filn. After this was discovered all — 
fixing baths were mixed with hypo crystals. 
Developer. 

& large shipment of Atkinson low contrast developer (51-D- 

118-100) was received. ‘any cans were rusted through, 

oxidized and deteriorated, a.d were discarded as unrelizble. 

(3) Temperature Control of Water. 

Water from the fresh water tanks was too cold for use. 

(Approximately ,0°F). There was one hot water spigot with- 

in the photographic laboratory which supplied water to the 

film developing room. 

Aerial Film Developing Outfits. i 
The Smith Aerial Film Developing Outfits, (19-D-155, 18-D- 
156 and 16-D-176) were not adequate to fulfill the demand sd wm: 
made upon them. The reels provided (18-D-155) were not 
properly designed to operate under the load of 94"% 200! 

film. All Smith reels and motors provided were inoperable 

in a short while. The drive shafts slipped continually in 

the rubber shock absorbers which at first would not allow 

the motors to reverse and finally become so loose it was 

impossible to crank the film through by hand. 

The Army type B-5 Developing Outfit, Army stock number 8900- 

219250, 115-volt, 90-watt is reconmended. 
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The Smith Model "J" Aerial Film Dryers (18-9-796) were found 
entirely too slow in operation. Drying of aerial film cre- 
ated a considerable bottleneck in processing. In addition, 
the roile.'s of the three dryers were impregnated with wax. 
All effo-ts of removal, including boiling, sanding, and 
soaking in benzine were of no avail. The dryers continuously 
deposited patches of wax on the back of all film. 
Tne Army type A-10, Army stock number 6900~237860, 115-volts 
or 115~230-volts, 3000-watts, aerial film dryer is recommended. 
Sonne Printers (18-?=21575). 
The two Sonne orinters were out of comnission when received. 
All switch handles were broken off, frames of both printers 
were bent, and one printer was missing a major part of the 
negative supply spool brake. With two printers enough parts 
were available to keep one in commission. 
(7) Sonne Print Dryer. 
A modification was made on a Pako Liberty Model matte dryer 
to provide an automatic take-up for rolls of Sonne prints. 
The matte dryer was superior to the Smith Aerial Film dryers 
for the drying of Sonne prints, It is also considerably 
faster and the prints are not subjected to as mich strain. 
See Plate 12, 
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XV CONCLUSION 


There were many photographic tests and projects carried cut 


Aunex iI-(c) ay a 


VFVIFFIFFFFIFI9399FIF999993I999I9939999399999994 


by all Groups, but because of the scientific or technical nature, this 
material is not included in this report. 422 of this material has 
been forwarded to CNO (OP-SSP) for final analysis. 
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Plate No. 3 
Photographic Laboratory - Finishing Room - A-303~1L, 
a ee 
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Plate No. $ 


Developing Room (Color and B&W) 
Photographic Laboratory (A-303-1L). 
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Plate ilo. 6 


Aerial Finishing & Aerial Camera Storage - We. Us. Mess. 
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Plate No. 7 
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Aerial F 
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Plate No. 8 
- W. 0. Pantry. 
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3m Developing & Sonne Printing 
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Plate No.9 


ovie (2fficsa) Storage (Stateroom 101). 
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Flate No. 10 
Camera Repair. 
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Plate No. 12 


Attachment for Matte dryer for drying Sonne prints. 
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Plate No. 13 


Altitude Recording Aoparatus installed 


in PPM Aircraft of Eastern Jroup. 
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I. INTRODJCTION 


The Annex concerning photogrammetry is treated somewhat differ- 
ently than the other Annexes because the activities resulting from the 
photogrammetric and cartographic activities of Operation HIGHJUMP 
constitutes a program of several years duration. For this reason it 
de not possible to give thoroughly qualitative findings in these pages. 
However, the first phase or the “Field Program® has been completed and 
while complete, detailed, qualitative analysis is not available, a 
comprehensive report on the activities which took place and numerous 
specific recommendations are presented herewith. 


II. THE OBJECTIVES 


A. To obtain aerial reconnaissance mapping photography of as mich 
of the coastal, continental, and pack-ice regions of the Antarctic as 
practical within the limits established by available equipment, tine, 
and weather. Detailed preferences, which generally favored little or 
totally unimown areas, were established by the Hydrographic Office and 
the Naval Photographic Services. 


B. To obtain along with the reconnaissance mapping photography, 
sufficient air and ground control, consistent with the equipment and 
time available, to provide a basis for the construction of relatively 
accurate maps and charts of the Antarctic. 


C. To make operational testa of photogrammetric methods, proce- 
dures, and equipment in an unknown area with a minimum of ground 
control. 


D. To provide operational photographic reconnaissance training 
under conditions peculiar to polar areas for aviation personnel, 
especially pilota, navigators and photographers. 


IIt. PLANNING AND PREPARING FOR PHOTOGRAMMETRIC OPERATIONS 


No photogrammetrists were assigned duty in the Task Force until 
after operations had begun, therefore all plans and preparations for 
photogrammetric activities on Operation HIGHJUMP were designed and 
executed by various mexbers of the Staff, with advice from the Hydro- 
graphic Office. There were no Naval photogrammetric Officers avail- 
able for duty. The billot for staff Photogrametric Officer was 
filled by a reserve officer who reported for duty to the Staff, Task 
Force 68 as it passed through the Canal Zone on its way aouth. 


While mich preparatory work had been completed, no method is 


practicable, as yet, by which ground control of the aerial photography 
can be secured in the Antarcticor. euch short notice. 
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Note: Refer to Annex Two for more detailed information concerning 
the planning and preparation of photogrammetric operations and the 
design, use, and performance of all mapping cameras and associated 
equipment. 


Between the Canal Zone and Little Aserica, the Photogramotrist 
familiarised himself in detail with what had previously transpired 
and studied the aerial photography taken on previous expeditions, 
planned tentative flight lines based upon the range of the aircraft, 
probable munber of flights, and areas of priority, and studied the 
locations and accuracy of previous ground control. 


Discussions were held between the Staff Photogrammetric 
Officer and other mesbers of the Staff and observers concerning the 
possibilities of cbtaining ground control with the equipment avail~ 
able. After considerable thought and interchanges of views, it was 
established that within the time required and with the equipment 
at hand, ground control could not be obtained. 


Operations in Task Groups 68.2 and 68.3 began on 2), December 
1946 approximately one month and a half before similar operations 
commenced in Task Group 68.5 based at the Bay of Whales. Flight 
information was dispatched as it occurred to CTF 68 and transferred 
to specially prepared logs, charta, and overlays. Among the types 
of information placed on charts were the indicated flight tracks, 
photo coverage, exploration and discovery, changes in coastline, and 
the daily positions of the Seaplane Tenders. 


IV. PHOTOGRAMMETRIC FIELD OPERATIONS IN THE ANTARCTIC 
A. location of the Base 


The Bay of Whales, uite of three previous United States 
Expeditions, was chosen as the site for the base camp and airfield 
of the Sentral Group. One of the determining factors in locating 
the base at Little America was the knowledge that if the Bay of Whales 
was accessible to the icebreaker, it would be possible to unload the 
nacessary cargo for camp construction, remove this heavy cargo to the 
ice shelf, and find a suitable location for an airfield nearby. Unfor- 
tunately, however, the Bay of Whales is in the center of a relatively 
well-explored area in tho Antarctic. This factor meant that the air- 
craft had to fly 400 miles before reaching the area in which the 
reconnaissance photography was to be performed, and to return over 
that same 00 miles after the mission had been accomplished. This 
fact considerably decreased the effective area to be photographed. 
For example, twolve missions averaging 4.2 hours each never did get 
out of nom territory either because of weather changos, mechanical 
difficulties, or because the particular mission did not warrant a trip 
of more than 00 miles away from base. 
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Be Office Space and Security 


Upon establishing the airfield, quarters ware assigned the Staff 
Photogrammetrist and the Squadron Navigator in the already overcrowded 
Quonset hut provided for aircraft maintenance. Drafting and chart 
tables were built, electric lights rigged, and storage areas and shelves 
for charts and equipment were installed. 


Effective use of the quarters for photogrammetric, cartographic, 
and navigation operations was hampered by use of the same space for 
briefing of the crews, by the operations duty officer, and by all hands 
as a general refuge from the cold. 


Security for classified material and for the chronometers and 
other valuable navigation instruments was provided by use of padlocked 
parachute bags. 


After eighteen flights had been completed, photogrammetry was 
moved to a large tent which provided ample space for all photogrammetric 
and cartographic field office activities. The tezperature in this mt 
was seldem above 50°F. even with the oil stove turned to its maxima, 
Such temperatures made working with acetate ink and metal drafting 
instruments upon cellulose acetate a very slow and difficult process. 
Also this space was considerably removed froa the airfield and made 
contact with the navigators, pilots, and photographers difficult, since 
there was no camp telephone system available. 


C. Photographic Reconnaissance Aircraft 


Six RyD-5 aircraft were used by the Central Group as photo~ 
grephic reconnaissance aircraft. Whila these planes were of pre- 
war design, they had many advantages not shared by some of the more 
modern designs. However, in so far as exploration and reconnaissance 
were concerned these aircraft also had several important disadvantages. 
They did not have a long enough range, nor were they able to fly 
sufficiently high to make a practical tri-metrogon reconnaissance of 
the 10,000 foot high polar plateau and mountains. The average ground 
speed of appraxsately 120 kmots increased the time necessary to be in 
the air. Most important, however, was the limited carrying capacity, 
After loading the hull fuel tanks, emergency gear, camera assemblies, 
and a crew of five weasbess, it was not safe to place additional crow 
members and their equipmant aboard considering the planned range. This 
prevented the use of two additional crew mesbers whose presence would 
have contributed to a more successful operation: (1) A second phote= 


to help manage the asseably of eight cameras, eight 
° were designed for simultaneous action; and (2) A eralned 
technical observer to operate the wire recorder and to establieb com 
ete contro ormation necessarily neglected by the various crew 


members, each of whom was assigned to perform a part of it, in the 
interest of paying full attention to their regular duties to get tho 
plane out and back successfully. 
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D. Pilote 


The naval aviators selected as R4uD photo reconnaissance pilots 
for Operation HIOBJUMP did not possess the requisite training and 
experience necessary for such an operation. With but two exceptions, 
none of these officers had previously flown serial photographic flights. 
A sufficient misber of pilots with a combination multi-engine and photo-~ 
mapping background could not be obtained. A serious effort was made 
to train the officers selected but the minima requisite tine necessary 
for this purpose was not available before the sailing date, Both the 
quality and quantity of reconnaissance photography obtained could have 
bean materially increased by the selection of experienced photo pilots, 


E. Navigation Aids 


Tho Navigators were considerably handicapped by a total lack 
of sany of the navigational aids considered a necessity in ordinary 
naval aviation. It was planned to use as navigational aids, the OPH, 
the specially prepared Inverse Mercator charts, and the radar and 
redio from the U.S.S. MOUNT OLYMPUS. However, the GPN could not be 
grounded in the ice and its signals were frequently not picked up 
until the base was within sight. The charts were ruled and numbered 
by band for flying the grid system and served as good plotting sheets, 
but the planenetric and topographic details were so inaccurate they 
could only be used as a general guide. The navigators were s0 accustom 
ed to accurate charts that it was difficult to make then believe that 
somatines they were right and the chart was wrong. The MOUNT OLYMPUS 
was forced to retire from the Ross Sea by ice conditions and its long 
range radio and radar wore not available for use in connection with 
the reconnaissance program. ‘The magnetic compass could not always 
be relied upon. Thus the only tools at the command of the navigator 
for use in establishing control data for the photography as wall as 
for the safety of the plane, consisted of an astro-compass and a chart 
with good navigation and terrestrial grids but inaccurate dotail. 


F. The Photographers 


Ten of the twelve photographers in the Central Group also 
acted as aerial photographers. The fact that these mon had beer 
well trained in their duties is evident fron the excellent quality 
of their work. Their work was not perfect, however, but repetition 
of imperfections in later flights was caused by the lack of a photo- 
graphic laboratory at the base, where such errors would have been 
discovered and corrected. Sample errors committed included an oblique 
camera which was accidently stopped all the way down to F.22, and the 
failure to insert some sort of marker in the tri-metrogon and grealin 
cameras to mark the beginning and end of runs for correlation of the 
port, vertical, starboard, and grealin photographs, 


The photographic situation which adversely effected photo— 
grametry was the fact that che RiD's wore equipped with too many 
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cameras for the single photographer allows in the crew. As a result, 
the oblique, movie, and radio altineter cameras as well as the field 
data sheets, suffered at the expense of operating the tri-metrogon 
assembly. The supplementary photography and the field data sheets 
are especially important to the photogramnetrist since it ia the 
combination of these and the navigators records that makes the aerial 
photography useful for mapping purposes. 


G. Photogrammetric Flight Performance 


According to the Operations Plan, mapping missions were to be 
flowm at an altitude of 10,000 feet above the terrain. When the air- 
craft left the U.S.S. PHILIPPINE SEA all unnecessary gear including 
oxygen equipment was removed to insure a safe take-off. Later it was 
impractical to replace this oxygen equipment. Without the oxygen the 
aircraft wers able to fly at 10,000 feet above the shelf ice but 
averaged approximately only 2000 feet above the 10,000 foot high 
plateau. 


Tri-metrogon photography is not considered practical at alti- 
tudes less than 5,000 feet and is usually flown froa 10,000 to 25,000 
feet above the terrain. The 2,000 foot relative altitude considerably 
limited the amout of land photo-mapped in each photograph zs well as 
on each photographic flight, and also caused the expenditure of a ccn=- 
siderably larger amount of film than would have been necessary to map 
the territory had higher altitude flights been possible. 


Fhotographs of mountainous areas and rugged terrain taken at 
these low relative altitudes will therefore be very difficult to 
process, since the difference in elevation between mountain ridges and 
valleys in any one photograph will somstimes be greater that the 
difference in elevation between the mountain ridges and the aircraft. 
This means that working out scales for individual photographs, and 
even scstions of individual photographs will involve extra time and 
additional technical difficulties. 


H. The Effect of Antarctic Weather upon Photographic Reconnaissance. 


The lack of a sufficient mumber of weather stations, lack of 
detailed knowledge of the climatic habits of the Antarctic, and a 
paucity of weather records made prognostication of flying woather 
very difficult. The effect upon photographic reconnaissance was 
felt in many ways. Weather came in “bunches”. Several good days 
were very suddenly followed by many bad ones. During the good days, 
the air and ground crews wore themselves out to the point of axhaus- 
tion trying to take advantage of the twenty-four hours of daylight 
each day. There was no time for interrogation o+ reworking navi-e 
gation logs while the details were still fresh. 


All too frequently a plane on an assigned flight line was forced 
to turn off that line because of inclement weather, or clouds which 
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prevented photography. The investment in time and effort which had 
pleced the aircraft that far along was too great to wasta, however, 

so in mopt cases the plane turned and traveled to an area of accept- 
able weather and photo-mapped the terrain there. This caused a constant 
jumbling of flight lines and helped cause an undue amount of photo 
reconnaissance in certain areas in relation to other, non-photographed 
areas. 


When photographs were taken with clouds or haze above the air— 
craft, the resulting photography wos frequently not of mapping quality. 
(See Appendix to Annex II: “White Days*) When photographs were taken 
with cloude or haze under the aircraft, it was frequently impossible 
to differentiate between the white hese and the white snow showing 
through the breaks in the clouds. Sometimes important photography 
was taken during cloudy days, for example, the aerial photographs 
of previously uncharted mountains emerging through thick undercast at 
12,000’ altitude. 


I. Laboratory Facilities. 


The lack of laboratory facilities at the bape caused difficu-vios. 

As mentioned previously, some errors were constantly repeated since 

they were not discovered until the film was finally processed. Air 

crews could not be intelligently interrogated by use of the processed 
photography until after the ships left New Zealand, weeks after the 
flights were mado. By this tine the inoidents of individual flights 

had become hazy and crews were not able to answer detailed questions. 
Similarly, the navigators did not get an opportunity to check their 
charts against the photography until after all the flights had been 
completed. 


Je Bay of Whales Mapping Project, 


Many aerial photographs were tuken over the Bay of Whales. 
These included vertical photographic runs at 10,000 and 2,000 feet, 
bundreds of hand-held oblique photoa, and a tri-metrogon photo circle. 
Representatives of the Hydrographic Office, the Coast and Geodetic 
Survey, and the War Department calculated the new geographical position 
of the old base line and measured the directions and speeds of the 
shelf ice movements. 


From this data it will now be possible to make an excellent 
pap of the Bay of Whales as of February 1947 and, with some degree 
of certainty, to project a map as to how it may appear at any given 
date within the next few years. 


During the last Antarctic Summer the geographic position of 
the Base Cemp established at the Bay of Whales was deternined to be: 
78° 26' 09" South Latitade 
163° 55' 16" West Longitude 
This position ia believed to have moved more than 8300' in the seven 
years since 190. 
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V. SUMMARY OF ACCOMPLISHMENTS L 
A. Aerial Reconnaissance Mapping Missions and other Flishts, i 
Weather 
Mapping Rescue and Total = 
Flights Test Flights Flights L 
Eastern Group- - - - - - - - 10 11 21 - 
Central, Group= = - - = - - = 26 WR 46 joa 
Western Group=- - - - --- - 26 8 3h \. 
fotaleno ao Sec ey 37 181 
B. Approximate Number of Hours Spent in the Air. |. 
Eastern Group~ - -—- - - = - 137 [. 
Central Groupe - - - = - = = 260 |. 
Western Group=- - - - — - <228 - 
Totale ------------ - = 625 
C. Approximate Number of Aerial Reconnaissance Photographs for 
Mapping Purposes. 
Fastern Group- - - - - - - =! »000 
Central Group= - - - - - = 22,000 


Western Group- <- - - = - - 40,000 
Totale <i=:s .6:= #6 = ace = = 5.570, 000 


De Nuxber of Aviation Persornel Trained in Polar Photographic 


Reconnaissance. 
Pilots Navigators Photographers 
Eastern Group- - - ---- - 6 2 Ny 
Central Group- ------ 19 7 10 
Del oe ee r %6 


E. Prelininary Estinate of Approximate Number of Square Miles 
Visible to Occupants of the Aircraft. 


Fastern Group- = = = = = ~-675,000 

Central Group- - - = - = -700,000 

Western Group- - = = = = -125,000 

Totale = - © © e = = oo me = = - 1,500,000 

F. Preliminary Estimate of spproximate Number of Square Milos 
Discovered. 

l. Total Estimated 350,000 Sq. atles 

2. Total Possible 700,000 Sq. miles 
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G. Coastline Investigated. 


Approximately 60% (by longituda) of the Antarctic coastline 
was photo mapped by aircraft of Task Force 68. This coestline 
measured some 5500 miles by airline connecting each degree of longi- 
tude and did not include any large areas of shelf ice. A quarter of 
this coastline was sighted for the first time by personnel of Operation 
HIGHJUMP. Forty percent had been sighted before but charted incorrectly 
or, as in some cases, the previous mariners had plotted shelf ice thinke 
ing it to be coastline. Only thirty-five percent of the coastline 
investigated correspanded to the charts and navigation of Task Force 
68. In addition a considerable smount of the Antarctic Pack Ice was 
explored. Many of the Shelf ice barriers, were photographed includ- 
ing the 00 mile Ross Barrier. 


H. Other Geographic Discoveries. 


Aside from the hundreds of peaks seen for the first time in 
the mountains south and west of the Ross Ice Shelf, at least 18 other 
mountain ranges or groups of mountains and 10 or more individual moun- 
tains of importance were discovered by members of Operation HIGHJUMP. 
Some of these mountains average between 15,000 and 20,000 feet. The 
new maps will show numerous glaciers, nunataks and skerries along the 
coastline as well as 12 newly discovered (or enlarged) bays and 9 capes. 


Unusual features explored, included a series of dry glaciel 
valleys continuing tarns and ice falls in Victoria Land and two so- 
called "Oasis" reer the Indian Ocean Coast. The latter consisted of 
bare rock areas ag such as 20 miles on a side completely surrounded 
by the usual ice topography. Each "Oasis® contained several lakes 
of various colors, probably caused by the algae in the water. Some 
of the lakes were frozen and some not. One of the PBM aircraft 
lended in s lake and took water samples. The bare rock was not 
examined but did not contain visible vegetation although lichens 
may not have been visible at that distance. There was no evidence 
of thermal activity in these areas. 


The Rose Ice Barrier, and the Bay of Whales area in particular, 
was photographed in order that changes in the position of the ice front 
and rates of movement of the various sections of Shelf ice could be 
determined. New tension cracks were discovered in the barrier. The 
Bay of Whales was found to be considerably smaller than on previous 
expeditions. This movement had been discovered before, but the 
actual rate of closing was determined this time to be between 4.5 and 
S feet a day. As a matter of fact the already narrow entrance to the 
Bay of Whales closed in by 200 feet (wore than 1/5 of ite width) during 
the six wecks the Central Group occupisd the area. The walls of shalf 
ice guarding the entrance will probably close this Antarctic winter 
causing a pressure ridge and the breaking away of a tabular berg thus 
providing a new entrance to tha Bay of Whalea,. 
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Our knowledge of the polar plateau and ice cap was increased 
by aevereal flights of the Central and Western Groups. The pole had 
only been approached from the Ross Ice Shelf. It has now besa 
established that there are no mountains within at least 180 miles of 
the South Pole in a clockwise direction from 50° W.to 150° £. longi- 
tude. Completing the circle from 150° 5. to 50° W. longitude moun- 
tains appear at the extreaity of this 3° radius, many of which will 
be charted for the first time by means of HIGHJUMP aerial photography. 


This great ice cap is believed to continue north 100° and 150° — 
W. longitude almost to the very coastline at elevations of 8500'or 
higher. Most of this area has never been seen except the south and 
east, sectors which were seen by members of the Central Group and 
the north sector over which personnel from the Western Croup flew. 


Aviation personnel of the Western Croup deduced from their 
flights in its vicinity, that the South Ma,:etic Pole had migrated 
te the north and wast of where it is indicated on H.Q. chart 2652. 
However, this data is not certain since there was no physicist or 
special magnetic equipment aboard the aircraft. 


Detailed exploration by aerial photography was carried on 
in the mountainous areas south and west of the Ross Shelf Ice. The 
tall peaks in these areas had been discovered by previous explorers 
operating from the Ross Shelf Ice and from the Beardmore and Thorne 
Glaciers. Now many of the lesser peaks and valleys which were in 
defilade from these explorers have been discovered and photographed. 


Isportant work was performed in confirming locations of physical 
features which had not been thoroughly investigated on previous expedi- 
tions. Some features, however, had been incorrectly located in rela~ 
tion to the charts and navigation of the HIGHJUMP aerial explorers. 

It is quite probable, for instance, that Mount Siple, an important 
land sark, confirmed by this expedition to be 15,000' high, will be 
relocated considerably to the south and west of ite present position 
on the map. Similarly, the Noville Mountains and Cape Dart mist be 
relocated. In some instances features previously on the map were 
proven to be non-existant. The Eastern Group proved that a large por- 
tion of George Gets Shalf Ice just did not exist and the Western 
Group finally settled the doubtful existance of Thorshammer Island, 

by flying over the location of that non-existant feature. 


I. Mapping By Use of the Aerial Magnetoneter. 


A geo-physicist from the U.S,Geological Survey operated an 
Aerial Magnetometer synchronized with the tri-metrogon masping cameras. 
This instrument recorda intensity and area of magnetic bed rock, Magne- 
tometry recordings confirmed the kmown presence of burried Roosevelt 
Island and helped confirm the presence of islands thought to be burried 
under the Ross Shelf Ice and causing such formations as Kainan Bay. By 
the aame method, evidence was given to indicate one such burried island 
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does not exist. The Uastern shoreline of the Ross Sea is covered over 
by the Shelf ice and its exact location is not mown. The magneto- 
meter established evidence that it is probably further to the east at 
least betwoen latitudes 81° and 82° South. 


J. Summary: It is believed that becanse of the quality and quantity 
of asrial reconnaissance photograp!y with the resulting maps to be made 
by the photogrammetrists, that the knowledge of the areal geography of 
the Antarctic Region has been advanced more by the U. S. Naval Expedi- 
tion, 1946-197, than by any other expedition, in spite of the short 
time of this operation. Had more time been available for the proper 
preparation of trained photographic reconnaissance groups and the 
construction of a runway, the quality and quantity of that reconnaissance 
could have been materially increased. 


VI. THE CARTOGRAPHIC PROGRAM 


The work of many previous eypeditions has been lost because there 
was no agency prepared to receive the raw data upon the return of the 
explorers, analyse that data, and publish the results. The material 
usually ended in rough manuscript form in the archives or in the files 
of some government or private office. This time a program has been 
prepared in advance to publish the scientific and cartographic data. 


Tho Chief of Naval Operations had designated the Hydrographic 
office as the central clearing house and coordinating agency for 
Operation HIGHJUMP hydrographic, scientific, and mapping data. To 
help finance this program the office of Neval Research has alloted the 
Hydrographic office an initial sum of $100,000, 


The Hydrographic Office does not have the space and equipment 
necessary to sake a rapid tri-metrogon assembly of the 70,000 photo- 
graphic exposures. Furthermore, the money allotted may not be used 
to pay Navy Department salaries. For these reasons the Hydrographer, 
bas contracted with the Aeronautical Chart Service for the services of 
the Tri-metrogon Section, Topographic Branch of the U.S. Geological 
Survey to do the following work on the Operation HIGHJUMP photography: 


a. Indexing, of triemetrogon photography. 

b. Evaluation, of tri-metrogon photography. 

ce. Compilation, by photogrammetric mathods of planimetric 
and topographic data at a scale of 1:500,000 of antarctic 
Coastal areas and other photographed areas of special 
interest to the U. S. Navy. 

d. Furnish compilation sheets and negatives for Base Prelimi- 


nary Maps. 


The Hydrographic Office has: furnished, through the Naval Photographic 
Center, one set of 70,000 contact prints suitable for indexing and 
evaluation purposes. In the near future a set of contact prints of 
good photographic quality on double-weight waterproof paper will be 
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provided via the same channels. 


Daring Jane, 1917, representatives of ths Task Force, Hydro- 
graphic Office, Aeronantical Chart Service, and U.S. Geological Survey 
thoroughly investigated control data and map information necessary for 
photogrammetric compilation. 


Tho Aeronautical Chart Service has the option of compiling maps 
by photogrammetric means from the photographs of the Continental Interior. 
Credit for the photography mst be accorded to the U.S. Navy. 


The Staff Photogrammetric Officer has been designated Liaison 
officer between the various Naval and other government agencies working 
on the cartographic program, In this capacity he is coordinating the 
activities of these agencies under the direction of the Head Engineer 
of the Rydrographic Office. 


The Photographic Interpretation Center will detail aerial photo 
interpreters to aid in the interpretation of planezetric and topo- 
graphic data and photogrammatristea to aid in the solution of any 
unusual poler photogrammetric probleas. 


The U.S. Geological Survey will assist by plotting maps based 
upon the work. of the aerial wagnetoxeter and with the geological inter- 
pretation of the serial photographs. 


The Hydrographic Office will supply the oceanographic data. 


It is estimated that the phctogramaatric and cartographic 
compilation period prior to the publication of the new maps and charts 
will take a ainisus of two years time. The $100,000 initial allotzent 
will have to be supplemented in order to complete the planned production 
of sailing and aeronautical charts, sailing directions and aerological and 
other scientific information. 


VII. ANTARCTIC PLACE NAMES IN RELATION TO TASK FORCE SIXTY EIGHT. 


The important natural features discovered by personnel of 
Task Force 68 mat be named before the publication of the new maps 
and charts. However, since for the most part it is not know just 
what features have been actually discovered until the photogrammatric 
compilation of planemetric and topographic data has been completed, 
this naming will not take place until that tine. 


The Board on Geographic Names, has the responsibility for 
all place names appearing on maps and in publications of the U.S. 
government. Auyone may submit a proposal for a name. The final 
decieion will be made by the Board based upon its "Statement of 
Policy Covering Geographical Nemes in Antarctica", a copy of which 
is attached to this Amex as Appendix A. 
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Generally speaking, this policy provides for three Categories 
of importance of natural features and three categories of importance 
of personnel connected with antarctic Exploration. Features of the 
first category may be named for personnel of the highest category and 
go forth. Any monber of Task Force 68 or anyone who has assisted in 
the analysis of the technical data derived from the expedition is 
eligible for at least a third order feature, such as a mountain to be 
named after him. This imposes no obligation on the government to 
nase features after any particular individual, nor to give names to 
unimportant geographical features where names would be of little use, 
marely for the sake of naming then. 


Unacceptable names include those suggested because of relation= 
ship or friendship, those of peta, those which advertise commercial 
products, or those of personnel of high rank or prominent pnosition un- 
less otherwise qualified. 


A munber of proposals for names of features have been received 
from various members of the Task Force by the Staff Photogrametric 
Officer who also acted as Expedition Geographer. These names, along 
with others, will be submitted to the Board with the recommendation 
that the sponsore of the names, rather than the ames they sponsored, 
be used for naming appropriate features. 


Appendix A to Amex III 


STATEMENT OF POLICY COVERING 
GEOGRAPHICAL NAMES IN ANTARCTICA 


These policies are for the guidance of the Board in deciding 
cases and for the guidance of explorers and others in proposing names 
for natura) features in Antarctica. 


The problem of geographic nomenclature is different for 
Antarctica than for any other part of the world. It has no permanent 
settlements. Even in the explored portions of the continent many of 
the features are unnamed, and still others have never been seen by 
man, Antarctica has been visited and explored by the nationals of 
many nations, who, by their herwic efforts to broaden man's knowledge 
of thie land of ice and snow, have fully demonstrated the international 
nature of the world of science. Names, therefore, will be considered 
without reference to the nationality of the person honored, 


Under the policy here set forth, decisions on Antarctic naseg 
will be based on priority of application, appropriateness, and the 
extent to which usage has bacone established. The grouping of natural 
features into three orders of magnitude, with corresponding categories 
of persons according to the type of contribution which they have made, 
is intended to provide the greatest possible objectivity in determining 
the appropriateness of a name. It does not, however, axclude the use 
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of other than personal names when appropriate. Non-personal nanea 
are discussed under a separate heading. 


Types of Natural Features 
First-order features 
Plateaus 
Coasta 


Regions or "lands*® 

Extensive mountain ranges 

Ice shelves 

Large glaciers 

Seas 

Major submarine deeps, ridges, plateaus, or swells 


Second-order features 
aB 
Mountain ranges, except the most extensive 
Great or prominent mountains 
Glaciers, except tho largest 


Large bays 
Gulf. 


B 
Prominent capes 
Islands 

Straits or passeges 
Harbors 


Extensive submarine reefs, shoals, or shallows 


Third-order features 
Glaciers ) 
Bays (except the greater or more prominent ones 


Rocks 

Minor shore features 

cliffe 

Minor mountains and hills 

Nunataks 

Anchorages 

Parts of these features 

Submarine reefs, shoals, and shallows of small axtent. 

Camp or camp sites and depote (not natural features and not 


necessarily pernanent). 


Features having special significance or prominence in geographic 
discovery, acientifiec investigation, or the history of Antarctic may 
bo placed in the next higher category than their magnitude alone would 
warrant. 
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Scheme for Application of Personal Names to these Features. 


First-order features 
The leader or organiser of an expedition to Antarctica. 


Persons who have made discoveries of outstanding significance 
in Antarctica, or leaders of field parties, or captains of ships, 
that have made such discoveries. 


Persons who, through their work with Antarctic expeditions, 
have made outstanding contributions to scientific knovledge or to 
the techniques of Antarctic exploration. : 


A person who has provided the major financial or materiale 
support to an expedition, thereby making such an undertaking possible. 


Second-order features. 


Persons whose cutstanding heroism, skill, spirit, or labor 
has made a signal contribution to the success of an expedition. 


Persons who have made important contributions in the planing, 
organisation, outfitting, or operation of expeditiona to Antarctica. 


Ship captains or leaders of Meld parties of such expeditions, 


Persons whoge contritutions to the knowledge of the Arctic 
either have advanced our knowledge of Antarctica or have expanded tho 
possibilities of Antarctic exploration. 


Persons who have made outstanding contributions to equipment 
for polar exploration. 


The directors or heads of learned accleties that have given 
significant support or made material contributions to Antarctic 
exploration. 


Persons who by substantial contributions of funds or supplies 
have made possible an Antarctic expedition. 


Persons who have done cutstanding work in the utilisation of 
data, identification of specimens, or interpretation of the results 
of antarctic exploration. 


é 
Third-order features 


Persons who have assisted in the work of organising or con- 


ducting Antarctic exploration, or who have assisted in analysia of 
information gathered in the course of such exploration. 
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Members of expeditions, including ship-based personnel. 


Persons whose contributions te kmowledge in their respective 


fields have facilitated the discovery, recognition, identification, 
or recording of Antarctic phenomena, 


Persons who have made material contributions in any form to 


Antarctic expeditions, and who have by their words or actions demon~ 
strated an interest in furthering scientific exploration rather than 
in seeking commercial axploitation of such contributions, 


The Application of Non=personal Names. 


In accord with the tradition of Antarctic exploration, it is 


considered appropriate to apply non-personal names to natural features . 
Examples of non-personal names are: 


1. 


2s 


36 


ke 


Se 


Nanes which commemorate events (e.g., Scott's "Arrival Bay” and 
Rogs' "Possession Islend*), 


Nemes of ships from which discoveries have been made (a.g., "Is- 
covery Inlet" and "Peacock Hay"). 


Names of organisations which have sponsored, supportei, or 
abs scientific or financial assistance to Antarctic expeditions. 
OeGe, “Royal Society Range,® "Admiralty Range,” "Banzare Coast.") 


Names which are peculiarly descriptive of the feature named. 

(@ego, "Daception Island*). Descriptive names which are not 

unique, nor particularly appropriate, and for which there are 
likely to be duplicates are, however, undesirable, 


Any other non-personal name which because of its acknowledged 
importance occupies a major role in Antarctic exploration or 
Antarctic history. 


Names in the abcve categories may be appropriately applied to 


a feature in any order of magnitude with which there is association. 


Criteria of Appropriateness 
Newly proposed names will be considered for features of the 


first-, second-, or third-order, as described above, in the light 
of their appropriateness, as evidenced by the following factors 
arranged in order, of weight: 


1. 


Chronological priority of discovery, naming, or other relevant 
action. 


2. Actual association of the person, ship, organization event, etc., 
with the feature, 
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Association of the person, ship, organisation, event, etc., 
with Antarctic exploration, 


Contribution of the person to the knowledge of Antarctica. 


Association of the person, ship, organization, event, otc., 
with other polar exploration. 


Contribution of the person to relevant fields of imowledge. 


Extent to which financial or material contributiona have contri- 
buted to the success of an expedition, or to the collection of 
valuable acientific data. 


Previous recognition through a geographic name in Antarctica. 


a. To prevent confusion, it 49 considered advisable, 
in the future naming in Antarctica, to apply the 
name of one person or the names of. persons having 
the same surname, to no gore than one feature of 
a kind. 


The possibility of ambiguity or confusion with names already 
in use. 


ae The duplication of names already in current uaage 
is undesirable, and, except in special cases, 
is to be avoided. 

be Since descriptive names are often ambiguous and 
easily duplicated, they should be avoided, unless 
a descriptive namo is peculiarly appropriate, 

c. The duplication in Antarctica of names well nom 
in other parts of the world is undesirable even 
though qualified by adjectives such as "new", 
“south*, and "little". 


Namea already in use will be considered in the light of: 
Appropriateness, as outlined above; 

Wideness of acceptance, as evidenced by use in scientific and 
popular map and other literature, Usage which is considered 
sufficiently fixed and/or unanimous may be accepted as valid 


grounds for approval of a name which wuld not otherwise 
qualify. 


Fields of Knowledge Pertinent to Antarctica 
The following is a list of fields of knowledge in which out- 


etanding contributions may be considered justifications for comzenora- 
tion in an Antarctic place name. It is to be ccnsidered neither 
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Selection of the Base 


The shore bases should be selected with regard for the accessi- 
bility to supply shipa, the availability of air operation facilities, 
aid the geographical relationship to the actual area most important to 
photograph. 


In polar operations, and particularly in the Antarctic, floating 
bases such as seaplane tenders should be accompanied by an icebreaker. 
The addition of this vessel would increase the effective range of the 
photographic survey aireraft from two hundred to six hundred miles by 
allowing the tender to launch its seaplanes from positions south of the 
pack ice. It would also permit terrestrial photogrametry and ground 
control parties. 


Physical Layout of the Land Base 


Quarters for photogrammetry should be established close to the 
sir operations quarters in order to facilitate briefing, interrogation, 
aed technical observation. It is essential that the quarters for 
hw igation and photography be within the same immediate area, and that 
the ready rooms for pilots and air crewmen be within reasonable distance. 


Photogrammetric Space Required 


Far mapping operation of HIGHJUMP proportions,both shore and 
ship bases should have spproximately 150 square feet of unobstructed 
floor space devoted to photogrammetric purposes. This room should be 
equipped with the appropriate ‘necessary equipment. 


Photogr ‘aphio Laboratory 


The presence of a photographic laboratory at the base of 
operations is necessary to insure proper photographic mapping cover- 
age. 


Selection of Aircraft 


Photographic reconnaissance and wapping aircraft should be 
selected for two primary uses. These uses and the basic criteria 
relative to photogrametry by which the aircraft should be chosen for 
each function are listed below: 


1. Survey Aircraft. 


a. Ability to take off and land on surface selected by exrpedi- 
tion. 

b. Sufficient range to cover areas to be mapped. 

ce A ceiling of 20,000 fest, to make exploratory photography 
practicable over high elevation terrain. 

d. Large enough to carry the emorgency, camera, and scientific 
gear, necessary crew, two photographers, and a technical 
observer. 
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e. It is suggested that a plane similar to tha P2eV might be 
conformed for such purposes. A pressurized cabin would 
be an advantage over oxygen gear. 


2. Control Aircraft 


ae Ability to take off or land on ice or snow. 

bd. Sufficient range to cover area for which control is to 
be obtained. 

ce Just larga enough to carry one set.of tri-metrogon cameras, 
emergency gear for two, and magnetic and surveying instru- 
mentBe 


dad. Crew to consist of one photographic pilot and one geographic 


surveying engineer, both with navigation experience and 
training. 
eo» It is suggested that the TBM might be redesigned for this 
purpose to operate from a shore base, fly to the desired 
point, land and take tha geographic position, and return 
to the base. 
Helicopters covld also be designed for thie purpose as 
based upon ice breakers or protected seaplane tenders 
operating inside the pack ice. Control would be linited 
to coastal points by this systen. 


f 


Selection of Aviation Personnel 


The pilots selected should be trained photo-mapping pilots, with 


expsrience in flying actual mapping photography as opposed to war time 


photographic reconnaissance. If the aircraft are designed for co-pilots 


only one-half of the pllots selected need meet this classification, 


The navigators selected should be axperionced in nevigation 
without the aid of radio beams and accurate charts. In addition they 
should pases a thorough course of instruction in the problems peculiar 
to polar navigation. 


Qualified Technical Observers in Each Aircraft 


A qualified technical observer should accompany each flight 
as a member of the aerial photographic crew. This man should be 
trained in photogrammetry with a background in geography, cartography, 
geology, or geomorphology and would serve to assemble, organize, and 
correlate all contro] and descriptive data accrued by individual 
wembers of that flight. This photogrametric obaerver would operate 
the wire recorder: advise the plane coomander concerning the value of 
alternate flight linee; advise the aerial photographer concerning 
@hich portions of the terrain to photograph, the altitude for best 
mapping photography and the kinds of supplementary photography aost 
useful in individual cases. At the end of the flight, it would be the 
Guty of this photogrammetric observer to collect the navigation charts 
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and loge, the photographic data sheets, the pilot's logs, the wire 
recorder spools, and his om notes and sketches. He would be respons= 
ible to see that the navigator and the photographer reworked their 
figures together and in his presence, if reworking was needed. He 
would view the photographs and chart the area covered by them. He 
would maintain ea record of tha statistics of eech flight. And ke would 
be responsible for the preservation of this data until it reached the 
rear echelon at which point he would be instructed to make it avail- 
able to the agencies which prepare the maps and to assist those 
agencies in placing the topographic and planimetric detail on the maps. 


Design of Logs and Data Sheets in Advance 


Before the expedition leaves the United States the types of naps 
to be produced should be considered in relation to the kinds of photo- 
graphy which are to be undertaken and a series of appropriate log and 
data sheets must be devised to allow the maxim information to reach 
the rear echelon photogrametrists and cartographers. 


Those whose duties include keeping of one or more of these 
loge and data sheets should be trained in the meaning and importance 
of each colum, 


Data Sheet d for Leman Cameras 


A special photegraphic data sheet should be designed for aerial 
motion picture cameras which are used to supplesent tri-aetrogon photo- 
graphy. Exact QCT time and the angle of shooting in relation to line 
of flight must be recorded if the photography is to servo as an aid to 
interpretation and mapping. 


Radar cameras, radio altimeter cameras, and other supplementary 
cameras also require special deta shests to obtain full value fron the 
photography. A chronoseter should be set in all cameras photographing 
instruments. 


Use of Planned Flightlines and Alternates 


Flightlines should be drawn during the planning stage of the 
operation upon the best serial navigation charts available. In the 
case of the poler regions these charts should be gridded and numbered 
for flying by the grid method. Care shculd bo arercised that either 
the vertical or horisontal grid lines are also rbusblines, 


Flightlines over unexplored territory are difficult to draw 
since there 1a no knowledge of ths type of terrain or its elevation 
above sea level. They are more difficult to fly because of the 
absence of landmarks and navigation aids. Yet it is essential that a 
practical set of flightlines be planned and followed in a systematic 
fashion if acceptable zapping photography is to be secured. Whun 
weather conditions during flight make it impractical to contime on one 
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flightline, the pilot should change his course to a first or second 
alternate which has been prepared in advance for his navigator. Only 
in the event that all courses are weathered in or if there are inatru- 
pattie mechanical failures, should the pilot fly a course of his 
own choice. 


Instruction of Air Crews in Geography of Area 


In the photomapping operations of partially explored areas all 
flying personnel should be instructed in the geography of the area. 


Geo c Observatioas ri hte 


Mexbers of exploratory photo-reconnaissance missions should 
include a deseription of the local geography of each flight for use 
by the rear erhelon cartographers. This information could be secured 
either by including a trained observer in the crew or by training the 
crew menbera to fill out prepared forms in addition +o their other 
duties while in flight. 


Briefing and Interrogation 


Briefing and interrogation should be complete for reconnaissance 
flights in unimown territory. Suitable briefing quarters should be 
installed in which there is eufficient seating capacity for all personnel 
who may be required to be in the air at one time. A large table end a 
chalk-board should be provided. Weither the briefing before nor the 
interrogation after the flights should be rushed. It might pay divi- 
dends to provide hot coffee and sandwiches, especially during the post- 
flight interrogations. 


It is important that the crews be briefed and interrogated 
systematically. The cress should recognise these to be as much a part 
of the flight as the actusl operations in the air. 


It is also important that the crews be briefed and interrogated 
os a unit instead of individual conferences with the plene conmander 
and the navigator and omission of the remainder of the cren 


Inverse Mercator Charts 


The Inverse Mercator Chart is a form of transverse Mercatorian 
in which the equator of the fictitious grid extends around the earth 
fron pole to pole along the 90° meridians. ‘This grid alone, howevar, 
ie insufficient since it shows no true geographical positions, and is 
therefore usually over printed on a normal polar system of meridians and 
parallels. Five such charts of Antarctica were developed by the 
Hydxographic Office and submitted in quantity to Task Force Sixty Eight 
before operations cemmenced. These charts were used for navigation by 
Task Group 68.5 and the following recommendations are submitted. 
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(1) The inverse Mercator grid ahould be printed fer each 4 dogres 
of latitude and longitude, This will eliminate inaccurate 
hand gridding by navigators who are flying a grid systex. 

(2) Over print the inverse Mercator grid in a different color 
for each of the four polar quadrants, as an aid in flying 
the grid systes. 

(3) Establish letter values as well as fictitious nusber values 
for either the latitude or longitude, 

(h) Extend the quadrants or sheets to include all areas south of 
65'S. for the Australian and African Quadrants, all areas 
south of 70°S. for the American and Pacific Quadrants, and 
ar vaaas for the Palmer Peninsula and all areas south 
of 8&2 e 

(5) Tho inverse Mercator grid should be draw true or have light 
dotted lines showing the true positions of the meridians in 
order to possess the navigation value of great circles, 

(6) Supply a number of charts equal to a minimm of three times 
the number of flightlines appearing on any quadrant. 


Geographic Detail on Polar Aeronautical Charts 


At the present tine, personnel unacquainted with the minute 
details of the history of Antarctic exploration have not the ability 
to determine what parte of the charts are really reliable and what 
parte represent conjecture, 


Therefore the tepographio and planimetric detail on asronautical 
charts of the polar regions shouid be indicated in such a manner that 
the reliability of the information is expressed along with its supposed 
geographic position. 


There are several methods of doing this. It may be practicable 
to use a system of heavy, medium, and light solid, dashed and dotted 
lines. Various colors could be used. Straight letters versus reverse 
slant or reverse italice is another possibility, A key chart in the 
legend would be a solation, Ali definitely fixed points shonld be 
indicated by an appropriate symbol. 


The areas explored should be illustrated in a more qualitative 
manner to differentiate between those areas relatively well know 
end those areas merely “glimpsed thru a rift in the clouds", 


Navigation Aids 


It is impossible to make flights of 1500 miles in a polar 
region by crossing dead-rackonning lines with sun lines for "fixen® 
and return with an eccurate flight track chart. And without an 
accurate flight track chart, the photography is almost valuoloss. 


Prift meters are frequently useless since there are no objects 
in the white surface by which to judge drift. The magnotic compass will 
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not perform well in all these regions and variation changes rapidly. 
Yeridians are so close together that the true course of a plane flying 
a straight line (or great circle) is constantly changing unloss it 

de due noth or south. Landmarks for the most part do not exist. 


For all these reasons, it is essential to good photographic 
reconnaissance that a1] navigation aide such as Loran, Radar, and radio 
be installed where ever popsible. Loran stations could be established 
along the shore of each quadrant. Fixes from any two of these stations 
crossed with a sunline would be a sufficient “fix" for exploratory 
mapping purposes. 


Gyro~Compase 


A gyro compasa should be installed in front of the co-pilot as 
well as the pilot in order to eliminate navigation errors caused by 
parallax From the co~pilots' positicn in the RUD it was not possible 
to read the gyro compass within two degrees. 


Establishnent of Ground Control 


It 1s most necessary to establish ground control for accurate, 
precision mapping. The complete absence of this on Operation HIGHJUMP 
at ence reduced the serial photography from mapping to meraly reconnais— 
sance in value, Although ground control presupposes frequent positions 
of accurate geographic location, it would be possible to produce suit- 
able maps and charts of a desert area like Antarctica xith a fraction 
of the nusber of points ordinarily required. 


It is suggested that a means of providing ground control be 
worked out in advance of any future operations. Methods may invoiva 
Sledging or amphibious tractor parties, specially equipped aircraft 
ae previously mentioned, possibly the use of a senith-nadir casera, 
or an icebreaker landing control parties at various points along 
the coast. 


Grenlin Photography 


It is recommended that the cognisant naval organization be 
instructed to develop a recording casera for use in obtaining readings 
from various instrunente each tine the tri-metrogon cameras are tripped. 


This new "Super-Cremlin® would have the following features: | 


(1) The same number of exposures as the K-17, 6" Tri-mstrogon 
cameras. 
(2)9X9or 9X 18 file exposure 
(3) A divided instrument panel containing: 
a- Pressure Altimeter 
b- Thermometer (to minus 60°F) 
c= Inclinometer for tilt 
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d= Inclinometer for tip 
e~ Chronometer 

f- Qyro-compass 

g- Magnetic compass (7) 
h- Indicated Air Speed 
i~ Data Card 

jo Radio Altimeter 

k- Possibly a radar scope 


Provision should be made for this device to function without 
tri~metrogon cameras when flying over an undercast. 


Location of Photographer in Airplane 


It would be desirable to mount the tri-metrogon cazeras noer 
the nose of the airplanes, if the type construction permits. This 
would allow the photographer use of a plastic nose window to see what 
terrain would be passing under his camere so te could adjust the controls 
in advance. It would also be easier to heat the photographic compart- 
ment, to converse with the others in the crew, and it might eliminate 
wing tips in the oblique photography. 


Tri-Metrogon Mount 


The tri-getrogon mount should be specifically degigned for the 
plane in which the caseras are to be installed. Benefits of such 
changes in design would be: 


(1) Proper orientation of the starboard camera, 

(2) ability to insert magasine with dark slide in place to keep 
the calibration marks intact. 

(3) A nonerigid mounting so that the entire mount may be adjusted 
for tilt. 


The photographic officer has submitted new designs to eliminate 
the present feature which effect the photogrammetric value aa well as 
the photographic quality of the axposures. 


Use of the Wire Recorder 


The benefits from the use of the wire recorders from the fav 
flights on which they were properly used make these instruments valuabls 
accessories on photographic and exploratory missions. It is recommended 
that one of these instrunentse be_instalied in each survey aircraft; it 
is suggested that the aviation persornel concerned be instructed in the 
simple mechanics involving ite use and that they be given a check list 
of the kinds of items to record. 


Relative Altitude of Survey Aircraft 
It is recommended that the Aerial Photographic reconnaissance 
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mapping aircraft remain at a relatively constant altitude of 10,000 
feet above the terrain. When this is impracticable it ie recommended 
that the aircraft maintain not legs than 5000 feet altitude above the 
terrain, These altitudes will require the use of oxygen equipment or 
pressure cabins. 


Operation of the Plane and Crew as a Unit. 


It is recomnended that the aircraft and crews be selected at 
an early period during the planning operations and be given consider— 
able experience in working together ao a unit while performing actual 
missions similar to those planned for the operations, Six weeks of 
photo flight practice as a unit should be required in order to sliminate 
the “rough-spots*,. 


Policy Regarding Flying Personnel 


Space is at a premium in aerial survey planes. Only those moat 
qualified to produce the information require should be allowed to go 
on such missions. To insure this when the Task Force is operating in 
separate groups, the Task Force Comnander's established policy indicat~ 
ing flight crews, scientifically trained observers and passengery, 
regardless of rank, should be commmicated to the personnel concerned. 
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Flight of Thuracay 20 Fetruary 1-!,’ ~ 
Airplane # 1715’ 
Plane “dr, Hawkes, Cdr. A. 
Pils! anderscr., Le. 
Co-Pilot Salyer, Lt. Vdr. * 
Radio ‘Nyhan, ARM 1/c 
Photo Swain, PHKOW bn 
Joverv Roacce, Lt. Ail Times C.i.T. de 
2236 Off Little America (11'S local, be 
Qrie Hdg C7L Cruising 5000 ft. tem - 1C deg cent. ' 
Karom, Pres. 29.1C a 
€330 On instruments during climb to top overcast. Light w L 
moderate ice encountered at 10000’. Changed course 6 . 
deg to atbd in attempt to find clear area nearer bar- ie 
rier. 
23:5 Chgdt« Grid Cus 10u Deg. J. 
2351 To grid cus O74. Port aft fuel tank on. 
21 Pet 1947 he 
0020 Sighted humps in clouds in far distance believed to 
be tre Weetern Range. 
0035 Sighted first mountains to stbd bearing 30 dog. Mte. | 
Erebus and Terror sighted at SO deg. relative to Stbd. 
9142 Plenty mountains in sight both to port and etdd extend- Ls 
ing thru overcast, 
0152 Over foothills. Crevasses to port. Hull tanks on. [_ 


020), High snow and glacier-covered irregular mountains ahead, 
Mt. McClintock abeam on port. hand. 
0206 Radar altitude 7500 plane altituaes 16280 


0207 7000 1028¢ 
0210 4,000 10300 
0212 2700 10LOc 


C2h9 Radar altitude averages 2300-2500 feet, airplane 9900. 
Plateau height about 7600 feet. 
C325 Radar 1,000" Plane 1090C 


0326 4,500 10900 Grid hdg 22], flying tehind the 
Western Range — Entire plateau solid overcast with to; 
av 9000 plus 

0342 Took 16 um. movies «f Western profile of Western Range 
12 feet film. 


C3uS In tnis vicinity all surface ice noted to be clear when 
on Eastern side of low ridges. That on west side ie all 
sao" covered. 

0348 North edge of Roae Island noted to be directly ahead with 


Grid hdg 22h. 

0352 Cameras cp altitude 1) 

0353 36 mm film cf dry Vailey showing wsll-defined rocx 
strata. 


Plate Si. Li 
Pilots Log cf flignt Uy Task urea 60.5. 


Amex Lil otte 


J 


RESTRICTED 


To grid tig 22¢ 

Circled to change 7 4-el Camera Facks 

Contacted ¥5 on VHF. Advised VS tc »~:ceed north and 
cover east face of Range as far as Terre Nove Bay if 
possible. 

Requested Altimeter setting from Surton Island. 
Magagines O0.K. Camoras on to heading 140 grid at 016 
Cameras set for radar altitude of 6000 feet account 
irregular terrain. 

Altimeter setting 29.11 (Same as at L. A. on takeoff) 
Radar alt 6700 Plane 11900 

16 Mf of Rock pinnicles — then out of film 

Chg cus to? 

Radalt 5300 Plane 121,00 

Vertical and Port Cameras off, nothing axcept flat 
Plateau to port with nu distinguishing features. 
Advised Alpaca of position. Few isolated peaks, not 
very high, visible to Northwest. High range visible 
to Northeast estimated not in excess of 100 miles. 

At bottom of chart and fuel more than half expended. 
Passing over dull Marcon-colored mountains - Trimets 
still in action. Peculiar rounded bare surfaces -- 
May be tops of cirques (this inserted by Lt. Roscoe) 
Circled to load Gremlin, resumed 330 Grid. 

Weather received from Base 500' ceiling unlim visib. 
Advised Gremlin and 17 not on since reloading. 
surned to 287 grid to return to base. Sighted Erebus. 
Over Burton Island at S000. 

Passing Terror. 

Passing Cape Crosier. Preceeding along Barrier for 
photo survey of edge. Port oblique on. 

Over cove in barrier for vertical shota. 

On chocks Led. (2237 local) 


Plate No. 15 
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Pilots log of Flight 14 Task Group 68.5, (Continued) 
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ANTARTTIC NAME PAOPOSAL 


“WAVE PROPOSED BUNGE ADI" 


a 
DESCA PION wear restue ROCK & TARN AREA _ @6° 27 - 100 42" y 
XX N of Ssott Glacier, S & E of Shackleton Shelf XX 


Jet atm es sstect eee 


os seere st: 


Mao Reterence ae chat at tart tap te et: 4.0. 2562, H.0. (BA) 3171, AA® LRAN Charts 
FILKES LAND, ETC. 


Zerrfyirg Crarscters'cs 'sze smape-engy aan cognates AD mich ua 20 nilea on 4 side with 
a deoadent glacier to the west and ‘ae cap on the regaining, sides whioh rises 


to the south and east seq and then pack ioe to the north. Lakes 200-250 feat high. 


Dnora Reference j.ercai 2b que, other) Plighte Eightapn and Wizetven of Task Group 68.2 
See Photographs submittod. 


Moterals Submireg _TAT@METROGON AND COLCR AERIAL PHOTOSRAPHS us attached. 


SUPPORTING DATA easton tor Croce Lt. Cmdr BUNGE cormanded the patrol bomber fran 
whioh the ioe free area was discovered. Two jevs later Qndr. ATINTER landed 


his airoraft in one of the lakes therein. Subsaquert news Jiapatohes have 


made this name one of cannon usage, even-thoeh it is not technically an caais. 
Date d-s.overed, seen secorded, mapped e's First discovered 11 February 1947, landed 13 Feb. 


By whore Lte Gndr. BINSER, USH and orew of PBM, SAKE ONE of TASK ituUF 6862 
Persona! Intormotion ( of Ponoree ° DAVID ELI BUNGER 
1110 G Avenue, Coronoda, California 


Exposgn UMIZED STATES NAVAL ANTARCTIC EXPED:TION 1946--1947 (HISHJUMP) 
Sesoorting Dore Summitved: barveys charts protas, stre- 
dotion Piot-roa and desariptions by aeriai explorers. 


tore revurred 


act tobe -etursee CO 
Sv9V'TIED BY Nore John 8. Boacoe 
saaress Task Foroe 68, US.S Navy 
Rareovc’ca cures First Lieutenant, USHCE Care 2 June 1947 


oO NCY WRITE IN SPACE BELOW 


ena 3 : DATE ALTE VED 
cASE SECTION Na 3 PALM ATION 
es ae = mek Sat hcl 
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Sample form for Antarctic Name Proposal. 
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